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AGRICULTURE AND RAILROADS 


Neither the proponents of the idea that, as the gov- 
ernment has helped the railroads, so it should help 
agriculture, nor those opposed to that idea, have grasped 
the point, if we may judge from their remarks in the 
debate in the Senate on the agricultural diversification 
bill providing for government loans to farmers. Senator 
Sheppard and others justified this proposed government 
aid by the precedent of what had been done for the rail- 
toads by the transportation act of 1920, the revolving 
loan fund, and so on. If such a policy were fair in the 
case of the railroads, why not in the case of the farmer, 
they asked. 

The difference is that the railroads are government- 
controlled and regulated. Agriculture is not. If the 
government regulates the railroads—their rates, their 
wages, their bond issues, and their every other activity 
—it is under obligation, not only in fairness to the own- 
ers of the railroads, but for the sake of maintaining ade- 
quate transportation for the public, to see that they are 
not prevented from making a fair profit. That is axio- 
inatic, is it not? But the government does not regulate 
the farmers. They are free to make prices or do any- 
thing else they please. Do they wish to exchange their 
condition for that of the railroads? We believe the rail- 
toads would be glad to make the trade with them. 

Government control of or aid to any kind of busi- 
ness is, in our opinion, generally speaking, bad policy. 
It was necessary for the government to adopt a policy 
of regulation of the railroads, however, because of their 
nefarious practices. The situation was much the same 
as the liquor situation. Prohibition may be good or 
bad, but we would never have had it if the liquor inter- 
‘sts had ‘half way kept within the bounds of decency. 
Just so the railroads brought regulation and control on 
themselves. But now that it is here it must be adminis- 
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is to control the farmer it must also see that its policy 
toward him is not destructive. But the converse also is 
true—if it is to aid him it should also regulate and control 
him. If the farmer could see that, we believe he would 
be willing to struggle along for a time without govern- 
ment aid. Anyway, the agricultural and the railroad 
situations are not analogous. 


CONGRESSIONAL INACCURACY 

When a member of Congress makes an inaccurate 
statement in debate in support of something for which 
he is arguing, it has been our experience that the inac- 
curate assertion magnifies the enormity of the offense 
about which he may be speaking, and that ascertain- 
ment of the facts in the case usually shows that, if he 
had confined himself to the facts, he would have had lit- 
tle or no basis for his contention. 


Senator Shipstead, of Minnesota, has proved him- 
self to be an exception in this respect. In debate in the 
Senate in support of the agricultural diversification bill 
providing for loans to farmers from the government, he 
referred to the large sums of money paid to the rail- 
roads by the government as the result of federal control 
of the railroads. He said the report of the Director- 
General showed that the railroads received $1,696,000,000 
for the 26 months of federal control and the six months 
guaranty period. This was an inaccurate statement. 
Had he taken the trouble to get the facts and then stated 
them correctly, he would have been able to show much 
larger payments by the government to the railroads. 

The figure given by the Senator was the Director- 
General’s estimate of the “total cost to the government 
of the 26 months of federal contro] and the six months 
guaranty period,” and» not what the government paid 
the railroads. In other words, the figure of $1,696,000,000 
was the Director-General’s estimate of the loss incurred 
by the government as the result of having taken over 
the railroads. 

The Railroad Administration, we are informed by 
officials thereof, paid to the railroads $2,087,205,344.48 in 
compensation or rental for the use of their properties for 
the period of federal control. If to that sum were added 
the estimate of $536,000,000 by the Commission for the 
six months guaranty period, there would be a total of 
$2,623,205,344.48. 

Senator Shipstead could have made a much greater 
splash with $2,623,205,344 than he did with $1,696,000,000. 
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| Low Grades — Easy Curves — Abundant Power | 
| Direct Interchange at All Gateways : 


Result in 


MORE MILES PER DAY 
| G. M. & N. WAY 
| | 


Coordinated through schedules with Northern and Western Connections via 
Jackson, Tenn. and New Albany, Miss. 
provide fourth morning delivery from Chicago, St. Joseph, Kansas City and | 
related points; third morning from St. Louis and related points, to 
Mobile, Ala. and New Orleans, La. 
on packing house products and other perishable traffic. 
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Personal attention given to Import, Export and Intercoastal traffic to expedite 
inland movement and clearance from ports. 


Chicago, Ill.: Meridian, Miss.: 

E. L. Mountfort, A. T. M. TRAFFIC AGENCIES: L. L. Lapp, D. F. A. 
Detroit, Mich.: Dallas, Texas: 

A. J. Bessolo, D. F. A. J. A. JACKSON, Ass’t Traffic Manager C. H. Stutz, D. F. A. 
St. Louis, Mo.: Pittsburgh, Pa.: 

W. 0. Lewis, D. F. A. (in change of Sgaperte and Experts) W. K. Young, C. A 
Les Angeles and San Francisce: W. R. Butler, D. F. A. Memphis, Tenn.: 

M. F. Smith, P. C. A. Mobile, Ala. M. Lamon, D. F. A. 
Kansas » Mo. Ni Orleans, La.: 

Ww. ee By D. F. Route via: ad O. Gaither, D. F. A. 
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March 22, 1924 


WHAT IS “PRO RAILROAD”. 

We call the attention of Senator Gooding, Mr. Rip- 
pin, of St. Louis, and others who think that a construc- 
tive attitude toward the railroads is “pro railroad” and 
must be influenced by ulterior motives, to a full page 
advertisement in the Shreveport, La., Times, of March 
14. It is headed, in large type, “Quit Nagging at the 
Railroads. Help Them!” It is signed by the W. K. 
Henderson Iron Works and Supply Company, Frost- 
Johnson Lumber Company, Builders Supply Company, 
Victoria Lumber Company, Chamber of Commerce, 
State Fair of Louisiana, Bernstein Brothers, Shreveport 
Long Leaf Lumber Company, Inc., Allen Manufacturing 
Company, Commercial National Bank, The Hicks Com- 
pany, Ltd., Frost-Whited Company, Shreveport Rail- 
ways, Ardis and Company, and the Southwestern Gas 
and Electrical Company. Among other things it says: 

The railroads of the United States are making every effort to 
give the people of this country service at the lowest possible cost. 
Give them a chance and they will give you the best that is in them. 
Railroads are human institutions, they are directed by real folks, 
working unselfishly for the upbuilding of the whole country. The 
prosperity of the railroads and the country at large is inseparably 


interwoven, The railroads are owned by thousands of stockholders. 


In the railroads are the investments of millions of Americans, either 
direct or indirect. 


Latest statistics show that the railroads of America exceeded all 
previous records for efficiency in handling shipments during the last 
three months, both in volume and dispatch, 

We are informed that the advertisement was sug- 
gested by W. K. Henderson, of the W. K. Henderson Iron 
Works and Supply Company, through a circular letter 
issued by him January 29 addressed to leading commer- 
cial houses and manufacturers of that section of the 
country and enclosing a rubber stamp bearing the slogan 
that heads the advertisement. The advertisement is sent 
to us by Mr. O. G. Manasseh, traffic manager for the 
Henderson company, who says it “illustrates the spirit 
of our community toward the railroads and demonstrates 


a negative attitude toward the political propaganda be- 


ing agitated by a few radicals to destroy the purposes 
of the transportation act of 1920 as well as other con- 
structive legislation for the promotion of the welfare of 
the transportation companies.” 

These Shreveport business men are not alone in 
their attitude among shippers, by any means. -Indeed, 
they are in the majority. Many industrial concerns 
print on their letter-heads the slogan, “Give Our Rail- 
roads a Chance.” The National Industrial Traffic League 
itself has given public utterance to sentiments of this 
kind. Everywhere among thinking men, whether ship- 
pers or merely students of transportation without selfish 
interest, the sentiment is the same—the railroads must 


have a chance to prosper if industry is to receive the 
transportation service it must have. 


But Mr. Rippin and Senator Gooding and men of 
their kind, no doubt, will be scandalized to see this con- 
crete instance of good sense. They will look for a bad 
Motive behind the utterance and, if they do not find it, 
will imagine one. They will not be able to explain the 
attitude of these business men except on the theory that 
there is some evil influence at work. 

Typical of the suspicious and stupid attitude of those 
Who attribute false motives for constructive thought is 
this paragraph in a letter to The Traffic World from 
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Congressman Huddleston, of Alabama, in reply to the 


letter from the Traffic World published last week in 
these columns: 


Probably the influence of the railroad interests in numerous 
organizations is not well defined and is more or less intangible. The 
extent of same may be measured by their activities. Indeed, pro- 
testations avail nothing either way. The test is, whose work is a 
publication or an organization doing. If it is engaged in carrying 
out the policies of certain interests, that fact is of more value than 
all verbal claims, as showing what influences are behind the scenes. 
Those who are doing the work of the railroads, particularly their 
dirty work of calling in question the intelligence and good faith 
of those who may not agree with policies which they have adopted, 


have good reason to expect that their own impartiality will be 
doubted. 


Congressman Huddleston is one of those who can 
see nothing but ulterior motives for any course that is 
not in agreement with his own and anybody who be- 
lieves the railroads ought to be allowed to prosper is, in 
his opinion, doing their “dirty work.” The work of ex- 


‘posing those gentlemen in Congress who have no eco- 


nomic ideas or information of any kind except as to the 
best way to appeal to their constituents for re-election— 
or, rather, the best way to make themselves popular with 
the politicians who control the nominations—is not the 
work of the railroads. It is everybody’s work. Until it 
is done we are in danger of having our Congress become 
a national joke. One wonders what would be the atti- 
tude of these statesmen who must always attribute evil 
motives to those who disagree with them, if the men to 
whom they look for support in their districts were other 
than they are. For instance, suppose Mr. Huddleston’s 
district were controlled by the railroads. Would he or 
would he not be a supporter of everything the railroads 
wanted? We judge Mr. Huddleston by his own standard 
of judgment for others. Where did he get that standard 


if not out of his own consciousness of how he would act 
himself? 


MORE McADOO TALK 

W. G. McAdoo, candidate for the Democratic nomi- 
nation for President of the United States, in a speech at 
Milwaukee this week, again delivered himself of some 
transportation ideas of the same hazy character as those 
recently commented on in these columns. Mr. McAdoo 
talks expansively in criticism of present governmental 
transportation policies, but it is difficult, except by care- 
ful deduction—and then only in small degree—to dis- 
cover what he thinks should be done to remedy the 
things he condemns. 

We judge, however, that he is for an immediate re- 
duction in freight rates on agricultural commodities, 
without investigation, for he says: 

The administration’s theory of relief to the farmers through 
reduced freight rates is to wait seven years for the railroads to 
decide whether or not they are willing to consolidate in order to 
produce reduced freight rates. This is farcical. What is demanded 
is action now to meet an emergency in which agriculture is suffering 
and in which the people of the entire nation are suffering from 
wrongs inflicted by unsound and unwise railroad legislation. 

Until the railroad problem is settled right, he says, 
we have assurance neither of stable prosperity nor eco- 
nomic justice. That is a statement to which all may 
subscribe, but just what is wrong with the present sys- 
tem and just what would Mr. McAdoo do to put it 
right, other than to reduce rates on farm products? His 
statement that, “with foreign markets reopened to our 
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farm products, with a just and equitable tariff bill en- 
acted and with railroad reform effected so that ample, 
efficient and cheap transportation shall be provided 
throughout the land, a sound basis for restoring agri- 
cultural prosperity and promoting the prosperity of all 
classes of our people, including legitimate business, will 
be provided,” does not furnish a very definite program. 


He attacked the transportation act, saying that un- 
der it rates have been higher than ever before, the strong 
railroads have had a direct incentive to extravagant 
practices, the country has seen one of the worst railroad 
strikes in history, justice to railroad labor has been de- 
nied, and the rights and interests of shippers and the 
consuming public have been disregarded. Well, what 
would Mr. McAdoo give us in place of the transporta- 
tion act? It has not worked perfectly, to be sure. Has 
Mr. McAdoo a perfect machine to substitute for it? If 
so, what is it? It is the easiest thing in the world to 
criticize, but to build is something different. 


He says the obnoxious features of the act must be 
repealed. Again we ask, what are the obnoxious fea- 
tures, to whom are they obnoxious, and why so? He 
mentions the rate-making section as one of the obnoxious 
features. Rates should not be fixed, he says, “at a level 
to produce a fixed net return on an aggregate valuation, 
arbitrarily arrived at, of all the railroad properties, espe- 
cially when good, bad, and indifferent properties are all 
included in the valuation as required by the law.” Per- 
haps not, but how would Mr. McAdoo make rates? He 
must have some idea as to how it should be done. Why 
does he not tell us? 


He goes on as follows: 


Other highly important factors enter into the wise determination 
of rates aside from valuation of the physical -properties, which, in 
itself, is a crucial matter and highly controversial. No real or ef- 
fective control over operating expenses is reserved to any govern- 
mental authority to prevent the railroad managements from operat- 
ing the properties wastefully or extravagantly, and thereby keeping 
the net return below the amount that would actually result under 
an honest and efficient administration of the properties. i 

It is urged that the chief justification for the rate-making pro- 
vision is the right of the government to recapture one-half of the 
excess earnings above the minimum return established by the Inter- 
state Commerce Commission as a fund for the assistance of weak 
railroads. But this provision is nullified in large measure by the 
strong railroads, which operate their roads extravagantly and engage 
in unnecessary operations for the purpose of concealing profits in 
order that no part of their excess earnings above the established 
return shall be paid over to the government. The weak railroads 
were never to get any benefit except the opportunity of borrowing 
a the fund so established—in other words, of increasing their 
debt. 


Here is a direct charge that the strong railroads 
operate their properties extravagantly for the purpose of 
concealing profits in order to “beat” the recapture pro- 
vision of the law. Does Mr. McAdoo know what he is 
talking about, or is he merely indulging in the popular 
political sport of spreading slime? If he has any facts, 
why does he not give them to us? Which are the roads 
that are indulging in these extravagant practices and 
what are the practices he refers to? If these things are 
facts, the public is entitled to them and they ought to 
be laid before the Interstate Commerce Commission. 
They would furnish a better argument for reduced rates 
than all the mere assertions that are being made in Con- 
gress and elsewhere by persons devoid of information. 





Vol. XXXIII, No. 12 


GENERAL OIL INVESTIGATION 
The Traffic World Washington Bureay 


Western trunk lines have filed a petition with the Com. 
mission asking for a general investigation into rates on petro- 
leum and its products from all points of origin west of the Mis- 
sissippi to destinations in Western Trunk Line territory. The 
petition is signed by W. E. Andrews, R. H. Widdicombe, A. B. 
Enoch, J. N. Davis, C. S. Burg, H. H. Larrimore, K. F. Burgess, 
M. G. Roberts, L. H. Strasser, H. A. Scandrett and F. H. Towner. 

In effect it is a complaint that because the southwestern 
lines did not take all that was given them in the Commission’s 
decision in Western Petroleum Refiners’ Association vs. Direc. 
tor-General et al., 66 I. C. C., 426, there has been such a mal- 
adjustment of rates from the north Texas and Shreveport fields, 
on the one hand and from the mid-continent groups in Okla- 
homa and Kansas on the other, to the same destinations, that 
complaints are constantly arising in which shippers demand 
reductions from the rates resulting from the Commission’s de- 
cision in Mid-Continent Oil Cases, 36 I. C. C., 109. The de- 
mands threaten their revenues, they think. 

The request is for a Commission-initiated investigation in 
which the Commission shall prescribe reasonable rates from 
the competing groups of origin “and that reasonable maxi- 
mum and minimum differentials shall be established as between 


' the several groups of origin.” The petitioning railroads men- 


tioned two complaints as particularly menacing to their inter- 
ests. They are No. 15584, Sinclair Refining Company, and No. 
15585, Miller Petroleum Company. Both are against the west- 
ern trunk lines. the petitioners for the general investigation and 
the prescription of reasonable maximum and minimum differ- 
entials, one group over another. 

Among the things mentioned by the petitioners is that the 
complaints that have been fijed or are in prospect do not name 
as defendants, southwestern lines which refused to take what 
the Commission said they might take, in the way of differen- 
tials from north Texas and Louisiana groups, over the mid- 
continent groups. The inference drawn by those interested in 
the matter was that the complaining lines wished the Commis- 
sion to know, without their alleging the fact in unmistakable 
terms, that their troubles were caused by the lines originating 
the traffic in north Texas and Louisiana. The petitioners said 
they had asked the southwestern lines to consent to a read- 
justment of rates to the end that the making of complaints 
might come to an end but that they had not consented. 

In the Western Petroleum Refiners’ case to which reference 
has been made, the Commission said the rates might be made 
on this basis: From the Burkburnett group, 10.5 cents over 
rates established in the Mid-continent case; from Ranger 15.5 
cents, and from the Shreveport group 13 cents. 

Instead of the differentials of 10.5, 13 and 15.5 cents the 
railroads established rates from Burkburnett 2.5 cents over and 
from Ranger only 5.5 cents over. From Shreveport they estab- 
lished identical rates. 


LOAN RENEWAL QUESTION 
The Trafic World Washington Bureau 


Attorney General Daugherty, in answer to a question put 
to him by Secretary Mellon, has ruled that, in instances in 
which loans have been made to railroads for terms less than 
fifteen years, the limit established in the part of the trans- 
portation law providing a revolving fund of $300,000,000 from 
which loans might be made to railroads, any such loan might 
be renewed for another period, which, when added to the 
original period, would not be in excess of the fifteen year limi- 
tation. ery 1-7 
The ruling was made on an inquiry from the Georgia & 
Florida for a three year renewal of a loan for $792,000. The 


loan fell due January 31, 1924. The railroad could not pay it . 


then. Its receiver applied to the Commission and to the treas- 
ury for a renewal on the subject, although if-and when the 
Commission issues a certificate, as required by the law, the 
treasury is compelled to lend the money. 

No action has yet been taken by the Commission on the 
application of the receiver for the Georgia & Florida. It did 
not ask for a ruling on the point raised by the application. It 
decides questions of law, in the first instance, without con- 
sulting any attorney for the executive branch of the government. 


CONDITION OF CARS 

Freight cars in need of repair on March 1 totaled 168,782, 
or 7% per cent, according to reports filed by the carriers with 
the car service division of the American Railway Association. 
This was an increase of 3,887 compared with the number on 
February 15, at which time there were 164,895, or 7.2 per cent. 

Freight cars in need of heavy repair on March 1 totaled 
119,505, or 5.3 per cent. This was an increase of 617 cars 
compared with February 15, Freight cars in need of light re 
pair numbered. 49,277, or 2.2 per cent, an increase. of 3,270 com- 
pared with the same previous date. 
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Current Topics 
in Washington 


Either Too Much or Too Little Power.—The things in con- 
nection with water and rail rates that have been taking place 
lately suggest the thought that the Commission either has too 
much or too little power. There are many who think the Com- 
mission should be relieved of the great mass of duties put on 
it by sections of the law other than the third, sixth and tenth. 
Some believe it should have, in addition to the powers in the 
third, sixth and tenth sections, the powers conferred by 15-a 
and 20-a, with, of course, the power to hear and determine com- 
plaints and award damages. Under such a “de-limbed” inter- 
state commerce law, it has been suggested, the Commission 
should have the power, in effect, to serve notice on the carriers 
that they would have the power, within the limitations of sec- 
tion 15-a, to make whatever rates pleased them, with the under- 
standing that if they caused any discriminations, the measure 
of the damage would be the difference in the rates that existed 
before the damage was done and those they had put into opera- 
tion. The idea of those who would trim the interstate com- 
merce law to the small collection of sections mentioned, is that 
good railroads are not the result of coddling, but of buffeting, 
and that the tendency now is to coddle, the result being a 
generation of namby-pamby executives. Men holding such views 
find consolation in the condition in which the railroads now find 
themselves in their inability, alleged, if not proved, to meet 
the competition of the carriers by water, and the assumed un- 
readiness of the railroad executives with plans for meeting the 
situation by the prospective enforcement of section 28, of the 
Jones merchant marine act. Unreadiness is assumed because, 
so far as appears on the surface, not a thing has been done 
to get ready for the era when there will be no port equalization 
on export and import traffic other than that carried or to be 
carried by American bottoms. So far as appears, no railroad 
executive is prepared to suggest anything for the more or less 
bewildered shippers. The latter, apparently, have never found 
it necessary to try to deal with the Shipping Board. Their peti- 
tions and suggestions are addressed to the Commission, more 
pointedly than to the Shipping Board, notwithstanding the fact 
that the Commission, in effect, has ruled that it is no more than 
atubber stamp for the Shipping Board, to transmit the orders 
of the body that is supposed to control transportation by water, 
to the subjects of the body that really does control shipping 
by land. In a technical sense, the Commission is in a com- 
fortable position. It pointed out to Congress two years ago 
the chaos that was likely to follow the enforcement of section 
28, and suggested changes therein. The lawmakers did nothing. 
The commissioners knew they would not do anything unless or 
until some organized body made known its wishes to them and 
conducted a campaign of propaganda or “lobbying,” as it was 
known before the world discovered that a word, long used by 
the Roman church to designate its missionary work, had a 
sinister meaning. But, inasmuch as Congress is still a thing 
to be officially respected, the Commission did not organize itself, 
either for propaganda or lobbying, without which no legislation 
can be accomplished, Now the Commission is not able to give 
help to either of the classes its duty it is to protect. The tariff 
men of the eastern carriers have begun work on revising their 
tariffs in accordance with the ruling of the Commission that 
export and import rates, except for goods carried or to be car- 
tied in American ships, must be suspended or otherwise got 
out of the way. That, however, is not help. They expect to 
have their work completed not later than May 5. Inasmuch 
a the order of the Commission requires the railroads to give 
fifteen days’ notice, the meaning of their declaration is that they 
think they can be ready by the time the Commission said they 
should be. Inasmuch as the new order is due to come into 
existence May 20, on fifteen days’ notice, so far as tariffs are 
concerned, that is all the declaration about May 5 amounts to. 





Colossal Ignorance.—That American business men are not 
marine-minded, it is easy to infer from the ignorance that has 
been displayed about the meaning of import and export rates. 
The ordinary idea is that an export or an import rate is given 
4% &@ matter of favor and that it is a discrimination in favor of 
the port or commodity that receives either an export or an 
import rate. Nothing could be more inaccurate than that. The 

Smmission, on various occasions, has felt constrained to ex- 

Plain that an export or an import rate was granted to put two 
% more ports on an equality. The favor, if there is any, lies 
% the side of the railroad. By making such a rate it obtains 

¢ that it might never otherwise obtain. Of course, impor- 

t export rates also favor the men at the ports who are in 
the importing and exporting business. They, however, can move 

Dorts where the domestic rate is the controlling one. The 
tallroad cannot move and, if it desires traffic, it must make 
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its import or export rates no higher than those to and from 
other ports, Fairfax Harrison, before the United States got 
into the war, equalized New Orleans with New York from all 
that part of Central Freight Association territory west of Cleve- 
land, including also, if memory is not at fault, that part of 
Illinois Classification territory, Chicago and east to the eastern 
border thereof. He did not do that primarily for the shippers 
in that territory. They did not need that service. They could 
export through New York and other north Atlantic ports. He 
did it to get business for his railroad, much to the disgust of 
the east and west trunk lines north of the Ohio River. They 
were so irritated that they filed a formal objection to what he 
had done and argued the thing out before the Commission. 
Harrison won. Then, while the government controlled the rail- 
roads, it put in a port equalization scheme. There was prob- 
ably a bit of politics in that. That equalization flattered the 
statesmen from the Gulf and South Atlantic country, even if it 
did not bring much business to their ports. By the same sign, 
it did not hurt them. The rates, in many instances, were paper 
rates on which traffic moved, if at all, only occasionally. But 
they were port equalization rates, intended to draw traffic to 
the ports having the long rail hauls, in competition with those 
having the short ones. If section 28 could assure that each 
port, by reason of its operation, would obtain what it consid- 
ered an equitable share of the export and import business, it 
would. be a blessing instead of, as it is now believed to be— 
a curse—by the ports likely to lose business. 





An Eyeful for Farmers.—The Commission’s Bureau of Sta- 
tistics has added a chart to its monthly publication of wage sta- 
tistics of railroad employes, other than general and division 
officers, which, in view of the Farmer-Labor party’s success in 
1922, might be an eyeful for the farmer part of that coalition. 
Broadly speaking, it shows that, since 1916, the hours of labor 
for the railroad workers have decreased and their compensation 
has increased. Inasmuch as farmers have been taught (and 
there is no serious dispute about the accuracy of the teaching) 
that they are the only real producers of wealth, other than 
miners, a pertinent companion chart might be prepared by the 
Department of Agriculture. That chart should show the fluc- 
tuations of the farmer’s hours of service and his compensation. 
The railroad employe wage chart for January, just promulgated, 
shows that, in 1916, the railroad worker averaged a yearly 
compensation of $868. He worked 3,148 hours, or nearly ten 
hours a day. In 1920 the average compensation was $1,794, or 
almost $150 a month, but he worked only 2,692 hours to earn 
that more than 100 per cent increase. In 1923 the average 
compensation had fallen to $1,588, which he earned by working 
only 2,584 hours. Unless the farmer can show a like increase 
in compensation and shortening of hours, it might be suggested, 
he has not had a fair deal. In 1919 the railroad man averaged 
$1,461, for which he worked 2,629 hours. In 1921, the year 
when the farmer, according to the testimony placed before the 
Commission, nearly passed out, in a financial sense, the railroad 
man earned $1,652 in the 2,489 hours worked by him. That 
was the year also when, according to what was told to the Com- 
mission, the farmer could not get enough for his live stock 
and other products to pay freight rates, commissions and other 
expenses incident to the marketing of his crops. In the old 
days, when the railroads took part in politics, the Commission’s 
wage chart probably would have been a fine campaign docu- 
ment to show who was getting some of the extra dollars paid 
out by the farmer. : 





Low Moral Tone in Public Life.—It may have been the big 
war that caused it, or it may have been prohibition, the chestnut 
blight, or the ills that afflicted the quail of the country two or 
three years ago; but the outstanding thought in connection with 
the investigations that are now being conducted by committees 
of Congress, is that there is an exceedingly low moral tone in 
public life today. No court in Christendom would admit, as 
testimony, more than one out of ten thousand words that are 
being uttered and called “testimony.” No court on earth would 
have permitted any witness to tell of conversations she said 
she had had with a divorced husband, now dead, No court 
on earth would have permitted a man under indictment to testify 
that he received hundreds of thousands of dollars from persons 
he did not know, and that he had paid over the money to a 
man now dead, presumably as bribes for an official, even if 
the official had already been convicted of accepting bribes and 
was in the penitentiary. It would not have received any of 
the testimony, because the truth of such declarations could not 
be tested. Of course, Congress, in making these investigations, 
is not acting as a court and, therefore, is not bound by the 
rules of evidence, or possibly even rules of decency, Senator 
Borah, a member of the faction of the nominally dominant 
party in the Senate that has been doing the investigating, a 
few days ago, warned his colleagues to quit what he called the 
grand jury work they had been doing and devote themselves 
to the legislative work which the Constitution says they shall 
do. In other words, he was telling them they were doing, if 
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anything, the work for which the country paid its grand juries, 
though they were taking the higher pay allotted to lawmakers. 
He did not point out, as he might have done, that grand juries 
do their work in secret. They work in secret for two reasons. 
The first is that the one suspected of crime may not know his 
acts are being subjected to scrutiny and the second is because 
the declarations are ex parte and, therefore, may injure an 
innocent person, if given to the public before the grand jury 
has had an opportunity to determine whether the ex parte 
declaration is so reasonable that the person against whom the 
declaration casts a reflection should be formally charged with 
an offense and put on trial at which he can prove that the man 
who told the story to the grand jury was honestly in error, in 
a serious matter, or a liar. The rule before a Congress com- 
mittee is to blazon the damaging statements to the country 
and deny the person on whom the reflection is cast an oppor- 
tunity either to cross-examine or to defend himself in a formal 
trial. The dirt-spreading, thus far, has been almost impartial, 
as William Gibbs McAdoo and Harry M. Daugherty probably 
would testify. The former resigned a $25,000 a year retainer 
from Doheny, instead of $50,000 a year, as erroneously stated 
in this column last week. 





Indifference to Tariff Rules—Men who have devoted months 
to the preparation of proposals for the revision of rules for the 
construction and publication of tariffs are nonplussed by the 
appearance of indifference to their work. There is to be an 
informal conference on the subject at the Commission’s offices 
April 1. However, no representative of the shippers had signi- 
fied, at the time of this writing, an intention to be present and 
say what, if any, changes should be made in the proposals that 
have been put forth by the Commission’s division of tariffs. 
The railroad men probably will be present. _They are interested 
in simplification of tariffs, but their views as to what constitutes 
simplifiaction, it is suggested, are not always what the shippers 
might be expected to think. A. E. H. 


FINANCE APPLICATIONS 


The Missouri Pacific has applied for authority to acquire 
150,000 shares of the stock of the Denver & Rio Grande West- 
ern, without nominal or par value. Acquisition of the stock 
mentioned is part of the plan for reorganization of the Denver 
& Rio Grande. The 150,000 shares constitute fifty per cent of 
the outstanding common stock of the Denver Company. 

The Lake Superior and Ishpeming Railroad Company has 
asked the Commission for permission to assume outstanding 
first mortgage bonds of the Lake Superior & Ishpeming Rail- 
way Company amounting to $220,500 and the outstanding bonds 
of the Munising, Marquette & Southeastern Railway Company 
amounting to $1,160,000. The bonds mentioned constitute obli- 
gations of the corporations which were absorbed by the appli- 
cant, a consolidated company. 

The San Luis Central Railroad Company has asked the 
Commission for authority to pledge $15,000 of first mortgage 
bonds now in its treasury as collateral for short-term notes. 

The Southern Railway has applied to the Commission for 
authority to issue and sell $6,600,000 of five per cent equipment 
trust certificates, the proceeds of which are to be used in ac- 
quiring 20 switch engines, 5 Mallets, 20 passenger coaches, 12 
baggage cars, 2 mail cars, 6 mail-baggage cars, 5 diners, 2,000 
box cars; 500 hopper cars and 1,000 low-side gondolas. The 
certificates are to be sold to Drexel & Co. Philadelphia, at 9714. 

The Baltimore & Ohio has applied for authority to issue 
$3,000,000 of its refunding and general mortgage six per cent 
bonds, and to pledge them from time to time as collateral se- 
curity for short-term loans; and to pledge as collateral security 
to said mortgage $3,000,000 face amount of Baltimore & Ohio 
six per cent collateral trust five-year gold bonds, due and pay- 
able April 1, 1924. It is proposed to subject the applicant’s 
interest in the Coal & Coke Railway Company to the lien of 
the refunding and general mortgage through the execution of 
its supplemented indenture in accordance with the provisions 
of the refundings and general mortgage and to deposit with 
the trustees thereof as additional collateral thereto, all the stock 
of the Coal & Coke Railway Company and also the total issue 
of $3,000,000 of the Baltimore & Ohio’s collateral trust 5-year 
bonds maturing April 1, 1924, together with $5,000,000 of Coal 
& Coke Railway Company first mortgage bonds, the entire issue, 
now pledged as collateral under the collateral trust 5-year bonds 
before mentioned. 

The Midland Valley has asked permission to issue and sell, 
for not less than 75 and a commission of not more than two 
per cent, $420,000 of its five per cent first mortgage bonds to 
reimburse it for capital expenditures. It proposes to sell the 
bonds either in the open market or to brokers. 


The Lehigh Valley Railroad Company has applied to the 
Commission for authority to issue and pledge $10,400,000 of 
general consolidated mortgage bonds, bearing 5 per cent. in- 
terest, and to pledge $5,000,000 of general consolidated 4 per 
cent mortgage bonds now in the treasury of the applicant. The 
company said the purpose of the issue of $10,400,000 of bonds 
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was to reimburse it for amounts expended from current funds 
in paying at maturity on December 1, 1923, $9,553,000 of its 
total of $10,400,000 of consolidated mortgage bonds dated No- 
vember 13, 1873, and by making provision for the payment of 
the balance of $847,000 of such bonds when and as presented 
for payment. 

John Skelton Williams, receiver of the Georgia & Florida 
Railway, has applied to the Commission for authority to issue 
$1,600,000 of 8 per cent certificates of indebtedness. Part of the 
certificates will be substituted as collateral for a loan from the 
government and the proceeds from $600,000 of the certificates 
are to be used in retiring or refunding a like amount of out- 
standing certificates. 

The Rio Grande City Railway Company has applied to the 
Commission for authority to construct a 22-mile railroad from 
Sam Fordyce to the northern limits of Rio Grande City, Tex. 
The line will serve Fort Ringgold, a United States Army post 
adjoining Rio Grande City. The applicant said Rio Grande City 
and the immediate vicinity thereof had a population of ap- 
proximately 4,000 people and that the town was said to be the 
largest town in the United States without a railroad. 


UNCONTESTED FINANCE CASES 

The Norfolk & Western has been authorized by the Com- 
mission to have issued $12,000,000 of equipment trust certifi- 
cates, and to sell them so as to net not less than 96.773 per 
cent of par and accrued dividends. 

The Chesapeake & Ohio has been authorized to sell $142, 
000 of first consolidated mortgage 5 per cent 50-year gold bonds 
at not less than 96 per cent of par and accrued interest, not 
later than January 1, 1925, and to pledge and repledge all or 
any part of the bonds from time to time as collateral security 
for short-term notes. 

The Valley & Siletz Railroad Company has been authorized 
to construct an extension of its line of railroad in Polk county, 
Oregon, from its present terminus in the city of Independence 
to a connection with a line of the Southern Pacific, a distance 
of 1.5 miles, 

The Portland Terminal Company has been authorized by 
the Commission to issue, and the Maine Central to guarantee, 
$1,800,000 of one-year 5% per cent coupon notes, to be sold 
at not less than 99.25 per cent of par and accrued interest. 

The Chicago Great Western has been authorized to issue 
$880,000 of first mortgage bonds, to be held in the company’s 
treasury until the further order of the Commission. 

The Commission has authorized the Rock Island to issue 
$1,000,000 of general mortgage gold bonds and $1,000,000 of first 
and refunding mortgage gold bonds to be pledged and repledged 
from time to time until otherwise ordered, as collateral for short- 
term notes. 

The Valley Railroad Company has been authorized to issue 
$443,000 of first and refunding mortgage 5 per cent gold bonds 
to be delivered to the D. L. & W., lessee, in refundment of cer- 
tain obligations. The D. L, & W. was authorized to assume 
obligations and liability as guarantor in respect of the bonds. 


PETITIONS FOR REHEARING, ETC. 

The Board of Railroad Commissioners of the State of South 
Dakota, interveners, have petitioned the Commission for a re- 
hearing in No. 14748, Watertown Chamber of Commerce Vs. 
C. & N. W. Ry. et al. 

The American Short Line Railroad Association, acting for 
its various members, has filed a petition with the Commission 
asking for rehearing in No. 13449, North Carolina Pine Associa- 
tion et al. vs. A. C. L. R. R. et al. 

The respondents in I. and S. No. 1842, rules, regulations and 
charges for protective service on perishable freight, has asked 


the Commission to grant a further hearing in this proceeding. | 


The complainant in No. 14403, Express Publishing Co. vs. 
G. H. & S, A. Ry. et al., has requested a rehearing on its com- 
plaint, alleging that the Commission erred in its report and 
order therein. 

The complainant in No. 13865, Anheuser-Busch, Inc., vs. C. 
& A. R. R. et al., has requested the Commission to grant re 
hearing, reconsideration or argument in its proceeding. 


SECOND PETITION DENIED 


The Commission has denied the defendants’ second petition, 
dated March 7, for suspension of the effective date of its order 
in No, 14323, Cities of Marshall and Jefferson, Tex., et al. (see 
Traffic World, March 15, p. 702), notwithstanding the allegations 
tending to indicate that if the order is not suspended there will 
be a rate upheaval in the common point of Texas adjustment, 
the creation of new fourth section violations, and a severe cut 
in the revenues of the affected lines. 

No reasons for the denial were assigned. The Commission, 
seldom, if ever, gives its reasons for denying a petition for post- 
ponement of the effective date because the reasons for the mak- 
ing of the order, set forth in the report, are deemed sufficient 


justification for the making of the order, im the first place, and. 


also for refusal to put off the day when the readjustment therein 
specified is to be put into operation. 
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REPARATION CLAIMS BARRED 


The Commission has dismissed No. 14601, Ichabod T. Wil- 
liams & Sons vs. Virginia Blue Ridge et al., opinion No. 9265, 
87 I. C. C. 721-2, holding that a claim for reparation on account 
of alleged misrouting on lumber, from Woodson, Va., to Toronto, 
Ont., was barred by the statute of limitations. The lumber, 
eleven carloads, was shipped between June 9 and July 31, 1920. 
The complaint alleged the charges were unreasonable because 
of misrouting. An informal complaint, the report said, was 
filed by the Southern Hardwood Traffic Association, November 
28, 1921. The informal complaint said the cars were shipped 
by the Woodson Lumber Co., a subsidiary of the United States 
Spruce Lumber Co., a member of the association. The com- 
plainant, the report said, bought the lumber from the Wood- 
son Company, and had that company forward the shipments 
billed from the complainant, to itself. At the complainant’s 
request the Woodson Company prepaid the bills, at a rate of 
41.5 cents. The United States Spruce Lumber Company, the 
report said, subsequently paid additional charges, based on a 
rate of 51 cents. 

The complainant was subsequently billed by the United 
States Spruce Lumber Co., and the complainant paid. The 
Commission said the complainant was not named in the in- 
formal complaint. In September the complainant wrote to the 
initial carrier that “we do not know what steps the Southern 
Hardwood Traffic Association have taken in this matter, nor 
are we interested, as they are not acting for us.” 

The Commission said that the filing of the informal com- 
plaint did not stop the running of the statute with respect to 
the complainant’s claim and that, inasmuch as its formal com- 
plaint was not filed until more than two years after the cause 
of action accrued, the claim was barred. 


SHIPMENTS MISROUTED 


A finding of misrouting and an award of reparation have 
been made in No. 12954, State Highway Department of Texas 
vs. Director-General, Chicago & North Western et al., opinion 
No. 9251, 87 I. C. C. 678-81. The complaint alleged that the 
charges assessed on seven carloads of automobile trucks and 
chassis, set up, shipped February 11, 1920, from Chicago to 
Austin, Tex., and while en route requested to be diverted to 
Amarillo Tex., were unreasonable and unduly prejudicial to the 
extent that the first class rating and rates that were applied 
exceeded second class. The prayer was for reparation. The 
Commission held the rating and rates were not unreasonable. 
The Director-General, however, did not effect diversion as and 
when requested and therefore the Commission said they were 
misrouted; that the remaining shipment was overcharged and 
that the complainant was damaged to the extent of $2,215, plus 
diversion charges of $2 per car. 

The Director-General claimed that the state highway de- 
partment was not authorized to prosecute the claim and that 
the state of Texas was barred by the statute of limitations to 
make the complaint. That point was disposed of in a com- 
Plaint by the highway department against the Director-General 
in 69 I. C. C. 220, and the Commission, in this case, followed 
the precedent established by it in the earlier case. 


BICARBONATE PROPORTIONAL 


A finding of unreasonableness, an award of reparation and 
an order to establish a lower rate not later than May 10, have 
been made in No. 12686, Paxton & Gallageher Company et al. vs. 
Director-General, Chicago, Burlington & Quincy et al., opinion 
No, 9248, 87 I. C. C. 668-73, as to a proportional rate from Mis- 
Sissippi river crossings to Omaha, on bicarbonate of soda, car- 
loads, from points east of the Indiana-Illinois line. 

The Commission found the through rates on the commodity 
mentioned were, are, and for the future will be, unreasonable 
to the extent that the proportional rate applicable from the 
Mississippi river crossings to Omaha exceeded or may exceed 
17 cents from January 1, 1917, to June 24, 1918; 21 cents from 
June 25, 1918, to August 25, 1920; 28.5 cents from August 26, 
1920, to June 30, 1922; and 25.5 cents since that time. 

The complaint alleged the proportional was unreasonable to 
the extent it exceeded the corresponding component contempo- 
taneously maintained on sal soda, caustic soda and other sodas. 
Groneweg & Schoentgen Company, Iowa Soda Products Com- 
Pany and Iten Biscuit Company intervened in behalf of the com- 
Dlainant and asked for reparation on shipments made after the 
«nd of federal control. 

The components to the Mississippi were not specifically as- 
Sailed, the report said. Beyond the river, the rates being made 
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by combination on the Mississippi, the fifth class proportional 
applied on bicarbonate of soda. All soda products, other than 
phosphate, the report said, were rated fifth class, Phosphate, 
— report said, was rated fourth. It was not named in the com- 
plaint. 

According to the report, the carriers undertook to defend 
the rates on the ground, broadly speaking, that bicarbonate of 
soda was more highly refined than the other sodas, or, in other 
words, that it was the finished article, while the other sodas, in 
effect, were raw materials. 

Among the objections‘ made -by the defendants, the report 
said, was that the carriers east of the river were not named in 
the complaint. The Commission said that that objection, raised 
for the first time in the brief, was not fatal to an adjudication 
of the case. In any event, it said, it could have no merit with 
respect to shipments that moved while the railroads were under 
federal control. It said that evidence of the reasonableness of 
the through rates from Syracuse and Wyandotte, the chief points 
of origin, was introduced by both parties. It said the defense 
was based largely upon the proposition that the total rates were 
not unreasonable. 

The Commission said the defendants were duly apprised by 
the allegations of the complaint that the component west of 
the Mississippi was assailed, on shipments originating at such 
points as Syracuse and Wyandotte. 


ARIZONA PASSENGER FARES 


In a mimeographed supplemental report on No. 11541, Ari- 
zona Corporation Commission et al. vs. Arizona Eastern et al., 
the Commission has modified its report in 85 I. C. C. 76, which 
in itself was a report on further hearing. The case was re- 
opened upon the petition of the railroads. They pointed out 
that a literal compliance with the Commission’s order would 
necessitate reductions of fares from points on certain of their 
branch lines located wholly outside Arizona, Nevada and New 
Mexico, where for the branch-line mileage, basic fares higher 
than 3.6 cents prevailed, to a 3.6 cent basis, when such branch- 
line fares were used in constructing fares to or from the com- 
plaining states. The Commission said the evidence in the case 
was directed almost exclusively to main line fares. For that 
reason it said, branch lines of the defendants situated in Ari- 
zona, Nevada and New Mexico, where basic fares in excess of 
3.6 cents permile prevailed, were specifically exampted from the 
reductions required by its findings. Further examination, it 
said, disclosed a similar dearth of evidence in the record re- 


specting branch lines situated outside of Arizona, Nevada and 
New Mexico. 


In summing up the case and in its findings, the Commis- 
sion, with Commissioners Atchison, Campbell, Cox and ‘Mc- 
Manamy dissenting as to fares to and from Denver & Rio Grande 
Western main line points, said: 


In our findings upon further hearing we sought to establish rea- 
sonable and non-prejudicial rates to and from the states of Arizona, 
Nevada and New Mexico. But if our order were enforced in its 
present form the Denver & Rio Grande Western with respect to its 
main-line fares in Colorado and Utah and those defendants which 
presently maintain fares higher than 3.6 cents per mile on branch 
lines without the confines of Arizona, Nevada and New Mexico would 
be placed in the position, theoretically at least, of creating unjust dis- 
crimination and undue prejudice against persons traveling between 
points on such lines and points in states other than Arizona, Nevada 
and. New Mexico, to the undue preference and advantage of persons 
traveling interstate between points on such lines and points in Ari- 
zona, New Mexico and Nevada. No such results were intended. For 
the foregoing reasons our findings in that report are modified to the 
extent indicated below. 


On the record we find that the maintenance of interstate pas- 
senger fares between points on the Denver & Rio Grande Western 
Railroad Company and points on dfendants’ lines designated_in our 
order of November 13, 1923, in Arizona, Nevada and New Mexico, 
higher than 3.6 cents per mile, in so far as the transportation takes 
place over any of the lines of the Denver & Rio Grande Western in 
Colorado and Utah upon which the present basis for interstate pas- 
renger fares is in excess of 3.6 cents per mile, was not, is not and for 
the future will not be unreasonable, unjustly discriminatory or unduly 
prejudicial; and that the maintenance of interstate passenger fares 
between points on branch lines of the other defendants without the 
states of Arizona, Nevada and New Mexico and points within those 
states on defendants’ lines designated in our order of November 13, 
1923, higher than 3.6 cents per mile, in so far as the transportation 
takes place over such branch lines, was not, is not and for the future 


bom at be unreasonable, unjustly discriminatory or unduly preju- 
cial. 


DEMURRAGE ON EMPTY TANK CARS 


The Commission has awarded reparation for the full amount. 
of demurrage imposed on seven empty private tank cars held, 
at Sand Springs, Okla., in February and March, 1920, because 
it was assessed without tariff authority. Its decision was made 
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in No. 14409, Vickers Petroleum Company, Inc., vs. Sand Springs 
Railway Company, opinion No. 9250, 87 I. C. C. 676-7. 

The cars were moved upon complainant’s instructions from 
Potwin, Kan., to Sand Springs for loading by the Pierce Oil 
Corporation. The cars were owned by the Commercial Car Line 
and leased to the complainants. The Pierce Oil Corporation 
did not order the cars nor were they ever placed upon its side 
tracks. Constructive placement notices were served upon the 
Pierce Oil Corporation. The cars remained on the defendants’ 
tracks until April 6, 1920, when upon complainant’s order they 
were forwarded empty to other points. Demurrage charges 
amounting to $326 were assessed and collected for the deten- 
tion at Sand Springs. The Commission has ordered the re- 
turn of the whole amount with 6 per cent added from April 7, 
1920, to date. 

The Commission discussed the pertinent or supposedly perti- 
nent provisions of the Uniform Demurrage Code. Among the 
provisions were those setting forth conditions under which de- 
murrage would not apply. Among the exemptions are private 
cars on private tracks when the ownership of the car and track 
are the same; and empty private cars stored on railroad or 
private tracks, including such cars sent by the owner to a ship- 
per, provided the cars have not been placed or tendered for 
wading on the orders of the shipper. The complainant con- 
SXended that the cars were exempted from demurrage under the 
provisions of paragraph 4 (b) of Section B, the one relating 
to empty private cars stored on railroad or private tracks which 
had not been placed or tendered for loading on the orders of 
the shipper. 

The Commission said the cars here were not “placed or ten- 
dered for loading” on the order of the Pierce Oil Corporation, 
the shipper contemplated by the rule, and that therefore they 
came within the exception in 4 (b ). 


CHANGES IN TIME ZONES 


The Commission, by means of a tenth supplemental order 
in No. 10122, Standard Time Zone Investigation (mimeographed), 
has changed the boundary between the eastern and central 
time zones so as to include Columbus, O., and territory that 
may be regarded as contiguous to it, in a business sense, in 
the eastern time zone. That city has been using central time 
in the winter and eastern time in the summer for daylight sav- 
ing purposes, The result has been more or less confusion. An 
additional reason for putting Columbus in the eastern time zone 
was the fact that much of its business was done with Toledo 
and Cleveland, and municipalities to the north and east, all 
using eastern time. 

Change in the boundary also put some of West Virginia 
into the central zone, the changes making it necessary also to re- 
group railroads for the convenient use of the different time 
standards. The finding in the case created by the application 
of Columbus is as follows: 


Upon further consideration of the entire record as supplemented 
at the recent further hearing, we are of opinion that the city of 
Columbus and that part of Ohio east of the line of the eastern di- 
vision of the Ohio Central from Toledo to Fostoria and the line of 
the Wocking Valley Railway from Fostoria to Gallipolis should be 
included thin the eastern time zone, and that Wayne County, 
W. Va., and that portion of the Norfolk & Western north and west 
of Williamson, W. Va., should be excluded from the eastern and 
included in the Central time zone. 


After modifying the language of the order defining the 
boundary between the zones, the Commission said: 

Previous reports prescribe the standard of time to govern mu- 
nicipalities situated on the boundary between the United States stand- 
ard Eastern and Central time zones. In consequence of the modifica- 
tions in the boundary herein made municipalities located thereon 
— be considered as within one or the other of those zones, as 
ollows: 


Within United States standard Eastern time zone—All Ohio 


municipalities; Williamson, W. Va.;: Dungannon, Va., Bristol, Va- 


Tenn.; Asheville and Franklin, N. C.; points on Southern Railway, 
McDonough, .Ga., to Macon, Ga.; Perry and Thomasville, Ga.;. and 
Apalachicola, Fla. 

Within United States standard Central time zone—All other 
municipalities located on said zone boundary. 


COAL RATES HARMONIZED 


In a supplemental report on No. 13588, Western Coal Rates, 
written by Commissioner Esch, opinion No. 9274, 88 I. C. C., 
13-16, the Commission modified its report and order, which were 
made in 80 I. C. C., 383, 401, so as to bring the rates on coal 
ordered by it and those the Wyoming commission thought 
should be established, into harmony. The modifications are to 
be made in respect of rates on coal from northern Colorado and 
Walsenburg, Colo., districts to Cheyenne, and points north 
thereof. No order changing the original one was put out in 
connection with this modified report. The carriers were given 
sixty days from the date of the service of the report within 
which to revise and establish rates in conformity with the mod- 
ified findings. :, 

The original report, Mr. Esch said, found that the then ex- 
isting rate on lump coal from the northern Colorado lignite 
mines to Cheyenne, Wyo., for the future, would be unreason- 
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able to the extent that it exceeded $2.10 and unduly prejudicia] 
to the northern Colorado operators to the extent that it ex- 
ceeded a rate 25 cents less than the rate from Hanna, Wyo., to 
Cheyenne. The Commission also found that the rate on lump 
coal from the Walsenburg district to Cheyenne, for the future, 
would be unreasonable to the extent it exceeded $3.15. The 
rate on lump coal from the Rock Springs-Kemmerer district in 
Wyoming was then $3.15 and the result of the-Commission’s 
findings, therefore, was to place Walsenburg and Rock Springs- 
Kemmerer on a rate parity at Cheyenne and to provide for a 
difference of 25 cents in the rates from the northern Colorado 
and Hanna districts to that point. 

The Wyoming commission, at the time of this proceeding, 
had in contemplation an investigation into the rates on coal in 
Wyoming. That inquiry, Mr. Esch said, had been completed 
and the Wyoming commission had come to a conclusion differ- 
ing somewhat from that of the federal body. At the request of 
the Commission the effective date of the Wyoming commis- 
sion’s order was postponed to enable both commissions to re- 
examine their records, and, if possible, to arrive at conclusions 
that would not be in conflict. 

As to rates to Cheyenne, Mr. Esch said: 


Upon further consideration of the record we think that our orig- 
inal findings should now be modified. We are of opinion and find 
that the reasonable maximum and minimum rate on lump coal from 
the northern Colorado mines to Cheyenne is, and for the future will 
be, $1.90. We understand that the Public Service Commission of 
Wyoming has modified its conclusion as to the rate to Cheyenne from 
Hanna and has now prescribed a rate of $2.15, thus bringing about 
the differential of 25 cents, Hanna over northern Colorado, which 
we have found proper. 


As to rates to points north of Cheyenne, the report said: 


We now find that for the future the rates on lump coal from 
the Walsenburg district to the points named in the preceding table 
will be unduly prejudicial to the operators in that district to the 
extent that they exceed the rates maintained from the Rock Springs- 
Kemmerer district to the same points, and that the rates on lump 
coal from the northern Colorado district to these points will be 
unduly prejudicial to the operators therein to the extent that they 
exceed rates 25 cents less than the rates from Hanna. Our original 
findings are modified accordingly. 


NAVAL STORES REVISION 


Carriers whose schedules are involved in I. and S. No. 1900, 
Naval Stores from Southern Producing Points to Various Des- 
tinations, and in fourth section application No. 2174 and those 
bracketed therewith, opinion No. 9270, 87 I. C.-C. 740-58, are 
expected to revise their rates in accordance with key rates set 
forth in the Commission’s report in that case, not later than 
May 20. The report, written by Commissioner Meyer, lays down 
the guiding marks to be observed by the carriers. In fourth 
section order No. 8852, based on the applications mentioned, 
the Commission denied, as of May 20, permission to continue 
rates on naval stores (rosin and turpentine), from points in 
the ‘Mississippi Valley and southeastern territories to Ohio and 
Mississippi River crossings and other points in territories in- 
volved in I. and S. No. 1900, without observing the provisions of 
the fourth section. 

The tariffs suspended by the Commission and later post- 
poned by the carriers, to March 29, were to have become opera- 
tive September 1 and October 1. They proposed a revision of 
rates on naval stores, from all points of production. The south- 
eastern lines proposed to revise from the territory east of the 
line of the Louisville & Nashville from Decatur, Ala., to Pennsa- 
cola, to the Ohio and Mississippi River crossings, Memphis and 
north, Buffalo-Pittsburgh, Central Freight, Illinois Freight, and 
Western Trunk Line territories. No changes were proposed to 
Eastern Trunk Line at this time, but revision was in contem- 
plation as soon as an agréement with eastern lines could be 
obtained. From Mississippi Valley territory, east of the river, 
changes were proposed to all the territories mentioned and east- 
ern points. It was also proposed to readjust certain rates from 
interior Mississippi Valley territory to gulf ports. A 

Protests by producers and dealers in naval stores, and manu- 
facturers who use naval stores, chiefly makers of soap and 
paint, caused the tariffs to be suspended. While all naval 
stores, which include by-products of rosin and turpentine, the 
principal naval stores, were involved, the testimony, Mr. Meyer 
said, chiefly related to rosin. 

The carriers proposed revising the rates by means of mile- 
age scales to apply for distances up to 1,600 miles. The scale, 
up to 1,000 miles, was divided into 50 mile blocks and from that 
distance on to 1,600 into 100 mile blocks. Such scales, Mr. 
Meyer said, would result in blanketing rates at points of origin 
and destination to a lMmited extent. The level of the rates 
proposed, he said, was arrived at by averaging all the local 
rates from the interior producing points in Alabama, Georgia 
and Florida to the south Atlantic ports for distances up to 
300 miles and grading the rates for the greater distances. Com- 
missioner Meyer said that although all the rates were intra 
state there was no evidence of record to show they were unduly 
low. In summing up he said: 

The revision proposed by the carriers contains substantial in- 
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creases in the rates from those points from which the larger portion 


of the traffic has moved in the past, as well as numerous reductions 
from interior producing points from which it is expected there will 
be a large movement in the future. The movement from most of the 
points from which reductions have been made has been small com- 
pared with the movement from the ports, and it seems probable that 
if the suspended rates are permitted to become effective the revenues 
of the respondents will be substantially increased. Naval-stores 
traffic is desirable traffic, the loading is comparatively heavy, damage 
claims are rare, rosin is usually transported in any kind of box-car 
equipment, and turpentine is transported in tank cars which are gen- 
erally privately owned. 

The scale of rates proposed by the protestant is based upon an 
improper rate of progression and although based upon average rates 
for the shorter distances results in rates which are too low for the 
greater distances. To destinations beyond the Ohio River the appli- 
cation of a continuous mileage scale would have the effect of pro- 
viding a lower level of rates than those in effect in some instances. 
We are of the opinion, however, that the combination basis is not 
justified and that there is no controlling reason why through rates 
jower than those resulting from the combination on the Ohio River 
gateways should not be established. 

We find that the proposed rates on naval stores from southeastern 
and Mississippi Valley, and Carolina territories to the destinations in 
the suspended schedules have not been justified. An order will be 
entered requiring the respondents to cancel the suspended schedules. 

We further find that just and reasonable rates for the future 
from Jacksonville and points in Atlanta subterritory, and from New 
Orleans, and points in Montgomery subterritory and Mississippi Val- 
ley territory to representative destinations will be those set forth 
below: 












-——From——- 
Jacksonville New Orleans 
Turpen- Turpen- 
Rosin tine Rosin tine 
To Cents Cents Cents Cents 
IN oii aac cece axes paaeee sorte ees 33 52 33 52 
UMD? Jas b Ue esesdleneebaneeveuteeees 33 52 32 51 
Ns Chee crane sided ehcba a cio wS ne Ke ECW bla 33 52 28 44 
St. Louis 37 58 31 49 
Memphis 31 49 25 40 
Nashville ar — 47 30 47 
GHICARO 2000 60 ie i 63 37 58 
Kalamazoo ae ws a 63 39 62 
Milwaukee 41 64 38 60 
Grand Rapids te Sass oses, aE 64 40 63 
SIE 85C WN sie 'vic'a oe 0 eb 00% #5 tite 62 40 63 
BREE. axweess i bikes. 63 40 63 
Columbus ..... ea sical. 58 37 58 
Indianapolis .. nS nce 58 36 57 
ASS ren ere eee ee 42 66 43 67 


The record does not afford a sufficient basis for prescribing rates 
from Carolina territory. Rates should be published in harmony with 
those prescribed from the southeast. 


Rates to other points in central territory should be made with 
relation to the rates to the points herein set forth. 

tes to points in western trunk line territory are now made 

upon the combination basis. The record does not afford a basis for 

prescribing joint through rates. The rates for the future should in 

no instance exceed the lowest available combination, but nothing 


herein should be construed as approving the combination basis for 
such rates. 


We find that reasonable rates from points in Florida on the Perry 
branch of the Atlantic Coast Line Railroad will be rates $3 cents on 
rosin and 6 cents on turpentine higher than the rates from Jackson- 
vile, and that reasonable rates from other points in Florida south 
of the Jacksonville-River Junction line of the Seaboard Air Line will 
be rates 5 cents on rosin and 10 cents on turpentine higher than the 
rates from Jacksonville. 


This record does not warrant the requirement that transit on 
traffic from Florida points be established at Jacksonville. 

The production of naval stores in the Mississippi Valley is largely 
on small lines having a low density of traffic. There is practically no 
movement from the ports via these lines, and they will not be bene- 
fied by any increase from the ports, but will be materially affected 
by the reduction proposed from the interior points. Other short 
lines throughout the south are in much the same situation. We have 
heretofore permitted these short lines.to maintain rates which are 
somewhat higher than the rates from the junction points with the 
trunk lines. We find that the rates from points on the short-line 
railroads from which higher rates are proposed in the suspended 
tariffs should not exceed the rates contemporaneously in effect from 
Junction points of such lines with the trunk lines by more than 3 
cents on rosin and 6 cents on turpentine. 

Except from the ports there are practically no less-than-carload 
commodity rates on either rosin or turpentine. The less-than-carload 
rates from the ports are but a few cents higher than the carload 
rates and are manifestly on a lower basis than should be required. 
There is practically no movement in less-than-carload quantities be- 
tween the points here involved and no serious objection was made 
to the cancellation of the rates. Under the basis proposed the rates 
from the ports will be made to correspond with the rates from the 
oo, points. We find that the less-than-carload rates have been 

ed. 

Practically no evidence was introduced with respect to the revised 

és from Mississippi Valley territory to eastern points. Upon this 
hana? find that the proposed increased rates have not been 

ed. 

f In addition to the ee er of rates on naval stores hereinbe- 
ore described, the Missisippi Valley carriers proposed a readjustment 
of the rates on naval stores from points on their lines to the Gulf 
Ports. This, it is stated, was done to provide a basis of rates on 
Substantially the same level from all producing points in the Missis- 
sippi Valley to all the Gulf ports for similar distances and services. 
No justification of these proposed rates was made, except the mere 
statement that they were published for the sake of providing a uni- 
he basis. Protest against these rates was made by the Edward 
ines Lumber Company, Trustees, who are large shippers of naval 
stores from points which are affected. The evidence relating to these 
tates is so meager that it is not ssible to determine whether or 
not the adjustment is justified. he rates from Mississippi Valley 
Points to the Gulf ports will be required to be cancelled, without 

Prejudice to the filing of new tariffs dealing with the situation. 
€ are not to be understood as here prescribing the grouping of 
Points of origin, but we merely seve the grouping proposed by 
fpondents and prescribe reasonable rates from the groups. Our 
dings in this case are based upon the record before us and are 


Without prejudice to any different conclusions which may be reached 
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upon a different showing with respect to the entire adjustment or 
rates to particular points. 

Except in comparatively few instances, no justification was offered 
for the continuance of fourth section departures. The portions of 
such applications which seek relief from the provisions of the fourth 
section with respect to rates on naval stores will be denied. This 
denial will not be made effective until May 20, 1924. In specific 
instances where carriers believe there is a reasonable ground for the 
continuance of fourth section departures, applications may be filed 
showing specifically and in detail the departures sought to be con- 
tinued and the reasons therefor. 

An order will be entered requiring the cancellation of the sus- 
pended schedules. No order prescribing the rates herein found rea- 
sonable will be entered at this time. The respondents will be expected 
to establish such rates on or before May 20, 1924. If this is not done, 
we will enter an appropriate order. 


INDIANA COAL REPARATION 

Reparation has been awarded in No. 14000, Hoosier Lime 
Company vs. Director-General, opinion No. 9264, 87 I. C. C. 718- 
20, on a finding that a rate of $1.30 on coal, from Victoria and 
Midland, Ind., to Salem, Ind., between June 24, 1918, and Feb- 
ruary 16, 1920, was unreasonable. On February 19, 1920, the 
rate was reduced to $1.15 per ton. The Commission, on the 
principle laid down in Opp Coal Co. vs. Director-General, 68 
I. C. C. 349, said the rate of $1.80 was unreasonable to the ex- 
tent it exceeded $1.15 and awarded reparation to that basis. 








PREJUDICE ORDERED REMOVED 


A finding of undue prejudice and preference has been made 
in No. 13941, Jonesboro Freight Bureau vs. Houston East & 
West Texas et al., opinion No. 9257, 87 I. C. C., 699-701, as to 
rates on packing house products, lard and lard substitutes, car- 
loads, from Houston, Tex., to Jonesboro, Ark. The Commission 
found them unduly preferential of Memphis and ordered the 
removal not later than May 12 by the publication of rates from 
Houston to Jonesboro not greater than those contemporaneously 
maintained from Houston to Memphis, Tenn. The Commission 
said that under the present adjustment jobbers in Memphis 
could buy these commodities at Houston and job out to Arkansas 
points contiguous to Jonesboro at the less than carload rate at 
a total transportation cost considerably lower than that apply- 
ing on a similar traffic distributed through Jonesboro. It said 
the rates on classes and practically all commodities from Hous- 
ton were the same to Memphis and Jonesboro, the commodities 
involved in this case being among the few exceptions. 





REPARATION ON LUMBER 


A finding of unreasonableness and an award of reparation 
have been made in No. 14526, Marshall Tie Company vs. South- 
ern et al., opinion No. 9252, 87 I. C. C., 68-2, as to a combination 
rate of 31.5 cents imposed on 12 carloads of lumber, shipped 
between October 15, 1921, and May 29, 1922, from Cherokee, 
Ala., to Hopkinsville, Ky. The Commission held it unreason- 
able to the extent it exceeded a rate of 24 cents, applicable to 
Henderson, Ky., a point beyond Hopkinsville, and awarded rep- 
aration to that basis. 





COAL RATES UNREASONABLE 


Reparation on account of unreasonableness has _ been 
awarded in No. 14033, Amalgamated Sugar Company vs. Direc- 
tor-General and Oregon Short Line, opinion No. 9259, 87 I. C. C., 
705-6, on thirty-two carloads of slack coal, shipped between De- 
cember 9, 1919, and January, 1920, from Paul, Idaho, to Ogden 
and Lewiston, Utah. The Commission said the rates of $6.80 
and $5 were unreasonable to the extent they exceeded $3 to 
Ogden and $2.25 to Lewiston. 


AUTOMOBILE PARTS CASE 


The Commission has dismissed No. 14707, C. S. Howard vs. 
Pere Marquette et al., opinion No. 9266, 87 I. C. C., 723-4, on a 
finding that rates on metal automobile parts, from North Fiint, 
Mich., to San Francisco and Los Angeles, were and are not un- 
reasonable, unjustly discriminatory, or unduly prejudicial, as 
alleged in the complaint. The petition asked for reparation and 
an order establishing rates for the future. The complaint was 
against a joint class A rate of $2.73, 30,000 pounds minimum. 
The rates sought were $2.73, 30,000 minimum, the present one 
and $3.035 on a 20,000 pound minimum. The Commission said 
that the prayer for a $2.73 rate had been satisfied. It said the 
request for a rate of $3.035 on a 20,000 pound minimum would 
require an increase in the present rate. It said no testimony 


warranting a minimum of less than 30,000 pounds had been 
introduced. , 





NEWSPRINT REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14255, American Publishing Company vs. 
Director-General et al., opinion No. 9262, 87 I. C. C., 711-14, as 
to rates imposed on newsprint paper in rolls, carloads, from 
International Falls, Minn., and Fort Frances, Ont., to Austin, 
Tex., between June 19, 1918, and June 6, 1922. The Commission, 
after discussing its decisions in the number of newsprint and 
other paper rate cases, found that the rates were unreasonable 
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to the extent they exceeded 52 cents prior to June 25, 1918, 
65 cents between June 25, 1919, and August 25, 1920, and 87 cents 
thereafter. It authorized the railroads to waive the collection 
of outstanding undercharges in figuring reparation. 





LUMBER DEMURRAGE LAWFUL 


The Commission has dismissed No. 14241, Krauss Brothers 
Lumber Company vs. Director-General, Atlantic Coast Line, et 
al., opinion No, 9260, 87 I. C. C., 707-8, on a finding that demurrage 
charges assessed on lumber from Jakin, Ga., to Richmond, Va., 
and there reconsigned to northeastern points, not unreasonable 
or otherwise unlawful. The shipments were made in November, 
1917. The cars were reconsigned before arrival at Richmond. 
Local rates to and from the points of reconsignment were im- 
posed. The Commission found that the Atlantic Coast Line did 
not offer reconsignment on lumber except under specified condi- 
tions, chefly bona fide rejection by consignees, unreasonable 
delay in transit, or acts of God making delivery at the original 
billed destination impossible. None of these conditions prevailed, 
the Commission said, and therefore demurrage was properly as- 
sessed on the cars while they were being held awaiting the re- 
moval of embargoes which was necessary before they could be 
sent to the final billed destinations, 


COAL TAR OIL CHARGES 


A finding of unreasonableness and an award of reparation 
have been made in No. 13830, By-Products Coke Corporation vs. 
Director-General, opinion No. 9253, 87 I. C. C., 683-6, the Com- 
mission holding that charges on light oil of coal tar, from the 
destructive distillation of coal, in tank cars, from South Chicago, 
Ill., to Solvay, N. Y., were unreasonable after April 28, 1918. 
The complaint alleged that the charges based on estimated 
weights on a large number of shipments of light oil between 
January 1 and May 14, 1918, were unjust and unreasonable to the 
extent they exceeded those which would have accrued at actual 
weight. Charges were collected at commodity rates of 23.1 
cents prior to April 28, 1918, and 26.5 cents after that date. The 
minimum weight was the gallonage capacity of the car, computed 
at 8 pounds per gallon. The Commission found that the esti- 
mated weight was about 10 per cent above the actual weight. 
It*found the charges unreasonable after April 28, 1918, to the 
extent that they exceeded those which would have accrued at 
actual weight. 

Commissioner Hall concurring, said there seemed to be no 
complaint against the rates of 23.1 and 26.5 cents. He said that 
in the majority report the line was drawn at April 28, 1918, the 
date the 26.5-cent rate became effective. Before that date, as 
after, he said, the estimated weight exceeded the actual (average) 
weight by more than 10 per cent. That, he said, was a large 
tolerance and to his mind was just as unreasonable after April 
28 as before and that the Commission should so find. 





DEMURRAGE REFUND DIRECTED 


In a report on No. 13529, Atlantic Bitulithic Company vs. 
Monongahela Power & Railway Company, Director-General, et 
al., opinion No. 9254, 87 I. C. C., 687-9, the Commission found 
demurrage charges for the detention of cars moving in inter- 
state transportation to a siding on the Monongahela Power & 
Railway near Viropa, W. Va., were applicable except in so far 
as the time consumed in moving shipments from hold tracks to 


Tentative Reports 


LUMBER TO ORANGE 


In a report on No, 14915, Orange Chamber of Commerce vs. 
Alexandria & Western et al., Examiner Harris Fleming said the 
Commission should say that, to the extent pointed out in the 
report, the lumber rates assailed from points on the Gulf, Colo- 
rado & Santa Fe and the Kansas City Southern system lines 
were unduly prejudicial to Orange and unduly preferential of 
Beaumont. He said the rates of the Internation-Great Northern, 
assailed in the complaint, were unreasonable to the extent they 
exceeded the rates from the same point to Orange contempo- 
raneously applicable to the movement of domestic lumber. 

The complaint assailed the rates on lumber to Orange 
applicable to domestic export, and coastwise movement, from 
points in Louisiana, and to export and coastwise movement from 
various points in Texas, The complaint alleged they were un- 
reasonable and unduly prejudicial. The undue prejudice com- 
plained of was based on relatively lower rates from points of 
origin in Louisiana and Texas to Beaumont, Port Arthur, Hous- 
ton and Galveston. The complainant asked for rates that in 
no event would exceed the contemporaneous rate to Beaumont. 
The burden of the complaint, the examiner said, was the existing 
relationships of the rates to Houston and Beaumont. Inter- 
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points of actual placement was included in the detention period. 
It ordered a refund to that basis and dismissed the complaint. 

The complaint arose by reason of the detention of cars on 
the hold and interchange tracks of the steam railroads near 
Viropa. They held the cars because the traction line, to which 
the private siding of the complainant was attached, was unable 
to take delivery of cars of road-making material, in July and 
August, 1919. The Commission found the inability of the trac. 
tion lines to receive the cars arose from the inability of the com- 
plainant to take delivery. It found nothing wrong with the 
charges except that they included, as part of the detention time, 
the time needed to bring the cars from the hold points to the 
points of actual delivery or tender of delivery. 


GAS ENGINES AND AUTO AXLES 


The Commission has dismissed No. 14369, Moreland Motor 
Truck Company et al. vs. Pennsylvania et al., opinion No. 9263, 
87 I. C. C., 715-17, on a finding that rates on gas engines and auto 
truck axles, in carloads, from points in Pennsylvania, Ohio, 
Michigan and Wisconsin to Burbank, Oakland and San Francisco, 
Cal., between October 14, 1920, and July 26, 1922, were neither 
unreasonable nor unduly prejudicial. 


FOURTH SECTION REPARATION 


In a report on No. 14280, Ryegate Paper Company vs. Boston 
& Maine et al., opinion No. 9249, 87 I. C. C., 673-5, the Commis- 
sion held unreasonable and in violation of section 4 a joint com- 
modity rate of 25 cents on pulpwood from Daaquam, Que., to 
East Ryegate, Vt., to the extent it exceeded 21.5 cents and 
awarded reparation on shipments delivered or tendered for de- 
livery on and after September 24, 1920. 

The Commission found a joint commodity rate of 21.5 cents 
applied contemporaneously from Daaquam to Groveton and Ber- 
lin, N. H., over the route of movement to East Ryegate, which 
was intermediate, resulting in departures from the long and short 
haul provisions of the fuorth section. These departures, which 
still existed, the report said, were not and are not protected by 
fourth section applications or otherwise, and were and are un- 
lawful. The Boston & Maine’s justification for the lower rate 
to Groveton and Berlin than to Ryegate, the report says, is that 
it is necessary ni order to meet the competition of the Grand 
Trunk, which reaches these points by shorter routes. The 
Commission found an intermediate application rule which it held 
gave East Ryegate the benefit of the 21.5-cent rate. 


LUMBER CASE DISMISSED 

The Commission has dismissed No. 14411, William Schuette 
Company vs. Chicago, Milwaukee & St. Paul et al., opinion No. 
9261, 87 I. C. C., 709-10, finding the rate on lumber from points 
in Idaho, Montana and Washington to destinations in Connecti- 
cut, New York and Massachusetts, between December 28, 1921, 
and February 4, 1922, not unreasonable. The complainant’s evi- 
dence, the Commission said, was limited to the proof of payment 
and bearing on the freight charges and a mere statement of 
reductions subsequent to the movement. It said there was no 
attempt to prove, in any other way, that the rate os $1.025 was 
unreasonable. It said there was not even a statement of the 
history of the rate prior to December, 1921. It said the de- 
fendants were not represented at the hearing except by a local 
agent who took no part in the case because he was under no 
instructions to participate in the hearing. 


of the Commission 


vening petitions were filed by the Beaumont Chamber of Com- 
merce, the Lumbermen’s Association of Texas and the Galveston 
Commercial Association. By joint petition the Chamber of Com 
merce of Houston and the Board of Commissioners of the 
Navigation District of Harris County, Texas, which has exten- 
sive jurisdiction over the port facilities of Houston, also inter- 
vened. The examiner said the Commission should dispose of 
the case by saying: 


Upon this record the commission should find, that from points 
on the Kansas City Southern System lines southwest of De Quincy, 
also from _ points south of Kirbyville, Tex., on the line of the Santa 
Fe extending between that point and Galveston, and from Milvid, 
Tex., and points east on the line of the Santa Fe extending be- 
tween Somerville and Silsbee, Tex., the rates under consideration 
to Orange are and for the future will be unduly prejudicial be 
Orange and unduly preferential to Beaumont to the extent tha 
they exceed or may exceed, by more than 2 cents, the rates on 
like traffic contemporaneously maintained to Beaumont; that from 
all other points on the lines of these carriers the rates assailed 4 
Orange are and for the future will be unduly prejudicial to Orang 
and unduly preferential of Beaumont, to the extent that they exceet 
or may exceed the rates on like traffic contemporaneously —. 
tained to Beaumont; and that the rates assailed from points a 
International-Great Northern are unreasonable to the extent oar 
they exceed the rates from the same points to Orange, conte 
poraneously applicable to the movement of domestic lumber. 


indi 
not 

wit 
to @ 
brou 


Cha 
of I 
be | 
in / 
tina 
terr 


incr 
ing 

ark: 
exal 
pou! 
carl 


shot 
stra 
tina 


pose 
the 

com) 
rors 
Sect 
riers 
the 

or 
Tex: 
ther 
mail 
in " 
nect 


invo 
the 


tori 












oe 


r 
3, 


0, 


er 


er- 
ich 
ort 
ich 


un- 
ate 
hat 
and 
The 
eld 


ette 
No. 
ints 
ecti- 
921, 
evi- 
nent 
it of 
Ss no 
was 
' the 
> de- 
local 
r no 





Mareh 22, 1924 


The commission should further find that except to the extent 
indicated in the next preceding paragraph, the rates assailed are 
not unreasonable or unduly prejudicial t this finding should be 
without prejudice to modification in the event the revisions referred 
to are not made as contemplated by defendants and the matter is 
prought to the commission’s attention in an appropriate manner. 


BUTTER, EGGS AND POULTRY 


Increased rates on butter, eggs and poultry, Examiner Fred 
N. Oliver, in a report on I. and S. No. 1769 and 14592, Dallas 
Chamber of Commerce vs. Abilene & Southern et al., and parts 
of Fourth Section Application No. 469, filed by Leland, should 
be found justified. The finding of justification is from points 
in Arkansas, Oklahoma and Texas to northern and eastern des- 
tinations, including certain destinations in eastern and southern 
territory and in Wisconsin, Minnesota, Iowa, Missouri, Arkansas, 
Louisiana, Nebraska, Kansas.and Oklahoma. In connection with 
increases, certain reductions would also take place, The find- 
ing of justification carries an exception as to traffic from Tex- 
arkana. As to increases to some points in-eastern territory, the 
examiner said the increased rates on butter, eggs and dressed 


poultry had not been justified, but that those on live poultry in 
carloads had been justified. 


In the formal complaint the examiner said the Commission 
should find the rates on butter, eggs and dressed poultry in 
straight or mixed carloads from points in Texas to eastern des- 
tinations unreasonable. In conclusion he said: 


Certain fourth section violations were pointed out in the pro- 
posed adjustment, ge from Ardmore, Okla., from which point 
the rates to eastern destinations would exceed the rate from Texas 
common points. Defendants stated that such instances were er- 
rors of compilation and would be corrected. Such portions of Fourth 
Section Application 469, filed by F. A. Leland, agent, by which car- 
riers, parties thereto, ask for authority to continue to charge for 
the transportation of butter, eggs and dressed poultry, in straight 
or mixed carloads, from Houston and other contiguous points in 
Texas to Cleveland, O., Pittsburgh, Pa., and destinations east 
thereof, rates which are lower than the rates contemporaneously 
maintained on like traffic from Dallas, Ft. Worth and other points 
in Texas to the same destinations, were set for hearing in con- 
nection with No. 14592. No testimony was offered in support of 
the relief sought and the application, in so far as it covers rates 
involved herein, should be denied. 

The Commission should find that respondents have justified 
the proposed rates_on butter, eggs_and dressed_poultry from Texas 
points to the St. Louis, Chicago, Milwaukee, Fox River, Memphis, 
Louisville, Cincinnati, Omaha-Davenport, Little Rock-Ft. Smith and 
Paducah territories; from Oklahoma and Arkansas points to the 
Kansas City, Omaha, St. Louis, Memphis and New Orleans terri- 
tories; and from Arkansas points to Cairo, Gale, Thebes and_Chi- 
thee with the exception of the proposed rates from Texarkana, 
Ark.-Tex. 

The commission should further find that the proposed rates 
on butter, eggs and dressed poultry to eastern destinations have 
not been justified and respondents should be required to cancel 
such rates and to establish rates to Boston, Mass., not to exceed 
$2.25 from the Dallas-Ft. Worth and Texas common point groups 
and Ardmore, Okla.; $2.22 from Texarkana, Ark.-Tex., and Okla- 
homa City, Okla.; $2.17 from Enid, Okla.; $1.975 from Ft. Smith, 
Ark., and Muskogee, Tulsa and Bartlesville, Okla.; $1.92 from TIittle 
Rock and Fayetteville, Ark.; $1.87 from Batesville, Ark., and $1.77 
from Hoxie, Ark 

The rates to the other eastern destinations should be pre- 
scribed no higher than would result from the following differentials 
under Boston: To New York, ._Y., 5 cents; Philadelphia, Pa., 
1 cents; Baltimore, Md., 8 cents;. Buffalo, N. Y., 15 cents; Pitts- 
+: alae 20 cents; Cleveland, Ohio, 22 cents, and Detroit, Mich., 

cents. 

The commission should further find that the proposed rates 
on live poultry have been justified. 

The commission should further find that the present rates on 
butter, eggs and dressed poultry from Texas points to eastern des- 
tinations are, and for the future will be, unreasonable to the ex- 


tent that they exceed or may exceed the rates herein found to be 
proper. 


COAL RATES TO INDIANA 


Indiana users and dealers in coal will be denied further 
telief as to rates on coal from the inner’ and outer crescents, 
and from mines in Ohio if the Commission follows the recom- 
Mendation of Examiner Paul O. Carter, made in No. 15118, 
C. E. Bash & Company et al, vs. Baltimore & Ohio et al., and 
sixty sub-numbers thereunder. 

He said the Commission should find the rates on soft coal 
from Ohio and the inner and outer crescents, to Anderson, 
Fortville, Yorktown, Pendleton, Muncie, Farland, Parker City, 
Middletown, Oakville, Sulphur Springs, Carmel, Horton, Sher- 
idan and Kirklin, Ind. not unreasonable, unjustly discriminatory 
or unduly prejudicial, except as provided in its orders in Ohio- 
Michigan Coal Cases, 80 I. C. C. 663, and Indiana State Chamber 
of Commerce vs. Baltimore & Ohio et al., 83 I. C. C. 591, and 
deny reparation. 


The complaints docketed with the leading one that are to 
be dismissed, with the exception noted as to the character 
of the rates dealt with in the two hig cases dealing with the 
Same rates, are as follows: 


Q Sub. No. 1, Larson Coal Co., et al. vs. Michigan Central R. R. 
Chi et al.; Sub. No. 2, Farmers’ Trust Co. vs, Cleveland, Cincinnati, 
icago & St. Louis Ry. Co., et al; Sub. No. 3, Hardin Grain Co. 
Hd al. vs. Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. et al.; 
ub, No. 4, Farmers Co-operative Co. vs. Cleveland, Cincinnati, Chi- 
Ge & St: Louis Ry. Co. et al.; Sub. No. 5, Domestic Coal Co. vs. 
veland, Cincinnati, Chicago & St. Louis Ry. Co. et al.; Sub. No. 
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6, E. G. Vernon & Son vs. Pittsburgh, Cincinnati, Chicago & St. 
Louis R, R. Co. et al.; Sub. No. 7, Domestic Coal Co. vs. Pittsburgh, 
Cincinnati, Chicago & St. Louis R. R. Co. et al; Sub. No. 8, B. B. 
Steck & Son vs. Chesapeake & Ohio Ry. Co. et al.; Sub. No. 9, 
Peterson Lumber & Coal Co. vs. Cleveland, Cincinnati, Chicago & 
St. Louis Ry. Co., et al.; Sub. No, 10, Fred Brown Co. vs. eéve- 
land, Cincinnati, Chicago & St. Louis Ry. Co. et al.; Sub. No. 11, 
Frank B. Deering vs. Cleveland, Cincinnati, Chicago & St. Louis 
Ry. Co. et al.; Sub. No, 12, Pendleton Feed & Fuel Co. vs. Cleveland, 
Cincinnati, Chicago & St. Louis Ry. Co. et al.; Sub. No. 13, T. O. 
Bush & Son vs. Pittsburgh, Cincinnati, Chicago & St. Louis R. R. 
Co. et al.; Sub. No. 14, T. O. Bush & Son vs. Pittsburgh, Cincinnati, 
Chicago & St. Louis R. R. Co. et al.; Sub. No. 15, Virginia Coal Co. 
vs. Pittsburgh, Cincinnati, Chicago & St. Louis R, R. Co. et al.; 
Sub. No. 16, Virginia Coal Co. vs Cleveland, Cincinnati, Chicago & 
St. Louis Ry. Co. et al.; Sub. No. 17, Union Coal Co. vs. Baltimore 
& Ohio R. R..Co. et ai.; Sub. No. 18, Domestic Coal Co. et al. vs. 
Chesapeake & Ohio Ry. Co. et al.; Sub. No. 19, Muncie Oil & Coal 
Co. vs. Lake Erie & Western R. R. Co et al.; Sub, No. 20, Farmers 
Co-operative Co. et al. vs. Chicago, Indianapolis & Louisville Ry. 
Co. et al.; Sub. No. 21, §. J. Fisher vs. Cleveland, Cincinnati, Chicago 
& St. Louis Ry. Co. et al.; Sub. No. 22, Union Coal Co. vs. Cleveland, 
Cincinnati, Chicago & St. Louis Ry. Co. et al; Sub. No. 23, S. J. 
Fisher, vs. Baltimore & Ohio R. R. et al.; Sub. No. 24, Goodrich Bros. 
Hay & Grain Co., Inc. vs, Pittsburgh, Cincinnati, Chicago & St. Louis 
R. R. Co. et al.; Sub. No. 25, Goodrich Bros, Hay & Grain Co., Inc. 
vs. Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. et al.; Sub. 
No. 26, D. W. Hupp vs. Chesapeake & Ohio R. R. Co. et al.; Sub. 
No. 27 , Pickering & Son vs. Central Indiana Ry. & William R. Hurd, 
Receiver et-al.; Sub. No. 28, D. W. Hupp vs. Pittsburgh, Cincinnati, 
Chicago & St. Louis R. R. Co. et al.; Sub. No. 29, Gospel Trumpet 
Co. vs. Pittsburgh, Cincinnati, Chicago & St. Louis R. R. Co. et al.; 
Sub. No. 30, Pickering & Son vs. Pittsburgh, Cincinnati, Chicago & 
St. Louis R. R. Co. et al.; Sub. No. 31, Ross Stowers et al. vs. Chi- 
cago, Indianapolis & Louisville Ry. Co. et al.; Sub. No. 32, Pickering 
& Son Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. et al.; 
Sub. No. 33, Anderson Mercantile Exchange vs. Cleveland, Cincin- 
nati & St. Louis Ry. Co. et al; Sub. No, 34, J. W. & B. D. Glass- 
cock vs. Chesapeake & Ohio Ry. Co. et al.; Sub. No. 35, J. W. and 
D. B. Glasscock vs, Lake Erie & Western R. R. Co. et al.; Sub. No. 
36, Dotson & Boots vs. Cleveland, Cincinnati, Chicago & St. Louis Ry. 
Co. et-al.; Sub. No. 37, Shirley Bros. vs. Pittsburgh, Cincinnati, Chi- 
cago & St. Louis R. R. Co, et al.; Sub. No. 38, J. W. & B. D. Glass- 
cock vs. Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. et al.; 
Sub. No. 39, J. L. Childs & Son vs. Pennsylvania R. R. Co. et al.; 
Sub. No, 40, Farmers Elevator Co. vs. Lake Erie & Western R. R. 
Co. et al.; Sub. No. 41, F. M. Beck & Son vs. Cleveland, Cincinnati, 
Chicago & St. Louis Ry. Co. et al.; Sub. No. 42, Brattain & Son vs. 
Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. et al.; Sub. No. 
43, Ovid Tyner et al. vs. Cleveland, Cincinnati, Chicago & St. Louis 
Ry. Co. et al.; Sub, No. 44, Craft Coal Co. et al vs. Cleveland, Cin- 
cinnati, Chicago & St. Louis Ry. Co. et al.; Sub, No. 45, Frank Dear- 
ing vs. Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. et al.; 
Sub. No. 46, Sherman Harlan vs. Cleveland, Cincinnati, Chicago & 
St. Louis Ry. Co. et al.; Sub. No. 47, Frank Dearing vs, Pittsburgh, 
Cincinnati, Chicago & St. Louis Ry. Co. et al.; Sub. No. 48, Norman 
City Coal Co. vs. Lake Erie & Western R. R. Co. et al.; Sub, No. 49, 
Municipal Electric & Water Departments, City of Anderson vs. 
Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. et al.; Sub. No. 
50, Farmers Elevator Co. vs. Lake Erie & Western R. R. Co. et al.; 
Sub. No. 51, Fatic & Ramsey vs. Pennsylvania R. R. Co. et al.; Sub. 
No. 52, Municipal Electric & Water Departments, City of Anderson 
vs. Central Indiana Ry. Co. and William R. Herod, Receiver et al.; 
Sub. No. 53, Municipal Electric & Water Departments, City of Ander- 
son vs. Pittsburgh, Cincinnati, Chicago & St. Louis R. R. Co. et al.; 
Sub. No. 54, Windfall Grain Co. vs. Pennsylvania R. R, Co. et al.; 
Sub. No. 55, E. G. Vernon & Son, et al. vs. Cleveland, Cincinnati, 
Chicago & St. Louis Ry. Co et al:; Sub. No. 56, Hoopes & Miller vs. 
Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. et al.; Sub. No. 57, 
Brattain & Son vs. Pennsylvania R. R. Co. et al.; Sub. No. 58, J. L. 
Childs & Son vs. Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. 
et al.; Sub. No. 59, Continental File Corporation vs. Cleveland, Cin- 
cinnati, Chicago & St. Louis Ry. Co, et al.; Sub. No. 60, J. W. & B 
D. Glasscock vs. Pennsylvania R. R. Co. et al. 


The examiner said the Commission should find as follows: 


(1) That the rates assailed to Anderson, Fortville, Yorktown, Mun- 
cie, Pendleton, Farmland, Parker City, Middletown, Oakville, Sulphur 
Springs, Carmel, Horton, Sheridan and Kirkland, Ind., have been 
passed upon and fixed by the Commission’s decision in Ohio-Michigan 
Coal Cases, supra, and Indiana Chamber of Commerce vs. Baltimore 
& Ohio Railroad Company et al, supra; that no evidence has been 
offered justifying changes in the bases of rates perscribed in those 
cases; that no damage has been shown to have resulted from the 
undue prejudice found in those cases to have exist during the 
periods covered by these complaints; that reparation should be denied. 

(2) That the rates from Ohio mines to Huntington, Ind., prior 
to March 1, 1922, were not unreasonable, unjustly discriminatory or 
unduly prejudicial; and that the complaints should be dismissed. 

(3) That the rates from West Virginia mines to Gary and Michi- 
gan City, Ind., during the period from August 26, 1920, to June 30, 
1922, were not unreasonable, unjustly discriminatory or unduly 
prejudicial; and that the complaints should be dismissed. 

(4) That the rates on bituminous coal from the inner and outer 
crescents to Ben Davis, Ind., were not and are not unreasonable; 
unjustly discriminatory and unduly prejudicial; and that the com- 
plaint should be dismissed. 

(5) That the rate from Louisville & Nashville mines in Kentucky 
to Wabash, Ind., during the period from June 11, 1920, to September 
14, 1921, were not unreasonable, unjustly discriminatory or unduly 
prejudicial; and that the complaints should be dismissed. 


BRASS RATES, SCRAP OR PIG 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. Edgar Smith, in a 
report on No. 15224, Union Smelting & Refining Company et al. 
vs. Central Railroad Company of New Jersey et al., as to rates 
on scrap brass and on brass ingots or pigs, from points in the 
Pittsburgh, Pa., rate district, to New York rate points, and be- 
tween New York and New York rate points, and Philadelphia 
and Baltimore, as well as between Philadelphia and Baltimore. 
The complaint alleged that the rates charged on scrap brass 
and.on brass ingots or pigs between New York, Newark, N. J., 
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Philadelphia, Baltimore, Pittsburgh, Cleveland, Teledo, Detroit 
and Wyandotte, Mich., were unreasonable to the extent they 
exceeded 10 mills per ton per mile, and, as compared with other 
rates, were discriminatory and unduly prejudicial in that other 
commodities of a similar nature had rates as low or lower for 
like hauls. 

At the hearing the complaint was modified and the rates 
under attack restricted to movements between Pittsburgh and 
points taking the same rate basis and New York, Newark, and 
points taking the New York rate basis, and to movements be- 
tween New York, Newark, Philadelphia and Baltimore. Smith 
said: 

This record affords no basis upon which a finding of unreasonable- 
ness can made concerning the commodity rates between Pittsburgh 
and New York, eastbound and westbound; however the Commission 
should find that the application of class or commodity rates for the 
transportation of brass in ingots, pigs, or scrap having remelting 
value only, from Pittsburgh, Pa., and from points taking the same 
rates, including East Liberty and Meadville, Pa., to New York, N. Y., 
and to points taking same rates, including Bush Docks, Brooklyn, 
N. Y., and Newark, N. J., resulted and results in rates that were 
and are unjust and unreasonable to the extent they exceeded and 
exceed the lowest commodity rates, 22% cents per 100 pounds, on 
the same articles from East Liberty to New York city proper. This 
is without prejudice to the future adjustment of commodity rates 
upon the proper basis. The Commission should also find that rates 
on brass, ingots, pigs, and scrap having remelting value only, between 
New York, N. Y., and points taking the same rates, including Bush 
Docks, Brooklyn, N. Y., and Newark, N. J., on the one hand and 
enna rte Pa., and Baltimore, Md., on the other hand; and be- 

iladelphia, Pa., and Baltimore, Md.; that exceeded or exceed 

the lowest commodity rates on copper, in either direction, were and 

are unjust and unreasonable. The Commission should also find that 

complainants made the shipments as described, paid and bore the 

charges thereon, were damaged thereby, and are entitled to repara- 

| The complainants should comply with Rule V of the Rules of 
ce. 


ABANDONMENT AUTHORIZED 


In a proposed report on the application of Arthur Hoff- 
man, receiver of the Muscatine, Burlington & Southern, Exam- 
iner R. M. Brown has advised the Commission to issue a cer- 
tificate authorizing Hoffman to abandon that road in so far 
as interstate and foreign commerce are concerned. The road 
lies in Muscatine, Louisa and Des Moines counties, Iowa. It is 
nearly 54 miles long. Protests against the grant of the cer- 
tificate were filed and hearing was held for the Commission by 
the Iowa Board of Railroad Commissioners. That board for- 
warded the transcript of testimony without recommendation. 

Brown said that the record clearly established that the 
road had been financially unsuccessful since its construction, 
a deficit having been incurred in practically every year since 
1899. He said if the road and equipment had been properly 
maintained there would have still been further deficits. Con- 
sideration of the history of the road from its inception, its 
various receiverships and reorganizations, its present physical 
condition, and the inability to operate it except at a loss, the 
examiner said, led to the conclusion that further reorganiza- 
tion would be costly and impracticable. In the year ended 
December 31, 1922, the examiner said, the total operating in- 
come amounted to a deficit of $134,030.63. He said the operat- 
ing deficits and unpaid taxes had continued to accumulate. 
He said a consolidated general balance sheet, as of June 30, 
1923, showed the corporate surplus to be a debit balance of $571,- 
637.70. The population served by the Muscatine road, he said, was 
55,000, none of which, however, was far removed from a rail- 
road. The Rock Island, the Minneapolis & St. Louis, the 
Burlington and the Toledo, Peoria & Western serve points 
which are also served by the Muscatine. He said there was no 
station on the Muscatine more than seven miles from an exist- 
ing station on the Rock Island or the Minneapolis. 


DEMURRAGE CHARGES INAPPLICABLE 


Attorney Examiner William B. Hunter, in a report on No. 
14154, American Steel Export Company vs. Director-General, 
said the Commission should find demurrage and storage charges 
assessed but not paid at San Francisco, on iron and steel ar- 
ticles, shipped on through export bills of lading, from points 
east of the Mississippi River to the island of Java, were not 
applicable. He said that no order was necessary. 

The complaint alleged that the demurrage and storage 
charge of $3 per car, per day, which the Director-General sought 
to exact on carloads of iron and steel articles, shipped from 
Alabama City, Ala., Lebanon, Pa., and Warren, O., to Java, on 
through export bills of lading, and held in storage in San 
Francisco between February 1, and July 20, 1918, were in viola- 
tion of sections 1 and 6 of the Interstate Commerce Act and 
Section 10 of the federal control act; that space for the ship- 
ments in question was reserved on the steamer Arakan sched- 
uled to sail February 20; that the steamer was seized by the 
government on March 18 and her cargo unloaded; and that 
complainant diligently endeavored to obtain space on other 
steamers, but without success, until the sailing of the steamers 
Rembrandt and Bingtang, in July. 

Demurrage demanded amounted to $3,174, the shipments 
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moving in eleven cars. They. moved on bills of lading issued 
between January 17, and February 7, 1918, consigned to order 
of complainant at San Francisco with complainant or its agent 
at San Francisco as the notify party and designated the ship. 
ments for export, steamer Arakan. Within the tariff period 
these bills of lading, the examiner said, were exchanged for 
trans-Pacific export bills of lading with consignment to order 
of complainant at Batavia, Samarang and Soerabaya, Java, and 
notify parties, certain concerns in Java. 

The charges were assessed under a rule in supplement 24 to 
Mote’s I. C. C. 14, effective Jan. 7, 1918, and reissues, which 
were considered in Dodge Bros. vs. Director-General, 62 I. C. C, 
689. 

At the hearing, the examiner said, the complainant directed 
its attention, primarily, to the disputed question of whether the 
free time under section (b) had been terminated by proper 
notice. The case, however, turned, the examiner said, on an 
earlier question, namely, that of whether these shipments came 
within sections (b) or (a), in other words, whether they were 
“not forwarded on the vessel upon which space had been re- 
served due to failure to such vessel to make its schedule sail- 
ing.” The vessel did not make its schedule sailing, said the 
examiner, but, as explained by him, all goods affected by that 
fact were stored by the government on Mission Rock. The 
shipments in question, he said, remained in the hands of the 
railroad not because of that fact, but because the vessel did 
not load them. If the vessel had sailed, he said, they would, 
exactly for the same reason, have remained with the railroad 
and without claim for demurrage or storage under the tariff 
provision relied on by the defendant. The demurrage and stor- 
age arose, he said, from the default of the steamer in refusing 
the shipments, the space reserved for them, and that the Di- 
rector-General had not shown an applicable tariff provision. 


DIVISIONS PRESCRIBED 


In a report on No. 12477, Massachusetts Oil Refining Com- 
pany vs. Boston & Albany et al., Examiner Henry C. Keene said 
the Commission should find that $8.00 per car prior to July 1, 
1922, and $7.20 per car thereafter were, are and for the future 
would be reasonable and equitable divisions of joint rates for 
the Fore River Railroad Corporation. The rates to be divided 
were those prescribed by the Commission in the original report, 
66 I. C. C., 5385. The rates in question apply on petroleum, 
petroleum products and fuel oil from the complainant’s refinery 
on the Fore River to destinations in the New England states. 

Upon petition of the defendants, other than the Rhode Island 
Company, the case was reopened to the end that the Commission 
might prescribe the just, reasonable and équitable divisions to 
be received by the Fore River and the other defendants. The 
trunk line connections said they offered the Fore River divisions 
of $5.00 prior to July 1, 1922, and $4.50 on and after that date 
out of the joint rates prescribed by the Commission. They said 
they considered the divisions they offered adequate for the serv- 
ice performed by that carrier. The Fore River, on the contrary, 
consistently maintained that it was entitled to a division equiva- 
lent to its local and proportional rate of 2.5 cents per 100 
pounds applicable on fourth, fifth and sixth classes. The Fore 
River, the examiner said, had withheld from the charges pre- 
paid on shipments moved under the joint rates from the refining 
company’s plant, amount sufficient to cover the division which 
it claimed, 

The examiner said the Commission should further find that 
since May 15, 1922, the petitioning trunk lines had been dam- 
aged by the unlawful withholding by the Fore River Railroad 
Corporation from the freight charges collected by it on ship- 
ments moving under the joint rates prescribed, of amounts 
equivalent in the aggregate to 2.5 cents and that the trunk lines 
were entitled to reparation in the amount of the difference be- 
tween the sums retained by the Fore River and those which 
would have accrued at the divisions of $8.00 and $7.20 per car. 


UNFORTUNATE, BUT NO HELP 


Dismissal of No. 14955, Anderson, Clayton & Company V5. 
Director-General, Fort Smith & Western, and Charles T. O’Neal, 
receiver, was recommended by Examiner John B. Keeler. He 
said shipments of cotton from Tryon and Carney, Okla., to 
Columbia, S. C., concentrated at Guthrie, Okla., were not over- 
charged but that the claims for refund of alleged unreasonable 
charges were barred. 

The cotton moved into Guthrie over the M. K. & T. but 
while being held there, service on that line between Guthrie 
and Fallis, Okla., was discontinued under an arrangement 
whereby the Fort Smith & Western, a line not under federal 
control, handled the traffic of both roads between those points. 
The arrangement between the roads, which according to the 
written agreement was to have become effective October 1, 
1918, but which appeared actually not to have been operative 
at the time of the inbound movement to Guthrie, the examiner 
said, was not one of joint operation and the Katy received 
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no revenue for the service rendered by the Fort Smith & 
Western. . 

When the complainants were ready to ship the cotton from 
Guthrie, they were advised by the division freight agent of 
the Katy at Oklahoma City that it would be proper, in mak- 
ing the outbound shipments, that they be tendered to the Fort 
Smith & Western at Guthrie, which would return them to the 
Katy, thus entitling the complainant to refund of concentration 
charges on that part of the cotton which moved into Guthrie, 
over the rails of the Katy, prior to the discontinuance of part 
of the line. He said he understood that the necessary under- 
standing had been had with the Fort Smith & Western to the 
end that there might be no delay in refunding such amounts. 

Upon receipt of this advice, the examiner said, the com- 
plainant tendered the shipments to the Fort Smith & Western, 
but neither directed that they be routed over the Katy from 
Fallis, nor appraised the Fort Smith & Western that they had 
moved into Guthrie over the Katy and would be the subject 
of claims for refund of inbound charges. 

The examiner said the tariffs of both roads permitted the 
concentration of cotton at Guthrie and reshipment under joint 
rates from point of original shipment to final destination, pro- 
vided the outbound movement was over the line bringing the 
cotton into Guthrie. A joint rate of $1.14 was in effect from 
Tryon, Carney and Guthrie, to Columbia and charges from 
Guthrie appear to have been collected at that rate. The claim 
was for refund of the local charges from Tryon and Carney to 
Guthrie. 

“While the situation is unfortunate,” said the examiner, 
“there does not seem to have been any disregard of the tariffs 
by the carriers and it cannot be held that the shipments were 
overcharged. Neither can relief be granted on the ground 
that the charges collected were unreasonable inasmuch as the 
— was not presented until the period of limitation had 
expired.” 


BALED ALFALFA MINIMA 


Examiner Henry C. Keene, in a report on No. 14708, State 
Corporation Commission of New Mexico vs. Atchison, Topeka 
& Santa Fe et al., said the Commission should find the mini- 
mum weights on alfalfa hay, from points in New Mexico, lo- 
cated in the Pecos and Mesilla valleys, to points in Texas, un- 
reasonable and unduly prejudicial to shippers at such New 
Mexico points of origin as compared with minima applicable 
on the like commodity between points in Texas. But he said 
the allegation of a violation of section 13 had not been sus- 
tained by the record. He recommended minima lower than those 
maintained by carriers from New Mexico, chiefly the Santa Fe, 
engaged in hauling hay from New Mexico into Texas and Louisi- 
ana and somewhat higher than the minima applicable in Texas. 
The Texas minimum on a 36 foot car is 16,000. Keene recom- 
mended a minimum of 17,500 for cars under 36 feet; 21,000 on cars 
over 36 feet but not more than 36 feet and 6 inches long; 24,000 
on cars of 42 feet and 30,000 on cars over 42 feet long. The 
last mentioned weight is the one in effect from the New Mexico 
points. The Texas minima are 17,000 pounds on all cars of 
36.5 feet and over. ° 

The Texas commission, Keene said, was represented at the 
hearing. It said that if the Commission findings were such 
as to necessitate increases in Texas intrastate minima on al- 
falfa, it would like an opportunity to confer with the Commis- 
sion respecting such minima, which are now before it on appli- 
cations of the carriers for increases. 


READJUSTMENT MAY BE NECESSARY 


In a report on No. 13898, Philip Carey et al. vs. Atchison, 
Topeka & Santa Fe et al., Examiner Harris Fleming said the 
record did not warrant a finding of unjust discrimination as to 
the rate on roofing and building paper of felt, and prepared 
roofing, from Lockland, O., within the switching limits of Cin- 
cinnati, to Texas gulf ports and points taking the same rates. 
The complaint alleged that a rate of 77 cents from Lockland to 

umont, Galveston, Houston and Orange was unreasonable, 
unjustly discriminatory, unduly prejudicial and in violation of 
the long and short haul rule of the fourth section. The allega- 
tion about the fourth section grew out of the fact that by way 
of the short routes, Cincinnati was intermediate between the 
gulf ports and points in New York state from which lower 
rates on the commodities in question were maintained. 

; Examiner Fleming took judicial notice of another case be- 
ore the commission in which a proposed report had been filed 
and because of the record in that case, he said: 
& docket No. 14313, Certain-teed Products Corporation vs. A. 
the i Ry. Co., the proposed report of the examiner suggests that 
will ates from East St. Louis to Texas points be revised so that they 
ene exceed amount arrived at by applying to the fair average 
a ces from East St. Louis to points in the existing Texas 
western = scale of rates prescribed or approved in Memphis- South- 
amen hecstigation, 77 I. C. C., 478, for application from St. Louis, 
If the, other points, to Arkansas, Louisiana and contiguous territory. 
S basis of adjustment is adopted by the commission, there will 
if he erential reduction in the rate to Houston from St, Louis, and 
tory Sristing relationship is maintained, likewise from defined terri- 
* The short line distance from East St. Louis to Houston is 
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782 miles, and the Memphis-Southwestern scale rate for that dis- 
tance is 51 cents. The fifth class differential, which is added to 
the St. Louis rates in making rates on prepared roofing and related 
commodities from Cincinnati to the southwest is 11.5 cents. As- 
suming therefore that the distance to Houston is fairly representa- 
tive of the distance to the group in which Houston is located, the 
resulting rate from Cincinnati to Houston would be 62.5 cents. Thus 
while the record in the instant case does not warrant a ne of 
unjust discrimination or undue prejudice and in and of itself does 
not perhaps justify a reduction in the rate attacked, a more com- 
prehensive view of the general situation is presented by the record 
in Docket 14313 and it would appear that the rate from Cincinnati 
to Houston and group points here involved, should be adjusted to 
reflect whatever reduction is made in the rate from East St. Louis. 


FLUORSPAR CASE DISMISSED 


Examiner Myron Witters has advised the Commission to 
dismiss No. 14926, Rosiclare Lead and Fluorspar Mining Co. et 
al. vs. Mobile & Ohio et al., on a finding that the import rates 
on fluorspar, from Mobile and Pensacola to East St. Louis are 
not unreasonable. The allegation was that the rate of $4.50 
per ton, effective May 18, 1923, was unreasonably low, unjustly 
discriminatory and unduly prejudicial to complainants and un- 
duly preferential of importers of fluorspar, and that such a rate 
would not yield a fair return on the value of the property used 
in the transportation of imported fluorspar, in violation of 15 (a) 
of the interstate commerce act. The complaint asked for the 
prescription of just, reasonable, non-prejudicial and non-pref- 
erential rates. The Aluminum Ore Company intervened in sup- 
port of the $4.50 rate. In disposing of the case the examiner 
said the Commission should say: 





Defendant does not participate in the movement from com- 
plainants’ mines to East St. Louis, and it is urged that under the 
principle laid down in Ashland Fire Brick Co. vs. S. Ry. Co., 22 
I, C. C., 115, no finding of undue prejudice can be made. It is 
doubtful whether the principle of that case has any application since 


the Transportation Act giving this Commission wer to prescribe 


just and reasonable rates, or the maximum or minimum, or maximum 
and minimum to be charged, see Central R. R. Co. vs. U. S. 257 U. S., 
ban wa, 4 >. Illinois Central R. R. Co., decided January 7, 1921, not 
yet repor 

It is not the function of this Commission to foster and protect 
American industry against foreign competition by means of freight 
rates. It would be unlawful, however, for the carriers to nullify by 
means of freight rates the amount of protection which Congress 
has accorded to a domestic industry. Florida Fruit & Vegetable 
Association vs. A. C. L. R. R. Co., 17 I. C. C., 552. The Commission 
should find that the complainants have not sustained the allegations 
of their complaint. The rate assailed is less than a maximum reason- 
able rate, but the evidence is not convincing that it is less than a 
minimum reasonable rate, or that it has resulted or will result in 
undue prejudice, or that it has nullified the Act of Congress, with 
respect to import duty on fluorspar. The Commission should find 
that the rate assailed is not unreasonable or otherwise unlawful, and 
the complaint should be dismissed. 


PROPOSED PULPWOOD REPORTS 


A proposed report as to rates on pulp wood, from points 
in Virginia, North Carolina, South Carolina, Tennessee and 
Georgia, to Covington, Va. and from points in Virginia to 
Coleman and Big Island, Va. has been made to the Commission, 
by Examiner Burton Fuller of its staff, and Oscar L. Shewmake, 
a member of the Virginia Corporation Commission, on No. 
14358, West Virginia Pulp & Paper Company vs. Southern et 
al., a complaint filed with the federal commission; No. 1718, 
Same vs. Chesapeake & Ohio et al.; and No. 1733, Bedford 
Pulp & Paper Company vs. Chesapeake & Ohio et al., the two 
last mentioned, being complaints filed with the Virginia com- 
mission. 

In the federal] complaint and the first mentioned of the two 
state commission complaints, the allegation was made that the 
rates on pulp wood to Covington from points in Virginia, the 
Carolinas, Tennessee and Georgia were unreasonable and unduly 
prejudicial of complainant and unduly preferential of competing 
manufacturers at Coleman, Big Island, Buena Vista, and Hope- 
well, Va., Canton, N. C., Kingsport, Tenn., and Bristol, Va-Tenn. 
In the other state complaint the manufacturer at Coleman and 
Big Island made a similar complaint as to intrastate rates on 
wood used by it, the undue preference being for manufacturers 
at Basic, Bristol, Buena Vista, Lynchburg, Roanoke, St. Paul 
and other points where other tanning extract manufacturers 
have their plants. It also alleged undue preference in rates on 
excelsior wood to Boswell, Fredericksburg and other excelsior 
manufacturing points in Virginia. 

The two commissions arranged for joint hearings and the 
recommendations made by the examiners are as follows: 


The state corporation commission of Virginia should find (1) that 
the rates on pine pulp wood to Covington, Coleman and Big Island 
from points in Virginia on the Chesapeake & Ohio are not un- 
reasonable; (2) that the rates on pulp wood other than pine, in 
carloads, to Covington, Coleman and Big Island from points in 
Virginia on the Chesapeake & Ohio are, and for the future will be, 
unreasonable to the extent that they exceed the following: 


Rates—cents Rates—cents 
Distances per 100 Ibs Distances per 100 Ibs. 
10 miles and under.......... 3 121 to 140 miles............66. 6.5 
eS OE a aaa eae! eS i em 7 
 oinic as-0ts sc -20 4 ot > —& £&eeRAHA & 7.5 
Se OW Ge Wc ceive dasdececs 4.5 BBL Op BaP MGB. i. civ cccc veces 8 
Uf a ee eee 5 231 to 260 miles.......... jacus 
Be BS Be eo. ovccceesccess CB Fe OS ee re 0k 0 este ctcee 9 


SOL GD TED TREIORS cc ccccsecccese 6 
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(3) That the rates on pulp wood, in carloads, to Covington, Cole- 
man and Big Island from points in Virginia on the Norfolk & West- 
ern, the Virginian, the Carolina, Clinchfield & Ohio, the Baltimore 
& Ohio (Valley Railroad), the Southern, the Seaboard Air Line, and 
the Atlantic Coast Line, are and for the future will be unreasonable 
to the extent that they exceed the following: 


Rates—cents Rates—cents 

Distances per 100 lbs. Distances per 100 lbs. 
21 to 40 miles........ pastes oe et eee 8 

ree | me) | ft nee ternnres 8.5 
Te OW OO TOG doses vc cdiee 6 oe eet 9 

Se .. Eeeeee SS oe ee ee eee 9.5 
BBE GO 169 MISS, fees ccccceccce 7 ep erry t 10 

141 to 160 miles........ Pee f Mee eS ee erie ee 10.5 


(4) That the rates on pulp wood, in carloads, to Covington, Cole- 
man and Big Island from points in Virginia on the Norfolk South- 
ern and Danville & Western are, and for the future will be, un- 
reasonable to the extent that they exceeded the rates set forth 
in the next preceding paragraph by more than one cent per 100 
pounds; (5) that the rates on pulp wood, in carloads, to Covington, 
Coleman and Big Island from points in Virginia on the Washington 
& Old Dominion, the Potomac, Fredericksburg & Piedmont, Chesa- 
peake Western, Virginia Blue Ridge and Nelson & Albemarle are, 
and for the future will be, unreasonable to the extent that the fac- 
tors beyond their junction points exceed the rates above prescribed; 
(6) that the rates assailed on pulp wood, in carloads, from points in 
Virginia to Coleman and Big Island are, and for the future will 
be, in so far as the same carriers participate in the transportation, 
unduly prejudicial to the extent that they exceed the corresponding 
rates to Covington, and Buena Vista; and (7) that the allegation of 
unjust discrimination in favor of extract and excelsior wood has 
not been sustained. 

The Interstate Commerce Commission should find (1) that the 
rates on pulp wood, in carloads, to Covington from points in North 
Carolina, South Carolina, Georgia and Tennessee on the Southern, 
the Carolina, Clinchfield & Ohio, the Norfolk & Western, the High 
Point, the Randleman & Southern, the Yadkin and the Atlantic & 
Yadkin are, and for the future will be, unreasonable to the extent 
that they exceed the following: 


Rates—cents Rates—cents 
Distances per 100 Ibs, Distances per 100 Ibs, 
te Fe eer ee 5 241 to 270 miles......ccccce 6010 
CEP (NMI 68.0 dice deed ewes 5.6 271 to 300 miles. ....0060000010.8 
reer 6 BOR 46 BOO WOW s a0 cic vce cisctels 11 
oe oO eer O.5 BER to SES Mea ooo cciees cis wcic 11.5 
SS. 2 eee eee eee 7 ee |” err 12 
ee ee eee Pee ee rer re ee 12.5 
AS ee 8 OSs Co GOO WOR 0 occ costa sings 13 
181 to 200 miles............... S65 | SEL) £0 SOP HOR, 0.5.0 6 octet ceed 13.5 
Ben OO BAO MMNGR. cc i dec cccccce 9 GS2' CO GEO WHMSR: oc Sidicc décies 14 
eg eee ree 9.5 


(2) That the rates on pulp wood, in carloads, to Covington from 
points in North Carolina on the Danville & Western, Carolina & 
Northwestern and Blue Ridge are, and for the future will be, un- 
reasonable to the extent that they exceed the rates set forth in 
the next preceding paragraph by more than one cent per 100 pounds; 
(3) that the interstate rates assailed on pulp wood, in carloads, to 
Covington are, and for the future will be, in so far as the same car- 
riers participate in the transportation, unduly prejudicial to com- 
plainant in No. 14358 and unduly preferential of producers of pulp 
wood and paper at Bristol, Va.-Tenn., Kingsport, Tenn., and Canton, 
N. C., to the extent that they exceed the rates above prescribed. 


SOUTHERN CLASS RATES 


Commissioner Joseph B. Eastman has submitted a proposed 
report in No. 13494, Southern Class Rate Investigation, in which 
he proposes the making of rates in Southern Classification ter- 
ritory on a mileage scale beginning with 30 cents first class for 
five miles or under, 79 cents for 100 miles, 104 cents for 200, 
124 for 300, 139 for 400, 154 for 500, 169 for 600, 181 for 700, 
193 for 800, 205 for 900, 217 for 1,000, 229 for 1,100, 241 for 
1,200, 253 for 1,300, 265 for 1,400, and 277 for 1,500. The scale 
runs out at 1,500 miles, but in a footnote the report says, rates 
for longer distances should be computed at the same progres- 
sion. 

The percentage relationship of the classes proposed by Mr. 
Eastman are 100, 85, 70, 55, 45, 40, 35, 30, 25, 21, 18 and 15. 
He said the classes should be numbered from 1 to 12, the pres- 
ent classes A, B, C and D, respectively, becoming classes 8, 7, 
9 and 10. : 

The report is a volume of 182 pages. Mr. Eastman said 
that it was prepared and submitted in the realization that con- 
clusions ought not finally to be adopted in an investigation of 
this magnitude and complexity until they had been put to the 
test of searching analysis and criticism by those whom they 
affected. To facilitate criticism, he said, it had been the en- 
deavor to state fully the reasons for each of the proposed find- 
ings. For convenience, he said, the report had been divided 
into two parts, one containing a statement of facts and the 
other discussions and conclusions. 

“Forty days from the service of the proposed report,” said 
he, “will be allowed for the filing of exceptions and the case 
will be set down for oral argument as soon as possible there 
after.” 

In his statement of facts, Mr. Eastman’s first declaration 
was the one which nearly every other man who has under- 
taken to deal with rates in Southern Classification territory has 
found to be the one on which he had to base all his subsequent 
discussions. It was “southern territory is surrounded by nav- 
igable water .. the Appalachian mountain ranges sep- 
arate Virginia and the Carolinas from Kentucky and Tennessee 
but dwindle into foothills in Alabama. Many navigable water- 
ways penetrate the interior. * * * Some of the early rail- 
road lines formed links between the waterways or acted as 
feeders, but more often they were competitors and the fight for 
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traffic became acute. The result was that the cities upon the 
coast or inland navigable waters were given very low rates, 
while :a much higher level prevailed -at interior points less 
favorably situated. This was the origin of the famous ‘basing 
point’ system. Since the steamboats made no distinction be. 
tween carload and less than carload traffic, a further result 
of the competition was the establishment, to a greater extent 
than in any other part of the country, of any-quantity freight 
rates.” 


Commissioner Eastman summed up his discussion of the 
case in twenty-five conclusions, as follows: 


1. That no good reason has been shown for making interstate 
class rates between any two points in southern territory relatively 
high in order that corresponding rates for other hauls may be made 
relatively low. Stated differently, no adequate commercial or other 
reasons have been shown for grouping or relating interstate class 
rates in such a way that the rates between any two points are made 
substantially higher than the normal level. 

2. That the normal level of interstate class rates within south- 
ern territory should be based upon a distance scale or scales suf- 
ficiently extended so that hauls of all lengths will be covered. 

3. That no reason has been shown for making the normal rate 
level higher than it otherwise would be made in order to offset pos- 
sible material reductions below the distance scale basis. 

_4 That a single scale of distance rates should be used as the 
basis of maximum interstate class rates between points within south- 
ern territory. 

‘ . That in applying this scale, distances in Kentucky, Tennessee 
North Carolina and Virginia should be computed at 90 per cent o 
actual mileage. 

6. That distances on standard lines in Florida, other than the 
Florida East Coast, south of the line of the Seaboard from Jackson- 
wie to River Junction should be computed at 110 per cent of actual 
mileage. 

7. That in all other parts of southern territory distances on 
standard lines should be computed at actual mileage, exce t that 50 
miles may be used as a constructive distance for the car-float ferry 
on the Tennessee River in Alabama between Hobbs Island and 
Gunters Landing. . 

8. That no sufficient reason has been shown for joint-line dif- 
ferencials or arbitraries, but that the absence of such differentials 
is a factor which ~— be given some weight in determining the 
level of the distance scale. 

9. That class percentage relationships should be uniform for all 
traffic, whether intraterritorial or interterritorial, which is governed 
by southern oon and that these uniform percentage rela- 
tionships should be as follows: 

Glasses»... liege: ag Te Oe Ae oe ah Oe 
Percentages .:«.cccccecs 100 85 70 55 45 40 35 30 25 21 18 15 

10. That the classes should be numbered from 1 to 12, inclusive, 
the present classes, A, B, C and D becoming, respectively, classes 8, 
7, 9 and 10. ie 

11. That nothing has been shown of record which would justify 
the commission in requiring the maintenance or establishment. on 
less-than-carload traffic of interstate exceptions to the southern clas- 
sification. 

12. That the maximum reasonable class rates for interstate ap- 
plication between points in southern territory and over routes lying 
wholly within such territory, except between points in Virginia and 
points in North Carolina, and except to and from points on the wea 
lines and short lines hereinafter discussed, should be determined by 
the distance scale set forth in Appendix J. 

13. That the maximum reasonable class rates for interstate appli- 
cation between points on the weak lines and short lines above de- 
scribed which operate locally interstate, other than such as are under 
common control or management with standard lines, should be based 
upon the distance scale shown in Appendix J, using in the applies, 
tion of the scale constructive mileages equal to 150 per cent of actua 
mileages. 

if That the maximum reasonable class rates for interstate aD- 
plication between points on the weak lines and short lines above de- 
scribed and points on the lines of other carriers within southern ter 
ritory should be based upon the distance scale shown in Appendix 7, 
using in the application of the scale constructive mileages for - he 
haul on the weak lines or short line equal to 150 per cent of ac — 
mileages, except that in the case of the Florida East Coast at — 
structive mileages should be equal to 125 per cent of actual m — st 

15. That in the application of the distance scale the shorte 
possible route between any two points should be used embracing as @ 
maximum the lines or parts of lines of no more than three carriers 
up to 200 miles, four carriers for distances from 200 to 500 miles, 
and five carriers for greater distances, via existing connections for 
interchange of carload traffic; but in computing the mileage over 
any-such route constructive mileage should be employed so far = 
it is authorized for the whole or any part of the route, as herein 
before provided. 

16. That through rates lower than the combination of local rates 
to and from the boundary line should be established between officia' 
and southern territories, and that there is no logical reason why 
such through rates should be relatively higher than the rates estab- 
lished within southern territory. 


17. That through rates between official and southern territories 
should be governed by the southern classification and by_ the stander 
class percentage relationships herein approved; but that provisio 
should be made in the tariffs for teh alternative application of com- 
bination rates where lower than the joint rates, and that the differ- 
ence in class percentage relationships in southern and official terri- 
tories is a factor to be considered in the fixing of the basic joint first- 
class rates. 


18. That findings 1 to 4 and 8 to 11, inclusive, with respect to 
intraterritorial class rates may be applied in principle to class rates, 
all-rail, water-rail and rail-water-rail, between official and southern 
territories. 


19. That the maximum reasonable class rates for interstate ap- 
plication all rail between points in official territory and points 4 
southern territory, except between points in eastern territory an 
points in Virginia and North Carolina, and for similar application be- 
tween points in southern territory where part of the haul is throug 
official territory should be based upon the distance scale set forth > 
Appendix J, with the proviso that in no case shall the through vo 
exceed the lowest combination of local rates. In applying this ber : 
distances should be computed in accordance with finding 15, — 
constructive mileage equal to 90 per cent of actual mileage for, age 
portion of the haul which is in official territory, constructive mi _ a 
equal to 110 per cent of actual mileage for that portion of the a 
which is in Florida, constructive mileage equal to 150 per oon th 
actual mileage for that portion of the haul which is over any 0 
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weak lines or short lines in southern territory herinbefore described, 
and actual mileage in all other instances. 

20. That it will constitute undue preference of the gateway point 
and undue prejudice to the point in southern territory to establish 
and maintain interstate class rates, all-rail, between points in official 
territory and points in southern territory (except between points in 
eastern territory and points in Virginia and North Carolina), or 
between Peat in southern territory where a portion of the haul is 
in official territory, which exceed rates made 83% per cent (five- 
sixths) of the combination of first-class local rates to and from the 

ateways between the territories, rates for the other classes being 
Seterm ned by the standard percentage relationships herein recom- 
ended. ; ; 

i 21. That the nonconcurrence plan of publishing rail-water-rail 
rates between interior points in eastern territory and interior points 
in southern territory should be discontinued, and that joint rail- 
water-rail class rates are necessary and desirable in the public in- 
terest and should be established and maintained between such points 
in all cases where maximum rail-water-rail rates, determined in the 
manner hereinafter recommended, are equal to or lower than maxi- 
mum all-rail rates between the same points, determined in the man- 
ner hereinbefore recommended. 

22. That in applying the distance scale herein recommended, as 
a guide in the determination of water-rail class rates from Baltimore 
to points in southern territory, other than in Virginia and North 
Carolina, the following constructive distance should be used: 


Baltimore to Norfolk .... 
Baltimore to Charleston 
Baltimore to Savannah .... 
Baltimore to Brunswick . 
Baltimore to Jacksonville 


23. That in determining maximum reasonable class rates by 
water and rail from eastern ports to interior points in southern ter- 
ritory, other than in Virginia and North Carolina, the rates from 
Washington and Alexandria should be the same _as from Baltimore, 
and the following differentials, first class over Baltimore should be 
observed from other north Atlantic ports, the rates for the other 
classes being determined in accordance with the standard percentage 
relationships herein recommended: 





Cents 
RN  Sccias,.« diss Gemma esis bie sicle S40: S'e'e ibe Sm aeNene seweeee ee 
PE ME wsecdsadeebies diskalae<taiadd «+ ae remanaearet aaeetnae se 
Providence ....... Sg See toma ged staat y os eletked wae ee aibiciey sees ta neliatee ov ae 
EL ecb vee cebovveveweew geevetneeuloslec Lctctocbinnd<'Sileaeabeouw sindelee sate 


24. That in determining maximum reasonable class rates, rail- 
water and rail-water-rail, from eastern interior points to southern 
destinations, other than in Virginia and North Carolina, one of 7 
two following methods should be employed, whichever makes the 

r rate: ; 
aa Add to the short-line constructive distance by water and rail 
from Baltimore to the southern destination 90 ya cent of the actual 
mileage from the eastern interior point to Baltimore and apply the 
istance scale. 4 
, (b) Add to the short-line distance by water and rail from Balti- 
more to the southern destination 90 per cent of the actual aaioage 
from the eastern interior point to the nearest eastern port, app Ma 
the distance scale to the distance so obtained, and add to the resu 
the differential of said nearest eastern port over Baltimore. 

25. That in connection with the adjustment of rates herein rec- 
ommended, fourth-section relief should be granted to weak lines or 
short lines upon the ground of financial disability, and to all lines 
upon the ground of actual or constructive circuity, such relief to be 
limited to lines not excessively circuitous and to instances where the 
rates will not be less than reasonably compensatory. 


Speaking of the recommendations which he had set forth, 
Mr. Eastman said: 
Summarizing the findings, they embody a plan for revising all 


the interstate class rates within southern territory and between 
southern and official territories which are covered by the order = 
stituting the investigation, under which plan these rates will - 
based upon a single distance scale. Recognition is given to certain 
broad differences in transportation conditions by the use of con- 
structive mileages; lower or higher than actual mileages, for certain 
hauls, It has been the endeavor to construct the distance scale in 
such a way that it can justly and reasonably be used as a guide in the 
revision of intrastate rates for the purpose of bringing about proper 
harmony between interstate and intrastate rates within southern 
territory, and in such a way that it will afford a just and reasonable 
basis for the elimination of special state classifications, less-than- 
carload exceptions to the southern classification, and many ae 
than-carload commodity rates. In the case of the interterritoria 
rates, provision has been made for the alternative application of 
rates made 83% per cent of the gateway combination of first-class 
rates, where that basis would be lower than the distance scale basis, 
in order that communities in southern border territory may not be 
subjected to undue prejudice in comparison with the gateway points. 
It is recognized that the distance basis should_not be so rigidly A 
plied as to lose the advantage of simplicity and convenience in tari 

publication, and that groups of moderate dimensions may reasonably 
be used in the case of the longer hauls. The recommendations are 
also confined. to maximum rates; no minimum rates are fixed, an 

the carriers for the present are permitted to publish rates lower 
than the maximum to the extent that this can be done without undue 
preference of and undue prejudice to particular localities. 

The basis recommended is intended to supersede all adjustments 
heretofore prescribed by the commission with reference to all or any 
of the rates in issue. If the recommendations are Lemme A adopted, 
an order should therefore be issued canceling outstanding orders 
to the extent necessary to accomplish this result. 


The mileage scale recommended by Mr. Eastman is carried 
in Appendix J to his report and is as follows: 


1 2 3 4 5 6 7: &£..0..3....20 

Miles Miles Cts. Cts. Cts. Cts. Cts. Cts.Cts.Cts.Cts.Cts.Cts.Cts. 
5 and under  - ok Se ee ae me ae ee ee ee oe 
10 and over S48 (se ° 2 ee ee EFS CU 
15 and. over wm 26: &. i: 6 .34-. 3.3%.. 3.83 4-4 
20 and over 15 39 33 27 21 18 I6.. 36 a2 10 8 - f 6 
25 and over 20 42 36 29 28 19 17 15 13 11 9 8 6 
80 and over 25 465 38 32 25 20 28 16:14 ..2 9 8 7 
35 and over 60 @- Sm. 2: B..i es. ee BB. . 3:7 
40 and over — ww. & 2s ee se ae ee ee ae rt hUhUmLSl 
and over 40 64 46- 38 30 24 223 19 16 14 11 #10 «8 
50 and over 45 657 48 40 31 26 28. 20 17 14 12 10 ._9 


THE TRAFFIC WORLD 735 


55 and over 50 59 50 41 382 27 24 21 18 15 12 11 9 
60 and over 55 62 53 43 34 28 25 22 19 16 13 11 9 
65 and over 60 64 54 45 35 29 26 22 19 16 13 12 10 
70 and over 65 67 57 47 937 30 27 #23 #20 17 14 12 10 
75 and over 70 69 59 48 38 31 28 24 21 17 14 12 10 


80 and over 75 71 60 50 39 32 28 25 21 18 15 13 11 
85 and over 80 73 62 61 40 33 29 26 22 18 15 13 11 
90 and over 85 75 64 53 41 34 30 26 23 19 16 14 11 
95 and over 90 77 65 54 42 35 31 27 23 19 16 14 12 
100 and over 95 79 67 55 438 36 32 28 24 20 17 14 12 


110 and over 100 82 70 57 45 37 33 29 25 21 17 15 12 
120 and over 110 85 72 60 47 38 34 30 26 21 18 15 13 
130 and over 120 88 75 62 48 40 35 381 26 22 18 16 13 
140 and over 130 91 77 64 50 41 36 82 27 28 19 16 14 
150 and over 140 94 80 66 52 42 38 33 28 24 20 17 14 


160 and over 150 96 82 67 53 43 38 34 29 24 20 17 14 
170 and over 160 98 83 69 54 44 39 34 29 25 21 18 15 
180 and over 170100 85 70 55 45 40 35 30 25 21 18 15 
190 and over 180102 87 71 56 46 41 36 31 26 21 18 15 
200 and over 190104 88 73 57 47 42 36 31 26 22 19 16 


220-and over 200108 92 76 59 49 43 88 32 27 23 19 16 
240 and over 220112 95 78 62 50 45 39 34 28 24 20 17 
260 and over 240116 99 81 64 52 46 41 35 29 24 21 17 
280 and over 260120 102 84 66 54 48 42 36 30 25 22 18 
300 and over 280 124 105 87 68 56 50 48 37 31 26 22 19 


320 and over 300127 108 89 70 57 51 44 38 32 27 28 19 
340 and over 320130 111 91 72 59 52 46 39 33 27 23 20 
360 and over 340 133 118 93 73 60. 53 47 40 33 28 24 20 
380 and over 360136 116 95 75 61 54 48 41 34 29 24 20 
400 and over 380 139 118 97 76 63 56 49 42 35 29 25 21 


420 and over 400 142 121 99 78 64 57 50 48 36 30 26 21 
440 and over 420145 123 102 80 65 58 51 44 36 30 26 22 
460 and over 440 148 126 104 81 67 59 52 44 37 31 27 22 
480 and over 460 151 128 106 83 68 60 53 45 38 32 27 28 
500 and over 480 154 181 108 85 69 62 54 46 39 32 28 23 


520 and over 500 157 133 110 86 71 63 55 47 39 33 28 24 
540 and over 520 160 136 112 88 72 64 56 48 40 34 29 24 
560 and over 540 163 139 114 90 73 65 57 49 41 34 29 24 
580 and over 560 166 141 116 91 75 66 58 50 42 35 30 25 
600 and over 580 169 144 118 93 76 68 59 51 42 35 30 25 


625 and over 600172 146 120 95 77 69 60 52 43 36 31 26 
650 and over 625 175 149 123 96 79 70 61 58 44 37 32 26 
675 and over 650178 151 125 98 80 71 62 53 45 37 32 27 
700 and over 675 181 154 127 100 81 72 63 54 45 38 33 27 


725 and over 700 184 156 129 101 83 74 64 55 46 39 38 28 
750 and over 725 187 159 131 103 84 75 65 56 47 39 34 28 
775 and over 750 190 162 133 105 86 76 67 57 48 40 34 29 
800 and over 775 193 164 135 106 87 77 68 58 48 41 35 29 


825 and over 800 196 167 137 108 88 78 69 59 49 41 35 29 
850 and over 825 199 169. 139 109 90 80 70 60 50 42 36 30 
875 and over 850 202 172 141 111 91 81 71 61 51 42 36 30 
900 and over 875 205 174 144 1138 92 82 72 62 51 43 37 31 


925 and over 900 208 177 146 114 94 83 78 62 52 44 87 31 
950 and over 925 211 179 148 116 95 84 74 63 53 44 38 32 
975 and over 950 214 182 150 118 96 86 75 64 54 45 39 32 
1,000 and over 975 217 184 152 119 98 87 76 65 54 46 39 33 


1,025 and over 1,000 220 187 154 121 99 88 77 66 55 46 40 33 
1,050 and over 1,025 223 190 156 123 100 89 78 67 56 47 40 33 
1,075 and over 1,050 226 192 158 124 102 90 79 68 57 47 41 34 
1,100 and over 1,075 229 195 160 126 103 92 80 69 57 48 41 34 


1,125 and over 1,100 232 197 162 128 104 93 81 70 58 49 42 35 
1,150 and over 1,125 235 200 165 129 106 94 82 71 59 49 42 35 
1,175 and over 1,150 238 202 167 181 107 95 83 71 60 50 43 36 
1,200 and over 1,175 241 205 169 183 108 96 84 72 60 51 43 36 


1,225 and over 1,200 244 207 171 134 110 98 85 73 61 51 44 87 
1,250 and over 1,225 247 210 173 1386 111 99 86 74 62 52 44 37 
1,275 and over 1,250 250 213 175 138 113 100 88 75 63 53 45 38 
1,300 and over 1,275 253 215 177 139 114 101 89 76 63 53 46 38 


1,325 and over 1,300 256 218 179 141 115 102 90 77 64 54 46 38 
1,350 and over 1,325 259 220 181 142 117 104 91 78 65 54 47 39 
1,375. and over 1,350 262 223 183 144 118 105 92 79 66 55 47 39 
1,400 and. over 1,375 265 225 186 146 119 106 93 80 66 56 48 40 


1,425 and over 1,400 268 228 188 147 121 107 94 80 67 56 48 40 
1,450 and over 1,425 271 230 190 149 122 108 95 81 68 57 49 41 
1,475 and over 1,450 274 233 192 151 123 110 96 82 69 58 49 41 
1,500 and over 1,475 277 2385 194 152 125 111 97 83 69 58 50 42 


Over 1,500 miles....(1) (1) (1) (1) () (1) @) @ @) Q@) @) @) 


FINDS OVERCHARGES 


In a report on No. 15209, Victor Milling Company vs. Mis- 
souri Pacific et al., Examiner Myron Witters said the Commis- 
sion should find that the charges assessed on wheat from Kan- 
sas City to Memphis, Hot Springs, Ark., and Deport, Tex., with 
transit accorded at Leavenworth, Kans., and Marshall, Mo., 
were applicable. He said the Commission should find that a 
similar shipment from Kansas City to Omaha, with transit at 
Leavenworth and Marshall, was overcharged. He said refund 
of overcharges should be directed and the complaint dismissed. 
The complaint alleged the rates were unjust, unreasonable and 
unjustly discriminatory to the extent they exceeded those from 
Kansas City to the respective destinations. The examiner said 
the Commission should find transit was not authorized at Mar- 
shall on grain originating at Kansas City or points beyond, 
given transit at Leavenworth, to. Memphis, Hot Springs and 
Deport and that the proportional rates from Kansas City to 
Hot Springs, Memphis and Deport were not applicable. The 
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overcharge on the shipment to Omaha was the only error the 
examiner found. 


REPARATION ON WRAPPING PAPER 


Kxaminer J. Edgar Smith, in a report on No. 14462, Badger 
Bag & Paper Company vs. Minnesota, Dakota & Western, Di- 
rector-General, et al., said the Commission should award repa- 
ration on account of an unreasonable rate charged on nine car- 
loads of wrapping paper shipped in November, 1918, from In- 
ternational Falls, Minn., to Wausau, Wis. He said the Commis- 
sion should find that the reasonable rate to have applied would 
have been a through rate of 29 cents, composed of a rate on 
wrapping paper from International Falls to Duluth of 13 cents, 
and a rate of 16 cents from Duluth to Wausau. 


STRAWBERRY CASE DISMISSED 


Examiner Myron Witters has recommended the dismissal of 
No, 15009, Louis Singer vs. St. Louis-San Francisco on a finding 
that a rate of 45.5 cents on a carload of strawberries from Sar- 
coxie, Mo., to Kansas City, Mo., imposed on a shipment in May, 
1920, was applicable. The allegation was that it was unjust 
and illegal to the extent that it exceeded 41.5 cents. Com- 
plainant’s sole contention, the examiner said, was that the rate 
charged was not the lawful one because no cross-reference was 
made to it in the general class and commodity tariff. The de- 
fendant admitted that the cross-reference should have been 
made but maintained that the commodity rate was the lawfully 
published and applicable one. The examiner said that the Com- 
mission should find that the defendants’ failure did not render 
the commodity rate unlawful. He said the defendant should 
amend its tariff. 


COTTONSEED RATES 


An order of dismissal has been recommended by Examiner 
R. L. Shanafelt, in No. 15218, Cairo Cotton Oil Mill, Inc., et al., 
vs, Illinois Central et al., on a finding that rates on cotton- 
seed, carloads, from points in western Kentucky and Tennessee, 
on the Hickman division of the Illinois Central, to Cairo are 
not unreasonable or unduly prejudicial. 


COTTONSEED REPARATION 


Reparation has been recommended by Examiner Horace W. 
Johnson, in No. 15190, Roberts Cotton Oil Company vs.. Butler 
County R. R. et al., on account of an unreasonable rate of 19 
cents on six carloads of cottonseed shipped between September 
30 and December 30, 1923, from Broseley, Mo., to Cairo. The 
examiner said the Commission should find it unreasonable to the 
extent it exceeded 18 cents, minimum 40,000 pounds. The 
minimum under the 19-cent rate was 30,000. 


WOOL CASE REPARATION 


Awards of reparation have been proposed by Examiner J. 
Edgar Smith in No. 13318, Boston Wool Trade Association vs. 
Director-General, in accordance with the Commission’s finding 
in the original report in this case, 81 I. C. C., 131. Sixty-two 
shipments were involved in this case. Smith said his report 
would be misunderstood if it were assumed that all or any part 
of the sixty-two shipments were shown to have been misrouted 
or overcharged. All that was intended, he said, was to indicate 
that upon the record, as made, the shipments in question could 
have moved via the Mississippi River crossings named in the 
original report without unnatural or out-of-line hauls, and that 
beyond these crossings they could have moved via the lines of 
parties to the Frisco tariff, provided the higher rate via Chicago 
did not appear upon the bills of lading. He said the Commission 
should find that each of the complainant’s members named in 
the report paid and bore the charges on the shipments specified. 
He said that upon those shipments the shippers named were 
entitled to reparation, provided the bills of lading did not show 
the higher rates. 


BROOM HANDLE RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner F. W. McM. Woodrow, 
in No. 15172, Wichita Board of Commerce et al. vs. Chicago, 
Rock Island & Pacific et al., as to a rate on broom handles from 
Glidden, Wis., to Wichita, Kan. A reasonable rate for the future 
was asked. Woodrow said the Commission should find a rate of 
93.5 cents assessed unreasonable to the extent it exceeded 55.5 
cents, on shipments made between August, 1921, and February, 
1922, and that the present rate is and will be unreasonable to 
the extent that it exceeds or may exceed 50 cents. 


SAND AND GRAVEL RATES 


Examiner P. F. Gault, in a report on No. 15014, Campbell 
Construction Company vs. La Crosse & Southeastern et al., and 
a sub-number thereunder, Same vs. La Crosse & Southeastern 
and Chicago, Burlington & Quincy, said the Commission should 
find rates charged on sand and gravel from Winona, Minn., to 
Viroqua, Wis., not unreasonable. The examiner said the com- 
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plainant resorted to unusual routes instead of using a 5.5-cent 
rate applicable over the single line route of the Milwaukee, He 
said the complainant did not use this available route and rate 
because its mixing plant was on the rails of the Southeastern. 
He said the Commission should find that the rates charged were 
not and are not unreasonable, but that the applicable rates, 
which were not collected, were unreasonable to the extent that 
they exceeded the rates charged. He said the collection of 
undercharges should be waived and the complaint dismissed. 


WIRE ROD REPARATION 


On further hearing on No. 12267, Lancaster Steel Prod- 
ucts Company vs. Director-General, Baltimore & Ohio, et al, 73 
I. C. C., 567, Examiner C. W. Griffin thinks the Commission 
should award reparation on shipments of wire rods from Can- 
ton and Youngstown, O., to Lancaster, Pa., and band steel, from 
Lancaster, Pa., to Harrison, N. J., made subsequent to April 11, 
1921, the date of the original hearing. In the first report the 
Commission held inapplicable and unreasonable the fifth class 
rate on carloads of wire rods, in coils, from Canton, Youngs- 
town and the Pittsburgh district to Lancaster; on wire in coils, 
from Lancaster to Harrison; and on band steel, in coils and 
bundles, from Lancaster to destinations in New England, New 
York and New Jersey. The further hearing was on the question 
whether the reparation awarded in the first report should also 
apply to the later shipments. 


LINSEED OIL MEAL RATE 

Attorney-Examiner Arthur R. Mackley, in a report on fur- 
ther hearing in No. 12290, Midland Linseed Products Company 
vs. Director-General, Erie, et al., said the Commission should 
find unreasonable the rates on linseed oil meal from Under- 
cliff, N. J., to Chicago, Ill. and Hammond, Ind., to the extent 
they exceeded the contemporaneous rates on gluten feed and 
gluten meal between the same points and ward reparation to 
that basis. The original report, 69 I. C. C., 753, found them not 
unreasonable or otherwise unlawful and that the shipments had 
not been misrouted. On an examination of the relationship of 
the rates, aside from their inherent reasonableness-or unrea- 
sonableness, Mackley said they should be held unreasonable to 
the extent they exceeded those on gluten feed and meal. 


COMBINATION RULE CASE 

A finding of overcharge and an award of reparation have 
been recommended by Examiner T, E. Pyne in No. 15076, Sloan 
& Zook Company vs. Midland Valley et al., as to shipments 
of gasoline from Big Heart, Okla., to West Eldred, Pa., in No- 
vember, 1920. A rate of 74 cents was collected. The examiner 
said the case should be disposed of by the rule that was applied 
in Standard Oil Company vs. M. V. R. R. Co., 81 I. C. C. 193. 
In that case the Commission, in a situation, the examiner said, 
was almost identical, in a tariff sense, found that the combina- 
tion rule in Kelly’s I, C. C. 851 applied to the through combina- 
tion, although the western tariff carrying one of the factors 
made no reference to the Kelly rule. He said the applicable 
rate was 54 cents. 


MODIFICATION RECOMMENDED 


Examiner Paul O. Carter, in a report on No, 11894, Indiana 
Rates, Fares and Charges, on further hearing, has advised the 
Commission to modify its finding, made in 60 I. C. C., in respect 
of the rates on baled straw, from Veedersburg, Hillsboro and 
Layton, Ind., to Marion, Ind., in the period from December 5, 
1921, to February 1, 1922. He said the Commission should now 
find that commodity rates of 13.5 cents on baled straw, prior to 
January 1, 1922, and 12 cents thereafter, would not have caused 
any undue prejudice to persons or localities in interstate com- 
merce or unjust discrimination against interstate commerce. 


PETROLEUM PRODUCTS’ REPARATION 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Morris H. Konigsberg in 
No. 15372, Standard Oil Company of Louisiana vs. Yazoo & 
Mississippi Valley et al, as to rates on two tanks of gasoline 
and two tanks of petroleum refined oil, shipped in August, 1922, 
from North Baton Rouge, La., to Pikeville, Tenn. The complaint 
alleged the rates imposed were unjust and unreasonable and in 
violation of the combination part of the fourth section. Charges 
were collected at a rate of 79 cents. The examiner said that 
_ rate should be found unreasonable to the extent it exceeded 

cents. 


LINSEED OIL REPARATION 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Paul O. Carter in No. 
14873, W. P. Fuller & Company vs. Southern Pacific. Carter 
said the Commission should find that the rates charged on 31 
cars of linseed oil, in tanks, from San Francisco to Los Angeles, 
between May 15 and December 2, 1922, were unreasonable to 
the extent they exceeded 35 cents prior to July 1, 1922, and 
31.5 cents thereafter. The allegation was the rates were unjust, 
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unreasonable, unduly prejudicial and illegal. Fifth-class rates 
of 43 cents, prior to July 1, and 38.5 cents thereafter were 
charged. Reparation was sought to the basis of 35 cents, prior 
to July 1, and 31.5 cents thereafter. 


GUM VENEER CASE DISMISSED 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 14680, Frost’s Veneer Seating Co., Ltd., vs. St. Louis 
Southwestern et al., on a finding that the through rate in effect, 
in December, 1920, on gum veneer, from Clarendon, Ark., to 
Newport, Vt., was not unreasonable. 


ACID PHOSPHATE RATES 


A finding of undue prejudice and a denial of reparation have 
been recommended by Examiner Burton Fuller in No. 14838, 
Buhner Fertilizer Company vs. Baltimore & Ohio, et al., as to 
rates on acid phosphate from Nashville, Tenn., to Seymour, Ind. 
The complaint alleged that the rates were and are unreasonable 
and unduly prejudicial to complainant and unduly preferential 
of fertilizer manufacturers at New Albany and Jeffersonville, 
Ind. The Commission was asked to prescribe reasonable and 
non-prejudicial rates for the future and award reparation on 52 
carloads, which moved between August 1, 1921 and October 31, 
1922. The examiner said the Commission should find the rates 
not unreasonable but unduly prejudicial to the extent that the 
component from Louisville to Seymour exceeded, exceeds or 
may exceed the same percentage relationship to the propor- 
tional sixth class rate from Louisville to Seymour that the 
spread in the rate from Nashville to New Albany and Jefferson- 
ville over Louisville bears to. the proportional sixth-class rate 
from Louisville to New Albany and Jeffersonville. Fuller said 
there was no proof of damage resulting from the undue 
prejudice. 


SHEEP MINIMUM CASE 


Dismissal of No. 14130, R. N. Stanfield et al. vs. Oregon- 
Washington Railroad & Navigation Company et al., and No. 
14274, National Livestock Exchange vs. Atchison, Topeka & 
Santa Fe et al., has been recommended by Examiner Frank M. 
Weaver. He said the Commission should find that the carload 
minima on sheep, lambs, goats and kids, in double-deck cars, in 
Western Classification, were so directly and intimately related to 
the rates per 100 pounds that the propriety of the minima 
could not be determined without consideration of the measure 
of the rates. He said that such minima, considered in connection 
with the rates per 100 pounds, were not unreasonable or other- 
Wise unlawful. 

The first-mentioned complaint alleged the minima and the 
resultant charges from points in Utah, Idaho, Oregon and Wash- 
ington to various points, especially Denver, Chicago and Mis- 
souri River crossings, had been, were, and for the future would 
be, unreasonable. The Commission was asked to prescribe rea- 
sonable minima and award reparation on shipments made since 
July 20, 1920. The National Livestock Exchange alleged that the 
minima from and between. points in Western Classification ter- 
ritory were, and for the future would be, unreasonable, unjustly 
discriminatory and unduly prejudicial. The Northwestern Live- 
= Shippers’ Traffic League intervened in support of the com- 
plainant. 


PAPER ARTICLES REPARATION 


Examiner F. W. McM. Woodrow, in a report on No. 15189, 
San Antonio Paper Company vs. Chicago & Alton et al., said the 
Commission should find unreasonable and unduly prejudicial 
rates to San Antonio on printing paper, carloads, from Hamilton, 
0., and on strawboard in carloads from Peoria, and award repa- 
tation. He said the Commission should hold unreasonable and 
unduly prejudicial the rate from Hamilton to the extent that 
it exceeded 86.5 cents prior to and 78.5 cents after July 1, 1922, 
and that the rate from Peoria, on strawboard, was unreasonable 
and unduly prejudicial to the extent it exceeded 78 cents. 


PAPER STOCK CASE 


Examiner Warren H. Wagner has recommended the dis- 
missal of No. 14356, Chase & Norton, Inc., et al. vs. Ann Arbor 
et al., on a finding that rates on paper stock (waste paper and 
rags), in carloads, from points in New York Harbor to points in 

ew York, New Jersey and New England and to Niagara Falls, 
Canada, were, and are not unreasonable, or otherwise unlawful. 
The complaint alleged they were unreasonable, unjustly dis- 
criminatory and unduly prejudicial to the extent they exceeded 
the rates to the same destinations from Manhattan Island pier 


ay Reasonable rates for the future and reparatoin were 
ent. 


COAL TAR REPARATION 
In a report on No. 14872, Barrett Company vs. Baltimore & 
Ohio et al., Examiner J. P. McGrath said the Commission should 
find unreasonable and award reparation, as to a rate of 34.5 
cents and the charges accruing thereunder,.on coal tar in tank 
cars from Fairmont, W. Va., to East Boston (Everett), Mass., to 
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the extent that it exceeded 31 cents. The shipments, eighteen 
in number, moved from Fairmont in January, 1921. The full 
sixth-class rate of 34.5 cents, which was applicable, was applied. 
At the time the shipments moved, the examiner said, commodity 
rates on coal tar were maintained to Everett, of 30 cents from 
Dunbar, Pa., 66 miles northeast of Fairmont, over the Baltimore. 
& Ohio, and 33.5 cents from a number of points on and west of 
the line of the Baltimore & Ohio between Wheeling and Parkers- 
burg, W. Va. He called attention to the fact that Fairmont was 
about 78 miles southeast of Wheeling and 113 miles east of 
Parkersburg, over the Baltimore & Ohio. 


ORANGE RATES UNREASONABLE 


A finding of unreasonableness, an award of reparation and 
an order for the future establishing reasonable rates on oranges, 
have been recommended by Examiner C. I. Kephart in a report 
on No. 15107, Hansen-Peterson Company et al. vs. Atchison, 
Topeka & Santa Fe et al. He said the Commission should find 
rates on oranges, in carloads, from points in California to Vir- 
ginia, Minn., unreasonable to the extent they exceeded, exceed 
or may exceed the group F rates, and that the rates assessed 
on the shipments were illegal and resulted in overcharges to the 
extent they exceeded the Winnipeg rates. The shipments in 
question were made between May 1 and July 17, 1921. 


BROKEN STONEWARE RATES 


Examiner John C. Donnally, in a report on No. 14929, North- 
western Terra Cotta Company vs. Pittsburgh, Cincinnati, Chicago 
& St. Louis et al., proposes the Commission shall find unreason- 
able and award reparation as to rates and charges on broken 
stoneware and broken tile, carloads, from Brazil, Ind., to Chicago, 
prior to July 1, 1922. He said the Commission should find the 
existing rate not unreasonable. He said it should find that the 
rate of $2.24 was unreasonable to the extent it exceeded $2.11 
per net ton, minimum 50,000; that complainant received ship- 
ments thereunder subsequent to September 7, 1920, and was en- 
titled to reparation. The complaint covered shipments made 
between September 1, 1920, and May 20, 1922. The complaint al- 
leged that the rate was unreasonable and unduly prejudicial to 
the extent it exceeded a rate of $1.96 contemporaneously main- 
tained on brick, other than common, for the same haul. An in- 
formal complaint was filed September 7, 1922. Shipments which 
were delivered or tendered for delivery prior to September 8, 
a ee said, were barred by the limitation provisions 
o! e act. 





COMMISSION ORDERS 


The Barnsdall Refining Company, Cosden & Company, Em- 
pire Refineries, Inc., Marland Refining Company, Producers & 
Refiners Corporation, Shafers Oil & Refining Company, Tidal 
Refining Company and the Transcontinental Oil Company have 
each been authorized to intervene in No. 15584, The Sinclair 
Refining Company et al. vs. Ahnapee & Western Ry. et al. 

On petition of the defendant, Uintah Railway Company, the 
Commission has reopened for further hearing the proceedings 
in No. 12716, Utah Gilsonite Company vs. Santa Fe et al. 

The proceedings in No. 13667, Philadelphia Quartz Company 
of California vs. Director-General, have been reopened for fur- 
ther hearing. 

The petition of the Illinois Central Railroad asking for a 
reopening and further consideration of Agent Hosmer’s Fourth 
Section Application No. 1883, Plaster, stucco, and other gypsum 
products to Peoria and Pekin, IIl., has been denied. 

The Commission has denied the defendant’s petition for 
rehearing and reargument in No. 14851, L. G. Everist, Inc., et 
al. vs. C. M. & St. P. Ry.; however, it has reopened the pro- 
ceeding for further consideration upon the present record. 

The several petitions for intervention and rehearing filed 
by the Washington Building Lime Company, Charles C. Bye, 
chairman, Bastern Lime Producers, in Trunk Line territory, Se- 
curity Cement and Lime Company, Palmer Lime and Cement 
Company, Blair Limestone Company, and T. D. Geoghegan, Traf- 
fic Commissioner, on behalf of various parties, in No. 13014, 
Lehigh Lime Company vs. A. C. & Y. Ry. et al., have been de- 
nied by the Commission. 

The proceedings in No, 11756, Bangor & Aroostook Railroad 
Company et al. vs. Aberdeen & Rockfish R. R. et al., have been 
reopened for further hearing and consideration upon the issues 
presented by the various petitions filed by the carriers. 

The defendants’ petition for modification of the Commis- 
sion’s report in No. 14288, Oscar Mayer & Company vs. C. & 
N. W. Ry. et al., has been denied. 

The complainant’s petition for rehearing and reargument 
in No. 12897, Eastern Texas Electric Company vs. Director-Gen- 
eral, Texas & New Orleans R. R. et al., has been denied. 

The San Francisco Chamber of Commerce has been per- 
mitted to intervene in No. 14392, Public Service Commission 
of Oregon vs. Central Pacific Ry. et al. 

The Lehigh Portland Cement Company and Security Cement 
& Lime Company have been authorized to intervene in No. 
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15380, the Atlas Portland Cement Company vs. Adirondack & 
St. Lawrence R. R. etal. . 

The Southern Cotton Oil Company has been awarded rep- 
aration in the approximate sum of $35,000 on account of un- 
reasonable rates charged for the transportation of numerous 
carloads of copra oil from points in Louisiana, Mississippi, Ten- 
nessee and Arkansas to various destinations. 

The Commission has denied the defendants’ second petition 
dated March 7, to suspend the effective date of the order en- 
tered in No. 14323, Cities of Marshall and Jefferson, Tex. et al. 
vs. T. & P. Ry. et al. 

The Ohio Collieries Company and the Tropic Mining Com- 
pany have been authorized by the Commission to intervene in 
No. 15007 (and Sub-No. 1), Pittsburgh Coal Producers’ Associa- 
tion et al. vs. Ashland Coal & Iron Ry. et al. 

The Commission has modified its order in No. 14323, Cities 
of Marshall and Jefferson, Tex., et al. vs. T. & P. Ry. et al., so 
that the effective date thereof, in so far as it relates to rates on 
sugar from New Orleans, La., and points taking New Orleans 
rates, to Marshall and Jefferson, Tex., is postponed until April 
25, 1924. 

The Commission has denied the defendants’ petition for re- 
hearing in No, 11541, Arizona Corporation Commission et al. vs. 
Arizona Eastern R. R. et al. 

Through a reparation order in No. 11947, Armour & Com- 
pany vs. C. of Ga, Ry., Director-General, et al., the Commission 
has awarded the sum of $39,570.30 to Armour & Company and 
Swift & Company, jointly, on account of unreasonable rates 
charged for the transportation of numerous carloads of hogs, 
from points in Florida, Alabama and Tennessee to Fort Worth, 
Tex. 

Reparation in various sums has been awarded to the com- 
plainants in No. 11982, A. & C. Mill Company et al. vs. Director- 
General, Aberdeen & Rockfish R. R., et al., on account of un- 
reasonable rates charged on numerous carloads of cedar shin- 
gles from points in the coast group in Oregon, Washington and 
British Columbia to certain points in Oklahoma and Texas. 

The Commission has reopened for further hearing the pro- 
ceeding in No. 14121, The Jewel Company vs. Santa Fe et al. 

The Reliance Brick Company has been authorized to inter- 
vene in No. 15628, Kansas Gas Belt Brick Manufacturers’ Asso- 
ciation et al. vs. Abilene & Southern Railway et al. 

The Commission has denied the petition filed on behalf of 
carriers respondents and defendants requesting the postpone- 
ment of the effective dates of the supplemental order entered 
on December 24, 1923, in No. 9702, Memphis-Southwestern In- 
vestigation, and consolidated cases, 

The Quincy Freight Bureau has been authorized to inter- 
vene in No. 15299, Hannibal Shippers’ Association vs. Santa Fe 
et al. 


The Santa Ana Chamber of Commerce has been authorized 
to intervene in No. 15526, San Diego Chamber of Commerce vs. 
A. & V. Ry. et al. 

Chestnut & Smith Corporation has been permitted to inter- 
vene in No. 15584, the Sinclair Refining Co. et al. vs. Ahnapee 
& Western Ry. et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2062, the commission has suspended from 
March 15 until July 13 schedules as published in supplement 
No. 11 to St. Louis-San Francisco I. C. C. No. 8178. The sus- 
pended schedules propose to cancel intermediate switching pro- 
visions of the St. Louis-San Francisco Railway at Tulsa, Okla., 
on traffic interchanged between the Atchison, Topeka and Santa 
Fe Railway or the Missouri-Kansas-Texas Railway and the Sand 
Springs Railway, on which the St. Louis-San Francisco Rail- 
way performs the intermediate switching from or to the Sand 
Springs Railway. 

In I. and S. No. 2063, the Commission has suspended from 
March 15 until July 13. schedules as published in supplement 
No. 22 to New York Central, I. C. C.-L. S. No. 1047. - The sus- 
pended schedules propose to restrict the application of carload 
rates on printing or book paper from Kalamazoo and other 
Michigan producing points to various Illinois and Wisconsin 
destinations to the direct routes serving those points, which 
would result in higher sixth-class rates via the eliminated 
routes to the destinations to which through rates are in effect 
as well as to intermediate points via such routes. The fol- 
lowing is illustrative: 


From Kalamazoo, Mich. 


To Present Proposed 
Mt. Morris, 


GI eo eke CDSS de ok oS Stees oddes 21.5 25.5 

Freeport (via Ill. Cent., C. & N. W., or C., M. & St. 
a si oliiediced tik eatin Mihaid Sew ee NS Ky ee GB aie 21.5 21.5 
Freeport (via other routes), Ill, ......ccceceecascecees 21.5 25.5 


In I. and S. No. 2067, the Commission has suspended, from 
March 17 until July 15, schedules as published in supplement 
No. 6 to Wilson’s I. C. C. No. A-103. The suspended schedules 
propose to eliminate the Boston & Albany R. R., the Richmond, 
Fredericksburg & Potomac R, R. and the Southern Ry. as par- 
ticipating carriers in the above-named tariff, which at present 
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provides for the storing and reconsignment in transit of apples 
and pears at points on those lines. 

In I. and 8, No. 2069, the Commission has suspended, from 
March 18 until July 16, schedules as published in supplement 
No. 7 to Atchison, Topeka & Santa Fe Railway I. C. C. No. 9528. 
The suspended schedules propose to assess a charge of $3.60 
per car to cover the switching of carload traffic from team 
inspection or hold tracks of the Atchison, Topeka & Santa Fe 
Railway, in Kansas City, Mo., on all inbound shipments whic} 
have been accepted by the consignee and are later orderer 
switched to another road for rebilling as a new shipment. 

In I. and S. No. 2068, the Commission has suspended, from 
March 18 until July 16, schedules as published in the following 
tariffs: Missouri Pacific Railroad Company: I. C. C. No. A-6137 
and I. C. C. No. A-6138; St. Louis Southwestern Railway Com. 
pany: Supplement No. 5 to I. C. C. No. 4017, I. C. C, No. 4206 
and I. C. C. No. 4207; St. Louis-San Francisco Railway Com- 
pany: Supplement No. 13 to I. C. C. No. 7967, supplement No. 
10 to I. C. C. No. 7982 and supplement No. 9 to I. C. C, No. 7997. 
The susended schedules propose to revise the rates on grain 
and grain products between stations in southeast Missouri on 
the one hand and Mississippi River crossings on tke other, 
which result principally in increases. 


Pres ‘Prop. “Pras 
res, op. res. : 
From Sikeston, Mo., to Memphis, Tenn...... 14% 16 Jf 13 ity 
From Sikeston, Mo., to Cairo, Ill............ 12 13% 11 12 
From Dexter, Mo., to New Orleans, La...... 26% 33 24 31144 


In I. and S. No. 2064, the Commission has suspended from 
March 15 until July 13, schedules as published in supplements 
No, 48 to joint tariff, Leland’s I. C. C. No. 1562 and Jones’ I. C. C. 
No. 1354. The suspended schedules propose to cancel various 
routes through the Memphis, Tenn., New Orleans, La., and Vicks- 
burg, Miss., gateways, on traffic to or from points on the Mis- 
souri-Kansas-Texas Railroad Company. and its connections in 
Oklahoma on the one hand and points east of the Mississippi and 
south of the Ohio rivers, including the Virginia cities, on the 
other hand. 

In I. and S. No. 2065, the Commission has suspended from 
March 15 until July 13, schedules as published in supplement 
No. 10 to Cottrell’s I. C. C. No. 469 and in supplements No. 26 
to joint tariff, Curlett’s I. C. C. No. A89, and Speiden’s I. C. ¢. 
No. 656. The suspended schedules propose to increase the rates 
applicable on matches, carloads, from Bellefonte, Pa., to Chat- 
tanooga, Tenn., group and Knoxville, Tenn., as illustrated below: 


From To Present Proposed 
Bellefonte, Pa., Chattanooga, Tenn., and Group, 4 
BMOSVING, TENN. .cvcccece coooees SOTRE 111 


In I. and S. No. 2066, the Commission has suspended from 
March 15 and later dates, until July 13, schedules as published 
in various tariffs issued by carriers serving the St. Louis, Mo- 
Hast St. Louis, Ill., district. The suspended schedules propose 
to increase the minimum charge per car for switching carload 
traffic to and from industrial, private, public, hold or interchange 
tracks of the Manufacturers Railway at St. Louis, Mo., on all 
commodities except coal from 5.85 (the present minimum charge) 
to $6.50 per car, and to increase the present switching charge to 
and from the same tracks on coal from 16 cents per net ton (the 
present charge) to 20.7 cents per net ton. 

I. and S. No. 2070, the Commission has suspended from 
March 20th until July 18, all schedules as published in supple- 
ment No. 13 to Agent E, B. Boyd’s tariff I. C. C. No. A-954. 
The suspended schedules propose to cancel the joint through 
rates on potatoes, carloads, from Minnesota, Wisconsin and 
northern Michigan when destined to Birmingham, Ala., Knox- 
ville and Jellico, Tenn.,.and to apply in the future the lowest 
aggregate of intermediate rates. 

The following examples are illustrative of the situation: 


To— Birmingham, Ala. Knoxville, Tenn. 


Present Proposed Present Proposed 
From— 


Cambridge, Minn.......... o. ae 81 72 78% 
Se. WOME, BER... occ cc-cces 75 84 72 81 
Knowlton, Wisc........... 75 81 69 718 


In I, and S. No. 2071, the Commission has suspended from 
March 20, until July 18, schedules published in the Chesapeake 
& Ohio I. C. C. No. 9869. The suspended schedules propose 
to cancel rates on bituminous coal from mines in Kentucky, 
Virginia and West Virginia moving via La Crosse, Ind., in con- 
nection with the Pere Marquette Railway to certain destinations 
in Michigan and Wisconsin which would result in the appli- 
cation of higher combination rates via the eliminated routes. 

In I, and S. No. 2072, the Commission has suspended, from 
March 20 until July 18, schedules as published in Leland’s I. C. C. 
No. 1672. The suspended schedules propose to increase the 
rates on lumber and other forest products from certain stations 
in Missouri to Burlington and West Burlington, Ia. The follow- 
ing is illustrative: 

TO BURLINGTON, IA. 

From Proposed 

MOR os <.. «ota, wracchaacenes Ais done ea pies aiee-aale 30 
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SENATE COMMITTEE ACTS 


The Trafic World. Washington Bureau 


By a vote of ten to two the Senate interstate commerce 
committee March 19 ordered a favorable report on Senator 
Gooding’s long-and-short-haul clause bill, with amendments. The 
members of the committee, it was understood, who voted for 
the bill were: Chairman Smith of South Carolina, Couzens of 
Michigan, Pittman of Nevada, Mayfield of Texas, Cummins of 
Iowa, Wheeler of Montana, Dill of Washington, Gooding of Idaho, 
Howell of Nebraska, and La Follette of Wisconsin. The members 
who voted against the bill, it was understood, were: McLean 
of Connecticut and Bruce of Maryland. Senator Cummins, 
who is in Florida, and Senators La Follette and Wheeler 
were not present, but, it was understood, directed that their 
votes be cast for the bill. The clerk of the committee was di- 
rected to hold secret how the members voted. The members 
of the committee not present and whose votes were not re- 
corded March 19 were: Watson of Indiana, Fernald of Maine, 
Elkins of West Virginia, Fess of Ohio, and Underwood of Ala- 
bama. 

It had been believed that action by the committee might 
be deferred until all the testimony had been printed. Two vol- 
umes of the testimony had been printed, but a third was yet 
to come from the press when the vote was taken. It had been 
evident, however, that a majority for the bill existed in the 
committee, so that further consideration would not have changed 
the situation. 

The bill was ordered reported with an amendment elimi- 
nating the last proviso of paragraph one, relating to the period 
of six months after which carriers could not depart from the 
fourth section, and section two, relating to rail rates reduced 
on account of water competition not being raised, and adding 
to the bill a proviso giving a period of twelve months in which 
carriers shall file necessary tariffs and line up their rates in 
accord with the provisoins of the bill as to departures other 
than on account of circuitous routes. It was said that the 
proviso would not disturb departures on account of circuitous 
routes. A further proviso added to the bill excepted from the 
provisions thereof export and import rates and express rates 
established under the block system. The committee decided 
that the bill would not adversely affect short lines. 

The proponents of the bill, it was said, will seek to bring 
the bill before the Senate for early action. 

The committee also ordered a favorable report on §S. 2704 
the Commission’s bill amending paragraph three of section 
sixteen of the act to meet the situation growing out of the Wolf 
case decision. The bill was ordered reported as drafted by the 
Commission. The text of the bill was printed in The Traffi 
World of March 8. 

The members: of the committee debated at considerable 
length the bills providing for repeal of section 15-a, but no 
action was taken. It was understood that. these bills would be 
taken up again in the near future. The section was criticized 
_ eres: in the debate among the members, it “was under- 
stood. 

; Consideration was given to the bills providing for elimina- 
tion of the Pullman surcharge, but action was deferred, it was 
understood, pending action by the Commission in the formal] 
case now pending before it with reference to the surcharge 


Text of Gooding Bill 


The Gooding long-and-short-haul clause bill as ordered favor- 7 


ved reported by. the. Senate interstate commerce committee 
ollows: 


Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, That para- 
graph (1) of section 4 of the Interstate Commerce Act, as amended, 
is amended to read as follows: antes 

“(1) That it shall be unlawful for any common carrier subject 
to the-provisions of this Act to charge or receive any greater com- 
pensation in th eaggregate for the transportation of passengers. 
or of a like kind of property, for a shorter than for a longer 
distance over the same line or route in the same direction, the 
Shorter being included within the longer distance, or to charge 
any greater compensation as a through nate than the aggregate 
of the intermediate rates subject to the provisions of this Act, 
but this shall not be construed as authorizing any common carrier 
within the terms of this Act to charge or receive as great com- 
pensation for a shorter as for a longer distance:, Provided, That 
upon application to the commission a common carrier by rail 
may, after public hearing, be authorized by the commission to 
charge less for longer than for shorter distances for the trans- 
portation of passengers or property only in a case where the 
Toute via the applicant rail carrier or rail carriers is longer than 
via the route of some other rail carrier or rail carriers between 
the same points; but in-exercising the authority conferred upon 
it in this proviso the commission shall not permit the establish- 
ment of any charge to or from the more distant point that is not 
reasonably compensatory for the service performed; and if a 
c peuitous rail line or route is granted authority to meet the 


charges of a more direct rail line or rail route to or from com- _ 


petitive points and to maintain higher charges té or from inter- 
mediate points on its line, the authority shall not include inter- 
mediate points as to which the haul of the petitioning line or 
ope is not longer than that of the direct line or route between 

© competitive points: Provided further, That the commission 
may, with or without hearing, upon its own motion or upon appli- 
cation of. carriers or shippers,. in cases-of emergency such. as 
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drought or disaster, authorize during the continuance of said 
emergency any common carrier or carriers to charge or receive a 
greater compensation fora shorter than for a longer distance: Pro- 
vided further, “When a carrier by rail now has in effect any rate, 
fare,-or charge which is less for th elonger than for the shorter 
distance between two points (the shorter being included within 
the longer distance), and which has been authorized by the com- 
mission or to which application has been filed with the commis- 
sion and not yet acted upno, it shall not be required to change such 
rate, fare, or charge within twelve months after the passage 
of this amendatory act, nor thereafter if either before the com- 
mencement of or within the said twelve months period such- 
rate, fare, or charge shall have been authorized by an order of 
the commission, after hearing, and entered in compliance with the 
provisions of this act, as hereby amended and such order shall 
not be temporary in character, for the purpose of allowing such 
carrier by rail to meet the competition of another carrier by rail 
whose route is shorter between said points. 

“And provided further, that nothing in this section contained 
shall prevent the commission from authorizing or approving de- 
partures from the provisions of this section in so far as applicable 
to import or export rates or to a block system of express rates 
established by order or with the approval of the commission, or 
permitted by it to be filed.” 


PROTECTION OF EXPRESS EMPLOYES 


The Trafic World Washington Bureau 


Witnesses for the railroads appeared before Senators Good- 
ing and Howell March 20 to testify on the bills requiring the 
railroads to provide steel cars for the express and baggage 
services. W. R. Scott, vice-president of the Southern Pacific; 
V. R. Hawthorne, secretary of the mechanical division of the 
American Railway Association; S. A. Stockard, general super- 
intendent of transportation of the Atlantic Coast Line; W. B. 
Porter, inspector of transportation on the L. & N., were among 
the witnesses heard in opposition to the bills. 

The position of the carriers, as outlined by the witnesses, 
is that the railroads are retiring wooden baggage and express 
cars as rapidly as possible under existing conditions; that they 
are not ordering any new wooden cars but are buying steel 
cars; that to remove all wooden cars in the express and baggage 
service and substitute steel cars would cost approximately 
$200,000,000, and that if Congress passed the proposed bills, 
preference would have to be given the express and baggage serv- 
ice at the expense of general passenger travel and other neces- 
sary steps for the protection of passengers generally. 





HOUSE COMMITTEE ON RAIL LEGISLATION 


The House committee on interstate and foreign commerce 
has decided to dispose of bills on which hearings have been 
held before formulating a course with reference to the railroad 
bills that have been referred to the committee. 

A number of members of the committee desire that hearings 
be held on the Hoch resolution providing for revision of the 
freight rate structure by the Commission. The committee prob- | 
ably will hold a meeting in the next few weeks to determine 
which measure pending before it will be taken up first. 


AGAINST CHANGES IN THE ACT 


Senator Capper of Kansas has submitted to the Senate a 
memorial of sundry employes of the Kansas City Southern at 


Pittsburg, Kan., remonstrating against amendment of the trans- 
portation act. 


WOULD REPEAL ACT 


Representative Hammer of North Carolina has introduced 
a bill (H. R. 8052) to repeal the transportation act.e 

Senator Capper of Kansas had submitted to the Senate a 
petition of L. C, Weeks, as local secretary of the Federated 
Shop Crafts and of the Brotherhood of Railway Carmen of 
America, of Osawatomie, Kan., praying for repeal of the so- 
called Esch-Cummins transportation act. 

Representative Wefald of Minnesota has submitted to the 
House a petition of a farmers’ mass meeting held in Red Lake 
county, Minnesota, asking, among other things, ‘revision of the . 
Esch-Cummins act so that it will benefit. the farmers. 


SECTION 154A AND ELECTRIC LINES 


The Traffic World Washington Bureau 


Commissioners Meyer and Potter heard argument ‘March 
19 on the question of the application of section 15-a of-the in- 
terstate commerce act to electric railways. Approximately 160 
lines have protested to the Commission against application of 
the section to them, contending they do not come within the 
provisions of the section. 

The Illinois Traction System, however, in a brief filed with 
the Commission, claimed it was subject to and entitled to the 
benefits of the section. 

W. H. Sawyer, head of a group of electric lines composed 
of the Alton Granite & St. Louis Traction Company, Bast St. 
Louis Railway Company, Bast St. Louis & Suburban Railway 
Company, St. Louis & Belleville Electric Railway Company, and 
the St. Louis & Hast St. Louis Electric Railway Company, sub- 


mitted the viewpoint of the lines protesting against application 
of the section to them.. 
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Mr. Sawyer argued that the lines represented by him were 
not engaged in the general transportation of freight—that they 
were engaged in such transportation only in a restricted way. 
This argument was directed to the definition of carrier in para- 
graph 1 of section 15-a, which excludes street or suburban elec- 
tric railways unless operated as a part of a general steam rail- 
road system of transportation and interurban electric railways 
unless operated as a part of a general steam railroad system 
or “engaged in the general transportation of freight.” 

Mr. Sawyer, who explained he was vice-president of the 
American Electric Railway Association, said interurban rail- 
ways were not in a satisfactory condition—that the greatest 
deterrent was the automobile on the hard-surfaced roads. He 
said the interurban railways could not finance themselves on 
a basis of a return of less than 8 per cent, comparing that per- 
centage of return with the 6 per cent return under the recap- 
ture clause of section 15-a. In fact, he said, many companies 
were unable to get new money except from those who already 
had their money in the companies. He said those companies 
that were getting capital were paying 8 per cent for it. He 
said an interurban railway could not get money if restricted 
to the requirements of section 15-a. 


EXTENSION OF POSTAL SERVICE 


The Trafic World Washington Bureau 


Notwithstanding the protest of Senator King, of Utah, the 
Senate, without further debate and without a roll call, has passed 
the bill introduced by Senator Harris, of Georgia, providing for 
an experiment in the rural postal service. (See Traffic World, 
March 15, p. 667.) 

The bill follows: 


Be It Enacted, Etc., That during the twelve months next succeed- 
ing the approval of this act, the postmaster general be, and he is 
hereby, authorized to conduct experiments in the operation of not 
more than fifty rural routes, in localities to be selected by him; said 
experiments shall be designed primarily to develop and to encourage 
the transportation of food products directly from producers to. con- 
sumers or vendors, and, if the postmaster general shall deem it neces- 
sary or advisable during the progress of said experiments, he is hereby 
authorized, in his discretion, on such number or all of said routes as he 
may desire, to reduce to such an extent as he may deem advisable 
the rate of postage on food products mailed directly on such routes 
for delivery at the postoffices from which such routes start, and to 
allow the rural carriers thereon a commission on the postage so re- 
ceived at such rate as the postmaster general may prescribe, which 
commission shall be in addition to the carriers’ regular salaries. The 
amounts due the carriers for commissions shall be determined under 
rules and regulations to be prescribed by the postmaster general, and 
when so determined and properly certified to the comptroller gen- 
eral shall be payable monthly by warrant directly from the postal 
revenues: Provided, That the amount so paid shall in no case ex- 
ceed the actual amount of revenue derived from this experimental 
service. 

A report on the progress of this experiment shall be made to 
Congress at the next regular session. 


In bringing up the bill for passage, Senator Harris, after 
pointing out that the bill was debated at length last week, said: 


It has been recommended by the postmaster general and there 
was a unanimous report from the committee on postoffices and post 
roads. I believe that it will be a great help to the farmers in the 
sale of their products, as well as to the town and city people in the 
convenience and promptness with which they get those products. 
There will be also the added feature of probable lower prices because 
of their ability to dispose of the products directly from the producer 
to the consumer. 


AGRICULTURE AND THE RAILROADS 
The Trafic World Washington Bureau 


Assistance given the railroads by the government was dis- 
cussed at length in the Senate preceding defeat of the agricul- 
tural diversification bill providing for government loans to 
farmers, proponents of the measure referring to the financial 
relations between the railroads and the government as a prece- 
dent for putting the credit of the government back of the 
farmer. 

Senator Sheppard, of Texas, referred to the compensation 
paid to the railroads for the use of their properties during the 
twenty-six months of federal control and the obligation of the 
government to return the properties to their owners in sub 
stantially as good repair and with substantially as complete 
equipment as at the beginning of federal control. 

“Hundreds of millions of dollars were appropriated from 
the Treasury for the railroads to enable the government to 
carry out its part of these guaranties and agreements,” said he. 

The senator referred to the increases in rates after enact- 
ment of the transportation act, the guaranty for the six months 
following federal control, the $300,000,000 revolving loan fund, 
and the direction to the Commission to prescribe rates designed 
to yield a fair return. 

“Under the Esch-Cummins act,” said he, “passenger rates 
have been doubled and freight rates have been more than 
doubled as compared with 1913. 

“By what distortion of human logic is a government 
loan to a railroad denominated justice while a government loan 
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to a farmer is branded as socialism? The farms are, in the last 
analysis, more essential to the public welfare than the railroads.” 
Continuing, he said, in part: 


Shortly after the Esch-Cummins act, with its provisions making 
possible net returns above all expenditures for the railroads and safe- 
guarding them against the uncertainties and perils of post-war con- 
ditions, the American farmer, by the deflation policy of our govern- 
ment, was literally pitchforked over the precipice of the most sudden 
and disastrous decline in agricultural values any country or any 
period ever witnessed. That recession sent millions of farmers into 
bankruptcy and ruin and thousands to poverty and despair. 


Now, when government assistance is requested to aid in his 
recovery from war and post-war emergencies, the farmer is told to 
look to his own resources; that there is no help for him from a 
treasury that has been a veritable fountain of benevolence and pa- 
ternalism for the railroads. I protest against this attitude. he 
trouble is that the American Congress does not appreciate and un- 
derstand the plight of agriculture. It does not grasp the fact that 
agriculture, as a paying occupation for the individual who actually 
tills the soil, is threatened with extinction, so far as an American 
standard of living is’ concerned, and that the most far-reaching 
measures are needed if agriculture is properly to survive. 


Senator Howell, of Nebraska, speaking in support of the 
bill, also referred to the assistance given the railroads by the 
government. He referred to the government loan to the Orient 
and said it was not probable that the government would re- 
cover any great portion of that loan. 

“If we favor one industry in this manner, why should we 
not extend the same consideration to another industry?” he 
asked. “I will acknowledge that I do not approve of the gen- 
eral principle, but inasmuch as we have taken this position 
with reference to one industry, why should we exclude agricul- 
ture from equal treatment?” 

Senator Glass, of Virginia, formerly Secretary of the 
Treasury, asked Senator Howell whether he thought that the 
government had any business going into transactions “of this 
sort,” referring to the provisions of the pending bill. 

“If it does,” he continued, “what becomes of the theory of 
more business in government and less government in business? 
If we are going to transform the Treasury of the United States 
into a mercantile establishment doing business on the install- 
ment plan, what becomes of that theory which prevailed so in 
the last presidential campaign, of more business in government 
and less government in business?” 

“I think there is an emergency in this case and the sena- 
tor knows that legislation is usually governed by precedent,” 
replied Senator Howell. 

“I know it should not be governed by a wretchedly bad 
precedent,” replied Senator Glass. 

“I admit that to be true,” said Senator Howell, “and it is 
a fact that in public affairs we ought to be very careful about 
establishing precedents, because they do govern. The govern- 


ment has established a precedent in its treatment of the trans- ; 


portation industry, and the. agricultural industry now comes 
and says, ‘We would like equal treatment.’ ” 

“I do not agree with that proposition at all,” replied Sena- 
tor Glass. “We have heard an exposition of it, I think based 
entirely upon a misapprehension of the facts.” 

Senator Howell again referred to the government loans to 
railroads and Senator Glass said: 


The government took their property. It turned out every officer 
they had. It substituted its own officials. It consolidated their offices, 
their agencies. It consolidated their rolling stock. It took possession 
of them for war purposes, to transport provisions and to transport 
troops in order to win the war. It is not a precedent at all. 

Senator Howell, however, insisted a precedent had been es- 
tablished as he had argued. 

“We fixed the wages the railroads should pay their em- 
ployes,” said Senator McLean, of Connecticut. ‘We fixed the 
rates for wwhich they should carry freight, and we fixed the 
dividends they should pay to their stockholders.” 

“Yes, and in passing the Esch-Cummins law, which fixed the 
rates—minimum rates—and in doing so this government took 
the greatest step toward socialism that has ever been taken 
in the history of the United States,” replied Senator Howell. 

Senator Glass said he was not a member of the Senate when 
the Esch-Cummins act was under discussion; that he was not 
justifying it; that as a matter of fact he drafted the provision 
of the Democratic platform of 1920 condemning the act, and 
that, therefore, he was not an apologist for the law. 


“But there is no analogy at all between this proposition to 
transform the Treasury of the United States into a mercantile 
establishment to be conducted on the installment plan, and 
what Congress did in passing the Esch-Cummins law,” said he. 

“If the Esch-Cummins law, as the senator has insisted, was 
the greatest stride toward socialism we have ever taken, it 
seems to me that ought to cause us to pause and to put a 
restraint upon the Congress of the United States, that we may 
not further indulge in this kind of socialism. But, as I indi- 
cated awhile ago, it is not an analogy.” 

Senator Glass said the railroads had literally broken down, 
financially and physically, were headed for the rocks, and that 
it was essential for the government to take them over as @ 
war measure, Senator Edge, of New Jersey, remarked that the 
government did not take over the roads because the railroads 
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wanted that done, but Senator Glass said he thought the rail- 
road managements wanted the government to take over the 
roads because they had reached the point where they could not 
function under their own diverse managements. 

Continuing, Senator Glass said: 


But it is not an analogy to this proposition in any sense. That 
was solely a war measure; it could be justified on no other ground 
or reason On earth. 

As to a guaranty to the railroads and a bounty to the railroads, 
I have not understood it in the way the senator states it. I have 
understood the matter, not well, I am sure, because I was not a 
member of Congress when it was being discussed; but the Interstate 
Commerce Commission primarily is charged with the function of 
fixing railroad rates. That is a part of its business.. The Esch-Cum- 
mins law, as I understand, simply undertook to define what was the 
reasonable rate which the Interstate Commerce Commission might 
fix to insure a fair return upon the investment of the railroad. 

A maximum rate was fixed, but the government never paid the 
railroads the difference between that maximum rate and their actual 
earnings, which did not reach that maximum rate. So that in the 
large sense there was no guaranty. I confess that I am ill informed 
upon the details of that rate-making part of the scheme; but, in the 
Jjast analysis, that was a war measure. It was an absolute necessity, 
in order to preserve the life of this nation and to win the war; and 
while I think perhaps the railroads have been dealt with too gener- 
ously in the interpretation of the terms of the Esch-Cummins law, 
that does not justify the Congress of the United States six years 
after the war is over in transforming the United States treasury into 
a mercantile establishment to go out and loan money on the install- 
ment plan. 


I do not know what is to become of us if we proceed in this 
fashion. Whose money are we to loan? The United States govern- 
ment has no money of its own. The only way on earth it can get a 
dollar into its treasury is by taking it out of the pockets of the 
American taxpayers. Loan whose money on the installment plan or 
any other plan? When was it ever known before, until in this hectic 
period, that it was a function of government to take money out of 
the pockets of the people and loan it to special interests, on the 
installment plan or upon any other device? 


Senator Fletcher, of Florida, read a letter from C. L. Pot- 
tenger, of Fillmore, N. D., saying that the real dirt farmers of 
North Dakota were not in favor of the bill. The letter, in part, 
follows: 


Thousands of cows that I think were better than the ones that 
will be bought with this money were shipped out of the state last fall 
for want of feed. Before we get this stock they speak of we must 
have buildings, fences, and feed. When we get these we will have 
no trouble getting the stock. They say it is the nonpartisan who 
wants this law—I mean the people of the east—but I have never 
heard a nonpartisan say he wants the bill to become a law. I don’t 
want to mix politics in this letter, but as I am a nonpartisan, I as- 
sume the right to refute this one of their many lies. I am an Amer- 
ican of many generations; for that reason I can not but look with 
disfavor on any ogg oa that will set a dangerous precedent. We are 
hard off financially, but I think this can be said of a great many of 
the citizens of your state. We have had more age ge is the 
difference. The people that are supposed to starving up here 
don’t miss a dance or a show when it comes to town. They all wear 
good clothes. The great trouble is we have more banks than we 
need. Competition has caused them to take on creditors that were 
trying to live on their nerve. This, with the deflation of every thing 
agriculturally, has got our banks in bad. They will have to go some 
time. This loan may prolong their existence. 


Senator Shipstead, of Minnesota, supporting the bill, sub 
mitted figures showing obligations of the railroads held by the 
government as the result of federal control. 

The senator said Director-General Davis’ report of January 
4 showed that the railroads were paid for the 26 months of 
federal control and the six months’ guaranty period the sum 
of $1,696,000,000. 


CHANDLER AND FOURTH SECTION 


W. H. Chandler, manager of the transportation bureau of 
the Boston Chamber of Commerce, who testified in the New 
York fourth section hearing, is the subject of the following 
editorial in the St. Paul Dispatch: 


Mid-Western shippers who are interested in the present effort 
of the trans-continental railroads to restore them to a position of 
rate equality with their competitors of the Atlantic seaboard will 
be thankful for the refreshing frankness of W. H. Chandler of the 
Boston Chamber of Commerce. This gentleman, who was also speak- 
ing for the Northeastern traffic league, had the good taste and common 
decency not to prate ponderously, like the shipping board the other 
day, about the national interest in permitting the east to enjoy an 
advantage over the Mid-West. Certainly, he said, the east benefits 
through the Panama Canal at the expense of the Mid-West. 

The east is entitled to this advantage because it contributed most 
toward the cost of the canal. Mr. Chandler’s idea appears to be 
that the government is obliged to distribute special benefit in geo- 
8raphical proportion to tax collection. His conclusion is that since 

ew York pays more taxes Minnesota, Minnesota is entitled 
to no consideration. This theory of taxation, coming as it does di- 
rectly out of feudalism, is a delightful novelty in these modern 
times. It is a perfectly sha instrument for making the geographical 
overlord more lordly and the geographical serf more serf-like. How- 
ever, it overlooks much, chiefly the fact that the taxes to which Mr. 
Chandler refers are laid not upon the citizens of the states, but 
upon the citizens of the United States, who are exactly equal, whether 
ey happen to reside in New York or Minnesota, At any rate, it 
Was honest of Mr, Chandler to lay open claim to special rights for 
the east against the Mid-West and very considerate of him to sug- 
sest that any who are dissatisfied with their lot in Minnesota can 
Move to the Atlantic seaboard. Usually these things are done in the 
name of patriotism, high morality and national welfare. 


Mr. Chandler has written the following letter to the editor 
of the St. Paul paper: 
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“I have read your editorial of March 6, headed ‘A Frank 
Plea.’ Your editorial does not correctly state my position. I 
take it that you want to be fair and for your information I 
would like to have you know just what was said and the con- 
ditions under which it was said. 

“It was shown by the testimony that shippers in Chicago 
and that vicinity weer shipping goods down the Mississippi 
River, another waterway kept in navigable condition by: the 
United States government, and through the Panama Canal to 
the _— coast at rates substantially less than were paid 
all-rail. 

Mr. Edward Chambers, vice-president of the Santa Fe Rail- 
road, at page 17 of the record at the Chicago hearing of January 
2, made this statement: 


The natural relationship of the territory moving westward from 
the Atlantic Seaboard has been seriously disturbed by the construc- 
tion of the Panama Canal, which is an artificial waterway built by 
the people of this country as a protective measure. The Atlantic 
Seaboard fairly has no prior right to it. 


“My statement before the Commission in reply to this par- 
of Mr. Chambers that because the West had participated in the 


The applicants state that the rates which the all-rail lines are 
asking permission to blish are designed to “equalize the water 
rates now in effect.” They admit at page 16 that the cities upon the 
Atlantic Seaboard by virtue of the Panama Canal secure a maximum 
enjoyment in the market afforded by Pacific Coast cities and that 
this naturally places the cities west ward at a disadvantage in 
competing with the cities on the seaboard. They also state that 
the natural relationship of the territory moving westward from 
the Atlantic seaboard has been seriously disturbed by the construc- 
tion of the Panama Canal, which they describe as “an artificial 
waterway built by the people of this country to which the Atlantic 
Seaboard has no prior right.’’ I am not aware of the fact that any 
claim has been made that the Atlantic Seaboard has a prior right. 
I should imagine that the Pacific Seaboard has the same right, but 
taking the internal revenue receipts for the year 1920, the coast 
states paid $3,370,000,000 of the to taxes amounting to $5,407,000,000. 
It would seem that having paid very much more than the middle west, 
wn aaa reasonably claim that they are entitled to enjoy its 

enefits. 


“T also pointed out that if it had not been for the competi- 
tion of the water lines operating via the Panama or Tehuante- 
pec routes the rates from New York City would never have 
been blanketed west as far as Denver, as was the case for many 
years. It was only because of this competition, which at the 
time the routes were established was negligible, and because 
of a very liberal interpretation of the fourth section of the act 
to regulate commerce before it was amended, that the manu- 
facturing interests of the West were placed, up to 1918, on a 
parity with the East at the Pacific coast. - 


“About that time (1918) the Commission, on account of 
water competition between the Atlantic and Pacific coasts ceas- 
ing, and because of other conditions, established rates on a 
graded basis from points of origin east of Denver and denied 
the carriers the right to make lower rates to the Pacific coast 
cities than applied to intermountain territory. When the West 
was given an advantage over the East, the rate structure met 
with the enthusiastic support of all western shippers. 


“Mr. Finley, in his testimony, seemed to think that the 
intermountain people are very unreasonable because they want 
the rates from the Pacific coast blanketed back to Reno, Spo- 
kane, Phoenix and points in that zone. Yet this is exactly what 
you western gentlemen are asking be done on the eastern end 
of the haul. You are demading the exclusive right by reason 
of the advantage of distance which you enjoy, to serve inter- 
mountain territory. Taken by itself, there can be no fair criti- 
cism of this position; but when you ask for the establishment 
of a principle with respect to eastern competition at the coast 
and then refuse to recognize that same principle at intermoun- 
tain territory; or where you insist upon blanketing of the east- 
ern zone and refuse to apply the same principle to the western 
consuming zone, you are quite inconsistent and your position is 
indefensible. 


“Furthermore, to point out the selfishness of the proponents 
of the application, the western shippers go on record demanding 
that the carriers do not place any shipper east of the Indiana- 
Illinois state line on the same or a relative basis with Chicago 
and points west at the Pacific coast. They are willing to have 
the rates blanketed from Chicago to Denver, but are not willing 
to have them blanketed east of Chicago; furthermore, they are 
asking for rates that are substantially lower in many cases than 
the rates eastern manufacturers can obtain through the Panama 
Canal. 


“If the West is entitled to enjoy the benefits of its geo- 
graphical location with respect to intermountain territory, why 
is it not willing to be consistent and let us enjoy our geogra- 
phical advantages that we have in doing business on the Pacific 
coast? None of the western witnesses seemed to think that 
there was anything inconsistent in their position. You have 
over 2,000 miles of territory to serve west of Chicago; your rail 
lines are paying dividends, while our railroads in New England 
are barely earning operating expenses. The western witnesses 
admit that they are not suffering from a shortage of business 
in the territory west of Chicago. The only point at which they 
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testified that they were short was at the Pacific coast terminals 
themselves. 

“The attitude of the West seems to be that it must be pre- 
served its natural advantages in all cases, but that where it 
is at a disadvantage it must be put on a parity with its com- 
petitors. 

“I did not attempt to rest my argument upon the fact that 
we paid the majority of the cost of the construction of the 
Panama Canal. You have taken for the subject of your editorial 
a statement that was intended as an answer to the allegation 
of Mr. Chambers that, because the West had participated in 
the cost of the project, it should be given an unnatural rate 
adjustment. You have participated in the development of other 
waterways, but you are not asking for any such adjustment of 
rates from the West on that account. The western witnesses 
advocate placing the Panama Canal under the jurisdiction of 
the Interstate Commerce Commission, but say nothing about 
placing their lake transportation (which was developed by the 
government and also paid for in about the same manner the 
Panama Canal was paid for) under the jurisdiction of the Com- 
mission, Obviously, you would not want lake transportation 
put under the jurisdiction of the Interstate Commerce Com- 
mission and you would not want it for the same reason that 
we object to Panama Canal lines being placed under its juris- 
diction. 

“There is no doubt but that you gentlemen in the West 
are at a disadvantage at the Pacific coast, but you are not the 
only people in the United States who are at a disadvantage in 
doing business in some locality. The question involved in this 
application of the western roads is one of meeting business 
competition. You may call it by any name you like, but that 
is all there is to it. The Panama Canal does not make the 
situation any different from that of any other waterway where 
particular cities are able to get the benefit of water trans- 
portation. 

“I can readily understand your desire to take this business 
away from the East. It is perfectly natural that every com- 
munity should wish to control all of the business possible, but 
I do not believe there is any justice in your asking for an arti- 
ficial rate adjustment to offset the disadvantage of your location 
with respect to the Pacific coast. If you are entitled to that 
advantage at the Pacific. coast, you are also entitled to it at 
the Atlantic coast, and yet the western shippers are not asking 
and never have asked that it be. placed on a parity with the 
East on business to south Atlantic and Gulf ports.” 


THE-CANAL AND THE RAILROADS 


(From a radio talk by J. G. Woodworth, Vice-President, Northern 
Pacific Railway.) : 

In commerce the separation of peoples is not measured by 
distance, but rather by transportation costs, and in the last 
ten years. the Panama Canal and low ship rates has brought 
Boston, New York and New Orleans nearer to San Francisco, 
Portland, Tacoma and Seattle, while the increased cost of rail 
transportation and the rulings of the Interstate Commerce Com- 
mission have caused Duluth, Minneapolis, St. Paul and Chicago 
to be farther’ removed. For example, the rate on iron and 
steel from New York and Baltimore to San Francisco and 
Seattle has been reduced $5 per ton, while the rate from Chi- 
cago has been increased more than $5 per ton. 

When the people of the United States were asked to ap- 
prove the building of the canal little was said about the con- 
sequent changes in the commerce of the world and less was 
said about the probable effect on our domestic trade. Emphasis 
was laid on the great shortening of sailing distances, but when 
mention was made of the saving of 4,000 miles in the sailing 
distance from New York to Yokohama, nothing was said about 
the diversion of traffic then moving between eastern U. S. 
points and the Orient via the rail-and-ocean route through the 
ports of San Francisco, Portland, Tacoma and Seattle. While 
the volume of this: business has greatly increased, the move- 
ment via Pacific ports is actually less than it was twenty years 
ago.. 

The most important change was the shortening of the ‘sail- 
ing distance between New York and the Pacific ports of the 
United States. the voyage via Panama is 5,000 miles shorter 
than the voyage via the Straits of Magellan and, while the im- 
portance of this was particularly emphasized in its relation to 
national defense, it cannot be said that the resulting changes 
in the business relations of the Pacific coast and the eastern 
states were fully understood. 

To show that there was difference of opinion about this 
and to show also that government experts did not anticipate 
any large diversion of business from the transcontinental rail- 
roads or any extensive transfer of Pacific coast business from 
the central to the Atlantic seaboard and Gulf states, I will 
read a few paragraphs from a report to the Secretary of War 
by Special Commissioner Emory R. Johnson of Pennsylvania, 
an eminent authority on economics. His statement of conclu- 
sions on page 285 is ended with the following paragraph: 


The proximate effect of the Isthmian Canal in compelling a re- 





Vol. XXXIII, No. 12 


duction and readjustment of the rates, on the share of the transcon- 
tinental railway business that will be subject to the competition of 
the new water route, will be more than offset by the ultimate and 
not distant expansion of the through and local traffic, that must 
necessarily be handled by rail. It seems probable that the increase 
in the population of the country, and the growth in our home and 
foreign trade, will early demonstrate the need of the transportation 
service of both the canal and the railways. 

We can see how things might have happened according to 
Dr. Johnson’s prediction had there been no important change 
of the then existing conditions, but he did not know that the 
government would build ships which cost ten million dollars 
each, which would be sold for $500,000 to steamship companies 
which would use them in making low rates on domestic traffic, 
nor did he know that the transcontinental railroads would not 
be permitted to make the reduction and readjustment of through 
rates which he then had in mind. He may have assumed also 
that it would be the policy of the government to prevent, so 
far as possible, any unnecessary disturbance of domestic trade 
conditions, and it is interesting to consider the extent to which 
these changes might have been avoided or lessened had this 
been the policy of the administration and had the administrative 
branches of the government gone as far as they could go in 
that direction under the existing laws. 

Now let us see what has actually happened. The canal 
was opened in 1914 and the traffic gradually increased until 
1921, when 10,500,000 tons were handled; in 1922, 13,750,000 
tons moved through the canal and in 1923, 25,000,000 tons. 

In 1921 only 15 per cent of the canal traffic moved from 
coast to coast; in other words, 85 per cent was foreign traffic; 
in 1922 the domestic shipments increased to 29 per cent, and 
in 1923 they were 52 per cent of the total. These figures show 
that the increase of the coast to coast traffic has been enormous 
and beyond all previous estimate or expectations. 

You will naturally ask how much of this was new business 
and how much was business diverted from other trade routes. 
You will also ask how much of it would be handled by the 
railroads if they could meet the competition. Some of the 
traffic now moving through the canal never was carried by 
the railroads and never would be carried by them; for exam- 
ple, a large tonnage of crude oil has been moving in tank 
steamers from southern California to Atlantic and Gulf ports. 
Had there been no canal the overproduction of oil in California 
in the past two years might have caused a movement of Cali- 
fornia crude oil by rail to the midwest refineries, but the move- 
ment to eastern refineries by rail would have been impossible, 
nor can it be said that the railroads would have handled much 
of the lumber and shingles, in amount equivalent to 50,000 
cars, which has moved from Oregon and Washington to Atlantic 
and Gulf ports, a new business made possible by the low rates 
and the exhaustion of other sources of supply. Western prod- 
ucts must find market in the more populous eastern states. 
To a great extent these products come from interior points 
which cannot be directly served by the ships, and the railroads 
have made their eastbound rates with reference to commercial’ 
or market conditions. For many years it has not been possible 
to balance this eastbound tonnage. There is nothing to carry 
westbound other than the manufactured goods which are used 
by the people of the West, and most of them live on or adjacent 
to the Pacific Ocean. If the railroads could be used to haul 
these westbound -shipments it would not appreciably increase 
their operating costs, because they have a constant westbound 
empty car movement, and their requirements of motive power 
are measured by their eastbound tonnage; in other words, cars 
and engines which move east must. be again moved west and 
they may as well be loaded. With few exceptions all of these 
manufactured goods are obtainable in the middle west as well 
as in the far eastern states and, while the railroads might not 
be able to meet the Panama Canal rate on shipments from 
points on or adjacent to the Atlantic seaboard, they. could, with 
profit, make the necessary rate from Chicago and other sources 
of supply in the middle west. 


Competition on this basis was permitted before the war 
and the law does not prohibit it now, but the railroads are not 
permitted to make lower rates to points on the Pacific Ocean 
like Portland, Tacoma and Seattle without changing the rates 
at intermediate points unless specific authority is given by the 
Interstate Commerce Commission. During the war and while 
the railroads were under federal control these exceptional rates 
to Pacific coast terminals were canceled, and ever since the 
railroads were returned to their owners the Interstate Com- 
merce Commission has refused permission to restore them. 


This important change of government policy has not only 
caused the transcontinental railroads to lose a large part of 
their earnings on this through westbound traffic, but has also 
caused the middle west manufacturers and distributors to lose 
much of their Pacific coast trade, which has gradually drifted to 
manufacturers and distributors located on or adjacent to the 
Atlantic and Gulf seaboard who can use the canal route. 

The diversion of this through traffic came at a bad time 
for the northern roads. In the effort to keep pace with what 
has been the rapid growth of the country, many new lines were 
built and more were projected but the development of the coun 
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try has been retarded and current earnings have been decreased 
py unfavorable conditions affecting the agricultural industry, 
on which the northwestern railroads largely depend. While 
these roads have suffered the same increase in transportation 
costs they have not been permitted to make the rate increases 
which the eastern roads were allowed to make and the subse- 
quent orders of the I. C. C. reducing grain rates have fallen 
more heavily on them. 


Professor Cunningham of Yale University has explained 
this situation in an article which was printed in the St. Paul 
Pioneer Press of yesterday. For example, he takes the Erie, 
the New York Central and the Pennsylvania and the B. & O. 
as a typical group of eastern roads and compares them with a 
group of northwestern roads, including the Great Northern, 
Northern Pacific and Chicago, Milwaukee & St. Paul. Profes- 
sor Cunningham shows that in a period of six years the gross 
earnings of the eastern group had increased 64 per cent while 
the northwestern roads increased only 3344 per cent. He makes 
other comparisons to show that the unfavorable showing of the 
northwestern roads is not due to any difference in operating 
efficiency and in saying that these unfavorable changes were not 
understood by the people of the central states when they sup- 
ported the government project for the building of the canal I 
do not mean that a clearer vision of the future would have 
stagpped them from doing anything necessary for the national 
welfare, but they might have asked that no change be made 
in the then existing laws which permitted the railroads to 
meet water competition and they might have asked assurance 
that there would be no less favorable interpretation of these laws 
by the Interstate Commerce Commission. National interests 
are supreme and no good citizen opposes anything necessary for 
the common good, but in carrying out national policies any 
citizen has a right to expect that he will be protected from un- 
necessary loss or damage and that there will be no unjust or 
unnecessary discrimination in favor of any particular locality 
or any class of citizens. 


There is ‘nothing unreasonable or unpatriotic about the ques- 
tion which has been raised as to whether these unfortunate 
results from the. building of the Panama Canal and the na- 
tional program of ship building and ship operation are entirely 
necessary or the question as to whether it would not be pos- 
sible for the government, without changing the present laws, 
to lessen the resulting damage even if it is not possible to more 
fairly distribute the resulting benefits*from these government 
enterprises. 


The railroads have renewed their application to the Inter- 
state Commerce Commission for permission to make lower rates 
to the Pacific Coast points as in years past. ‘They will show 
that their net earnings could be increased if this permission is 
given but there is no popular support of their application be- 
cause Only a small part of the people of the United States recog- 
nize any direct interest in it. The Pacific coast people are in- 
different because they already have the low rates via the canal; 
the people of the eastern and southern states are satisfied with 
present conditions because their trade with the Pacific coast 
is conducted under favorable conditions; the Intermountain 
states are opposing the application because without consider- 
ing the fact that the Pacific coast people will get the rates by 
ocean if they don’t get them by rail and are therefore inde- 
pendent of the railroads, they think it unrighteous for the rail- 
roads to make lower rates to the farther point. 


There has been no concerted action by the Middle West 
manufacturers and distributors notwithstanding the loss of Pa- 
cific coast trade, which they have already suffered. Apparently 
they do not understand the extent to which conditions have 
been changed against them. 

Some of the western iron and steel manufacturers have 
actively supported the railroads in the recent hearings before 
the Commission but others are indifferent because they own 
eastern mills which can ship via the canal route. Some of 
them own and operate their own ships and may feel that their 
Proportion of the Pacific coast trade or the profits therefrom 
would not be increased by a reduction of rates from Chicago 
and Duluth. The people of the northwest, who are entirely de 
Pendent upon these railroads for transportation service, do not 
realize that they have a direct interest in this or anything 
which would bring additional net revenue to the railroads and 
thus lighten the burden placed on other traffic. They are not 
doing anything to help the railroads; on the contrary, it is re- 
Dorted that some of the senators and congressmen from these 
States will vote for the Gooding bill, which takes away from 
the Interstate Commerce Commission the authority to make ex- 
ceptions to the long and short haul rule just as it has already 
been taken away from the railroads. 

Railroad employes are also asleep. They should protest 
against laws and rulings which prevent railroads from meeting 
competition. A business man who does not meet competition 
and reach out for new business will sooner or later go broke 
and in the meantime his regular customers will pay higher 
Prices and get poorer service. 

Throughout the whole period of railroad rate regulation 
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and in the period of unregulated freedom of action which pre- 
ceded that period, rail carriers have been privileged to dispose 
of their transportation—and especially of their surplus trans- 
portation—at points where it meets the competition of another 
carrying agency, for the best price obtainable, always provided 
that no unreasonable exaction is made of those who at the 
intermediate points are dependent upon rail service alone. This’ 
policy is just and sound. It has resulted in the free play of 
competitive forces; it has multiplied and broadened markets; 
and by allowing the recovery of something from what -would 
otherwise go to waste, it has actually lightened the burdens of 
those communities which are now most earnest and outspoken 
in their denunciation of it. 


We all have a right to say that Congress did not intend to 
shut the railroads out of the Pacific coast traffic or make it 
impossible for the people of the central states to trade with the 
people of the Pacific coast. Nobody is asking any change in 
the laws; the western railroads and the merchants and manu- 
facturers of the great Mississippi Valley are only asking that 
the unexpected and unjust effects of the building of the Panama 
Canal and of government engagement in ocean shipping shall be 
avoided or mitigated so far as that may be possible and so far 
as it may be permitted by the law. 


HEARING ON RAILWAY LABOR BILL 


The Trafic World Washington Bureau 


A sub-committee composed of Senators Couzens, Gooding, 
and Dill held a hearing March 18 on the Howell-Barkley railway 
labor bill providing for abolition of the Railroad Labor Board 
and for the setting up of a system of conference, mediation 
and conciliation and arbitration for the settlement of disputes 
between railroads and their employes. Senator Howell also 
attended the hearing. 


In less than two hours, D, B. Robertson, president of the® 
Brotherhood of Locomotive Firemen and Enginemen, and Donald 
R. Richberg, counsel for the railroad labor organizations, sub- 
mitted their complete testimony in behalf of the labor organiza- 
tions, which drafted the bill. 

At the conclusion of the testimony, Chairman Couzens asked 
when the railroads would be ready to submit their testimony. 
Alfred P. Thom, general counsel for the Association of Railway 
Executives, pointed out that the carriers were to be heard 
March 20 on bills relating to protection of express employes, 
and that the carriers probably would need three or four morning 
sessions of two hours each to present their views on the railway 
labor bill. Senator Gooding said if the committee was going to- 
get out reports on pending bills it would have to get through 
with hearings. Mr. Thom pointed out that the witnesses for 
the bill had said it was prepared after eighteen months of study 
and conference and that the carriers ought to have a little time 
in which to consider the bill and the arguments made in support 
of it. Bird M. Robinson, president of the American Short 
Line Railroad Association, said the bill would have a serious 
effect on the short lines and that he desired time in which to 
present the views of the short lines. 

Senator Gooding said the railroads should be ready to 
submit their testimony at the time the hearings on bill were 
started. He said they must not ask too much delay—that he 
desired to see the committee get out some legislation. 

Chairman Couzens remarked that the hearing had been 
called rather abruptly at the request of the labor organizations 
and suggested that the hearing be resumed March 28 and -that 
two days would then be given the carriers. It was brought 
out that the bill was introduced February 28. Senator Gooding 
said as far as he was concerned all parties should be ready 
to preceed at the time hearings were started. Mr. Thom 
remarked that if the carriers brought forth a bill proposing 
fundamental changes in the law, the other side certainly would 
desire sufficient time in which to present their views. It was 
finally deceded to resume the hearing March 28 as suggested 
by Chairman Couzens. . 

Mr. Robertson made a general statement in behalf of the 
bill. He said Title III of the transportation act was a failure 
and quoted statements from various sources in support of 
that contention. He said it was the result of hasty compromise, 
that it had satisfied no one, that discord and strife and the only 
national strike in the history of the country had occurred after 
its enactment, that the railroad workers were unitedly opposed 
to it, that the railroad managements flouted the law and used 
the Labor Board only when it suited their convenience to do so. 
He criticized speeches made by Chairman Hooper, of the 
board, and put the “outlaw” resolutions of the board, passed at 
the beginning of the shopmen’s strike, in the record as an illus- 
tration of how the board performed. He said there was general 
widespread discontent among the railroad: employes and that 
their represenatives hesitated to go before the board. He 
said the board was a “mechanism of discord,” and that it was 
a “farce” to retain it. 

Taking up the proposed law, Mr. Robertson said it was 
the result of eighteen months of labor on the part of the rail- 
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road labor organizations; that at the suggestion of the Presi- 
dent it was discussed with Secretary of Labor Davis; that it 
was discussed with members of Congress and that it had 
been redrafted six times. He said it was not an amendment 
of the transportation act—that it provided for repeal of Title 
III of the act, but that otherwise it was a separate measure. 
He said it simply presented an industrial code made up 
from written and unwritten agreements that had been observed 
for years. 

Mr. Richberg submitted a detailed explanation of the law. 
He said that approximately 90 per cent of the bill was either 
an adaptation or transcript of existing law and that what could 
be called the new provisions were merely the result of per- 
fecting details. He said it did not establish “the closed shop” 
on the railroads. 

Senator Couzens asked for an instance of when public 
opinion influenced the action of the Railroad Labor Board. Mr. 
Richberg said he did not know whether it could be called 
“public opinion,”. but that the board had yielded to what might 
be called propaganda—that various resolutions and petitions 
of organizations had been filed with the board telling it what 
its duty was. Senator Couzens remarked that public opinion 
was rather an intangible thing but Mr. Richberg said it was 
rather powerful. 

“I am at a loss as to how you are going to get arbitration 
if either side gets its back up and refuses to arbitrate,” said 
Senator Couzens. 

Mr. Robertson said there was only one case in which there 
was a refusal to arbitrate and that that was in connection 
with the 8-hour law. 

“Do the railway employes object to compulsory arbitra- 
tion?” asked Senator Couzens, 

Mr. Richberg replied that. they did. He said compulsory 
arbitration resolves itself into a proposition of an industrial 
court that was a law-making body and the forcing of men 
@o submit to the findings of the lawmakers. 

Senator Couzens asked whether there was not an implied 
social contract to give continuity of service in the transpor- 
tation service, referring to an argument made by Mr. Richberg 
that courts decided disputes between men on the basis of 
contracts. The senator then asked why should not the men 
submit to arbitration, meaning apparently compulsory arbi- 
tration because the bill provides for voluntary arbitration. 
Mr. Richberg said there was no rule to govern such arbitration 
—that the result was asking a court to legislate as to wages 
and working conditions. He said to compel arbitration would 
be to take away from the employes and the managements the 
control over their lives and business—their independence—that 
such a step would be a complete step toward socialism be- 
cause as soon as the government fixed wages it would have to 
take the next step and fix prices and that then the govern- 
ment would be essentially in control of industry. He said 
compulsory arbitration was really a “radical” proposal and that 
he had so told proponents of such arbitration. 

Mr. Reichberg submitted to the committee the following 
explanation of the bill: 


The purpose of the proposed Railway Labor Act is to insure con- 
tinuity and efficiency in the transportation system of the country by 
providing means whereby the management and the employes, through 
representatives of their own choosing, shall confer on the problems 
of the “human side” of railroading, and through such conferences, 
first, enter into collective agreements respecting wages and working 
conditions, and, second, adjust differences of all kinds. To carrv 
out this purpose a duty is imposed on both parties—“‘to exert every 
reasonable effort to make and to maintain agreements concerning 
rates of pay, rules and working conditions.” Disputes over proposed 
changes of rules or rates of pay, or over the application of agree 
ments, are to be settled in conference, if possible, and the machinery 
of Boards of Adjustment, and a Board of Mediation and Conciliation 
or reference to arbitration is to be restored to, only when a con- 
ference cannot produce an agreement. 


The proposed legislation utilizes the successful provisions of 
former acts (the Act of 1886, the Erdman Law, the Newlands Law, 
and Title III of the. Transportation Act) and seeks to avoid the 
weaknesses that developed in the practical operation of those laws. 


Machinery Provided 


The proposed Act provides four ways in which differences between 
the men and the management can be adjusted: 


1. Conferences 


The primary emphasis is laid on conferences, Section 3 (A) (1) 
imposes a mandatory duty upon the parties involved in a dispute to 
confer. Such conferences must be held whether a dispute is one 
“arising out of grievances, or the application of agreements con- 
cerning rates of pay, rules or working conditions, or proposed changes 
in rates of pay, rules or working conditions.’’ While there is no 
duty upon the parties to decide such disputes in such conferences, the 
parties, through their representatives, must meet and endeavor to 


The framers of this bill, which has been drafted by practical 
railroad men, have provided that in these all-important conferences, 
the workers shall have genuine representation, otherwise such con- 
ferences are useless. If a managemnet is permitted to exert pressure 
to influence the choice of conferees, or to refuse to meet conferees 
whom it does not select or approve, the satisfactory results of con- 
ferences are impossible and autocratic dictation is made doubly offen- 
sive by the pretense of democratic co-operation. The much censured 
conduct of certain railroads in seeking to control the choice of repre- 
sentatives of its shop and clerical forces, shows that the effectiveness 
of the conference system depends entirely on this principle of 
independence. 
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The bill, therefore, provides (Sec. 3-A-2) that the representatives 
shall be designated by the parties in such manner as their own 
organization shall decide, ‘‘without interference, influence, or coercion 
omens either party over the self-o zation or designation of 
representatives by the other, and it shall be deemed a violation of 
the obligation herein imposed upon carriers for any carrier * * * 
to interfere with or to attempt to influence or control, directly or 
indirectly, the organization of employes or subordinate officials, or 
participate in the functioning thereof or the designation of employe 
or subordinate official representatives.” It is because voluntary 
agreements between the parties immediately concerned is the founda- 
tion of the entire bill that so much emphasis is placed upon this 
matter of non-interference by one party in the selection of the 
representatives of the other. Moral and legal obligations to fulfill 
a contract arise only when the parties are bound by their self-chosen 


representatives. 
2. Boards of Adjustment 


If a dispute (except disputes involving changes of rules or 
wages) cannot be disposed of to the satisfaction of the parties in a 
conference, the Act imposes upon the parties the duty to refer such 
disputes to the appropriate Board of Adjustment, where the con- 
troversy will, if possible, be decided. 

(The Boards of Adjustment have nothing to do with changes of 
rules or working conditions. Controversies over such questions may 
be settled (1) in conference; (2) through mediation, or (3) by arbitra- 
tion. The Boards of Adjustment are therefore concerned solely with 
questions of operation under existing agreements. It is hence appro- 
priate and desirable that they should be composed exclusively of 
practical railroad operators.) 

The members of the Boards of Adjustment are government 
officers, appointed by the President by and with the advice and con- 
sent of the Senate. However, these Boards are not third party 
tribunals, but are an extension of the conference plan on a national 

e, where men skilled in railroading, representing both manage- 
ments and the employes, can try to adjust the human problems of 
their common business. 

There are four such Boards, divided roughly as follows: 

Board No. I.—Train service men. 

Board No. IIl.—Shop and mechanical workers. 

Board No. IlI.—Clerical and station workers, stationary firemen 
and maintenance-of-way men. 


Board No. IV.—Marine workers. 

The organization of Board No. 1 is typical. This Board is com- 
posed of fourteen members. Seven are representatives of manage- 
ment, appointed by the President from not less than fourteen names 
presented by the carriers. Seven are representatives of labor, ap- 
‘pointed by the President likewise from a list of not less than fourteen 
nominees, each of the “nationally organized crafts’ within the classi- 
neoran® embraced by Board No. 1, being authorized to nominate 
two men. 

' Again it should be emphasized that these are not third party 
tribunals or boards of arbitration. The members are not expected to 
stand “impartially” between those who bring controversies before 
them for adjustment. There is no “public member” or ‘neutral’ or 
‘“‘tumpire.”’ mg experience has convinced railroad men (employers 
as well as employes) that the cor:tinuity of railroad service can most 
often be secured, not through referring technical problems to indi- 
viduals enjoying so-called “impartiality” (individuals unfamiliar with 
the problem of the engine cab, the train, the yard, the ship, and the 
machine shop) but rather throvzh providing disputants with a full 
and fair opportunity to present their claims before an equi-partisan 
board. The successful operation of just such boards for years on 
various railroads and covering all railroads during Federal Control 
and some of the gratifying results of similar machinery in Canada 
in recent years have demonstrated the effectiveness of this method 
of settling controversies. 

; The bill provides in addition for the exceptional situation where 
the parties may be unable to adjust their differences within the 
industry itself, either in conferences, or before the appropriate equi- 
partisan Board of Adjustment. In that event—(a) the Board of 
Mediation and Conciliation may be invoked or may intervene; or (b) 
there may be submission of the dispute to arbitration. 


3. Board of Mediation and Conciliation 


The composition and the function of this Board is quite different 
from the intra-industry machineries heretofore discussed. This Board 
is made up of five Commissioners, appointed by the President. They 
are all to be impartial and not associated in interest with either the 
carriers or the unions. Unlike the present Railroad Labor Board, this 
Board is not an impotent court, authorized to ‘decide’ cases, but 
without power to make its decisions effective. The creation of this 
Board would inaugurate a return to the successful mediation pro- 
visions of the Erdman and Newlands Acts. 

The functions of the Commissioners are three-fold: 

(a) The ard may try mediation, to induce the parties to settle 
all disputes as to the application of agreements, which cannot be 
adjusted either in conference, or before the proper Board of Adjust- 
ment. The Board may act either on the request of either party, or 
on its own initiative. 

(b) The Board may take similar action in the case of proposed 
changes of rules or wages, which have not been agreed upon in con- 
ference between the parties. 

(c) If conferences, adjustment, mediation and conciliations have 
all failed to result in an agreement, the Board shall endeavor to 


induce the parties to submit their differences to arbitration, under - 


the conditions provided in the bill; and if this effort succeeds the 
Board shall help to organize the arbitration proceedings. 


4. Arbitration 


The bill provides for voluntary arbitration of either class of 
disputes which have not been settled in conference, (1) of disputes 
regarding the application of agreements which have not been settled 
in conference or by a Board of Adjustment, or after mediation, or 
(2) of disputes yg changes of rules or wages which have not 
been settled directly in conference or after mediation. In either event 
if the Board of Mediation has failed to bring about an amicable 
adjustment “the said board shall at once endeavor, as its fina 
required action, to induce the parties to submit their controversies br 
arbitration” (Sec. 5A). The Board of Arbitration may consist 0 
three or six persons, as may be stipulated in the arbitration agree- 
ment. If a Board of three is provided each party shall choose one; 
if a board of six, each party shall choose two. If the parties fail to 
agree upon the third arbitrator, or upon the fifth and sixth arbitrators, 
for a Board of six, it is the ruty of the Board of Mediation to choose 
the one or two disinterested arbitrators (Sec. 5D). The form ae 
contents of the agreement to arbitrate are set forth in Section 7- 
and comprise a re-statement of the best provisions of arbitration 
agreements under previous laws. In this agreement it is prov he t 
that the parties shall agree to faithfully execute the award and t ~ 
it shall be filed with the clerk of the appropriate district court an 
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dgment shall be entered upon it; provided however, that the court 
shall have power to set aside the award only upon the three grounds: 

(a) That the award or the proceedings were not in conformity 

the Act, or, 
wit) That the award does not conform to the agreement to arbi- 

, or, , 
wets. That there was fraud or corruption which affected the -result 
of the arbitration. 

These provisions of the agreement to arbitrate whereby the 
parties expressly limit the power of judicial interference are for the 
purpose of Lage gees >| the delays or harassments of litigation ——— 
the purposes of arbitration are defeated. This marks an importan 
advance over previous legislation. 

5.. General Provisions 


There are certain provisions of considerable importance not 
covered in the previous description of the machinery provided in the 
Act. which should be briefly described. 

(a) Section 6 requires 30 days’ written notice of any changes 
or rules or wages and an er for consideration of such changes 
in conference and for the use of the services of the Board of Medi- 
tion before such changes may be made effective, imposing a penalty 
that in cases of changes without notice or prior to fulfilling the 
requirements of the Act, such changes shall be void and the offender 
liable in damages to double the amount of the loss occasioned by 
such unlawful action. Section 4-B provides for an interpretation by 
a Board of Adjustment of any decision concerning the application of 
which a controversy may arise and Section 5-C makes a similar pro- 
vision regarding interpretation by the Board of Mediation of agree- 
ments reached through mediation. These provisions are intended to 
prevent the re-opening of the controversies which have been pre- 
sumably settled, and to prevent either party from destroying the value 
of a eae through an unfair interpretation of the agreement 
of settlement. 

(b) Section 7-A (2) specifically provides that the refusal of a 
party to submit to arbitration shall not be considered as a violation 
of a legal obligation, in order to prevent attempts to force parties 
into arbitration by judicial action. It is the underlying principle of 
the entire Act that if opportunity is provided for amply hearing and 
fair consideration of matters in disagreement, the representatives of 
employers and employes can be relied upon to adjust amicably their 
differences as they are more vitally interested than any other persons 
can be. The use of coercive methods to force agreements or to 
compel men to serve under unacceptable conditions is not only opposed 
to American principles, but has been shown to be destructive of, and 
not productive of, harmonious industrial relations. 

(c) In like manner, though arbitration awards are bindiug 
upon the parties thereto, it is especially provided in Section 7-D (8) 
that nothing in the Act shall be construed to require an individual 
employe to render compulsory service. It should be obvious that 
although organizations properly may be bound by their contracts 
and the members equally bound while rendering voluntary service, 
no individual can be compelled to render service so long as the 
Constitution of the United States forbids involuntary servitude. 

The Railway Labor Act is presented as a constructive measure for 
the adjustment of industrial controversies that affect the transporta- 
tion service in such a manner as to promote the cooperative efforts 
of employers and employes, to insure harmony in and to improve 
the efficient operation of the American railroads. 


COUPON TICKET CASE 


A. M. Loeb, president of the National Council of Traveling 
Salesmen’s Associations, in a statement, called forth by the 
re-opening of the interchangeable mileage ticket investigation, 
says, “we are entirely confident of ultimate success in this 


matter.” Speaking of the hearings to be held in the case, he 
said: 


At this hearing we are prepared to bring out evidence of the 
earnings and return on invested capital of the carriers by rail, sub- 
ject to the interstate commerce act, evidence of the effect of general 
and special reduction in fare in the past and those now in operation, 
of the advantages to the carriers from the use of money received in 
advance through the sale of the proposed scrip coupon book, of the 
effect on travel and the prevention and limitation of travel by the 
present levels of fare, of the experience of the traveling public, re- 

ing the various levels of passenger fare, of the conditions and 
circumstances of the business and commercial world and the situ- 
ation of the traveling public in general affecting and involved in the 
question of reductions in fare, especially as related to distance traveled 
within limited periods, of the stimulation of travel to be brought 
about and the relation thereof to any reduction in revenue from 
a reduction in fare, of the application of the wholesale principle in 

ranches of industry and specific instances of such, in relation 
to public service and of other matters pertinent to said investigation 
of the act of August 18, 1922. 


PULLMAN SURCHARGE HEARING 
The Trafic World Washington Bureau 


Commissioner Campbell and Examiner Keeler, in No, 14785, 
in the matter of charges for passengers traveling in sleeping 
and parlor cars, and No. 11567, Order of United Commercial 
Travelers of America vs. Pullman Company, March 19, heard 
additional testimony for the purpose of winding up the sur- 
charge phase of the case. 

E. J. Engel, vice-president of the Santa Fe, was questioned 
by Commissioner Campbell and Examiner Keeler regarding a 
new contract made by the Santa Fe with the Pullman Company, 
effective January 1, 1923, under which the Pullman Company 
receives the first $9,000 a year of earnings per car, the railroad 
receives the next $1,500, the railroad receives half between 
$10,500 and $14,500 and three-fourths of all in excess of $14,500. 
P Examiner Keeler said the contract appeared to be less 
ante to the railroad than the former contract, in which 
= division point was $7,250, and the railroad received half of 

beyond $8,750: Mr. Engel explained that the increase in 
7 € division point was necessary to cover the increased expenses 

he Pullman Company, which at that time were averaging 
‘round $9,000 a car, and that, aside from that change, the con- 
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tract was just as favorable to the railroad ac the former one 
on earnings up to $14,500 and that if there were earnings in 
excess of that amount, it would be more favorable. 

Detailed figures were put in the record: by the Pullman 
Company as to its operations and expenses. 

The hearing was closed the afternoon of March 19 by Com- 
missioner Campbell. The commissioner announced that the 
surcharge phase of the investigation would be separated from 
the question of rates charged by the Pullman Company and 
that it would be set down for early argument. 


MISSISSIPPI-WARRIOR SERVICES 


The Trafic World Washington Bureau 


Appearing as a witness before the subcommittee of the 
House committee on appropriations at the hearing on the War 
Department appropriation bill for 1925, in support of a proposed 
appropriation of $29,650 for the inland and coastwise waterways 
service, Col. Thomas Q. Ashburn, chief of the service, submit- 
ted the following statements showing profit and loss statement 
and tonnage on the Mississippi and Warrior rivers service: 


MISSISSIPPI-WARRIOR SERVICE, MISSISSIPPI RIVER SEC- 
TION, REVENUE AND EXPENSE FOR 1922 AND 1923 
6 months 
ended June 


, 1922 
Total revenue ....$1,489,338.12 
Total expense _  in- 
cluding deprecia- 


6 months 
ended Dec. 


, 1922 
$ 761,619.28 


Calendar 
year 1922 
$2,250,957,.40 


 £2aceawe see 1,330,648.42 1,400,048.67 2,730,697.09 

Net income 158,689.70 2638,429.39 2479,,739.69 
Reserved for depre- 

I,» n6slo-drm'e & ocse 142,234.60 148,756.77 290,991.37 
Net income ex- 
cluding @e- 

Preciation ..... 300,924.30 2489,672,62 2188,784.32 

6 months 6 months 

ended June ended Dec. Calendar 

30, 1923 31, 19231 year 19231 

Total revenue. ....$1,257,053.77 $1,141,618.23 $2,398.672.00 
Total expense _ in- 
cluding deprecia- 

WS hes <itad vr canns 1,243,421.00 1,493,901.04 2,737,322.04 

Net income .. 13,632.77 2352,282,81 2 8338,650.04 
Reserved for depre- 

depreciation ...... 145,867.01 157,450.43 303,317.44 

Net income ex- : 

cluding de- 

WO osteo eceee 159,499.78 7194,832.38 2 835,332.60 


1Figures for month of December, 1923, based on preliminary 
statement; final results not available. 


88s. 

3In this estimate for December, 1923, there is not included 
$68,850 shown on my last report as revenue accruing from 
freight in transit. Whether all or part of this will be included 
in the official December report I am unable to state positively 
at this time. 

Tonnage carried on Mississippi River section: 1922, 655,789; 
1923, 595,115; first 6 months 1924, 339,522 tons. 


MISSISSIPPI-WARRIOR SERVICE, WARRIOR RIVER SEC- 
TION, REVENUE AND EXPENSE FOR 1922 AND 1923 


' 6 months 6 months 
ended June ended Dec. Calendar 
30, 1922 31, 1922 year 1922 
Total expense, in- 

cluding deprecia- 

EET SORE: $436,837,81 $587,088.93 $1,023,926.74 
Total revenue ..... 242,750.07 264,516,83 507,266.90 
Total loss, including 

depreciation ..... 194,087.74 $22,572.10 516,659.84 
Reserved for depre- 

GN 60 Weidsie vc 69,514.32 67,573.36 137,087.68 
Out of pocket loss.. 124,573.42 254,998.74 379,572.16 

6 months 6 months 
ended June ended Dec. Calendar 
30,1923 . 31, 19232 year 1923! 
Total expense, in- 

cluding deprecia- 

WE Sess Jp Wicnps - $543,786.26 $486,374.78 $1,030,161.04 
Total revenue ..... 216,775.97 202,493.74 419,269.71 
Total loss, including : j 

depreciation ..... 327,010.29 283,881.04 610,891.33 
Reserved for depre- 

ciation ...... mate 68,157.09 63,735.37 131,892.46 
Out of pocket loss.. 258,853.20 220,145.67 478,998.87 


4Figures for month of December, 1928, based on preliminary 
statement; final rsults not available. 


Tonnage carried on Warrior River section’ 1922, 217,213; 
1923; 286,023; first six months 1924, 135,147. 

Col. Ashburn explained that the $29,650 asked for would 
provide only for the office expenses in Washington and would 
not in any way touch the operations of the inland and coast- 
wise waterways service. He said the question of policy was 
before the Congressional committees in the Denison and Rans- 
dell bills providing for creation of a government corporation 
to operate the services, and that whether or not Congress 
wished to continue the services would be determined in con- 
nection with those measures. 

The witness said the operations on the Warrior river had 
been carried on at a great deficit—that it was mandatory that 
they should be—but that a budget system had just been put into 
effect on the Warrior and that “we believe that within six 
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months the Warrior, if properly carried along, can be put on a 
basis that is practically self-supporting.” 

“The possibilities of the Warrior becoming paying are about 
even in my judgment, but it will never pay as long as we have 
the equipment which costs more to keep in commission than 
new equipment would cost,” said he. 

Another reason why the Warrior had been “less paying” 
than the Mississippi branch of the service, Col, Ashburn said, 
was that the railroads had reduced their rates on manganese ore 


from Mobile to Birmingport, and that a reduction of 70 cents 
in that rate had been made in the last year. 


“In order to meet your competition?” asked Representative 
Anthony, chairman of the subcommittee. 


“Not to meet our competition; in order to defeat our pur- 
pose,” replied Col. Ashburn, adding that his belief was that 
the ore was being carried at a loss to the railroads. 

Col. Ashburn, in response to a question as to divisions of 
rates as between the rail carriers and the barge lines, referred 
to the proceedings before the Commission. He said the service 


was preparing an application asking the Commission to establish 
rates through Vicksburg. 


“We are going to file our application against one particular 
railroad with its connecting railroad on the other side in the 
hope that this case can be heard on its merits and not be 
snowed under by a lot of briefs from railroads not closely as- 
sociated with the purpose we are trying to accomplish,” said he. 
“I think the original brief failed, or accomplished as little as 
it did, because it was too wide in its scope and brought in 
too many inimical reports from too many railroads.” 


The committee called Commissioner Eastman, of the Com- 
mission, for a statement as to the adjustments of rates on the 
Warrior river line, and on the Mississippi River line. Chairman 
Anthony explained the position of the Commission in the matter 


was desired because of the time occupied in handling the barge 
line division cases. 


Mr. Eastman reviewed the history of the barge line division 
cases and informed the committee as to the Commission’s pro- 
cedure. The general effect of his explanation was that, under 
the circumstances, the case had been handled as expeditiously 
as possible. At one stage in the proceedings, he said, the 
barge line requested delay of the oral argument in the case. 

Following are questions and answers relating to the question 


of whether barge line transportation is cheaper than rail trans- 
portation: 


Mr, Dickinson. I think there is a responsibility fixed on 
about three grounds here; first, that Congress wants to encour- 
age the policy of water transportation, in order to relieve trans- 
portation charges and to relieve economic conditions in the 
country; second, that it is the business of the barge line to 
work out its returns, and everybody else in finding out what 
they need, in order to make a successful business of the barge 
line; and third, it should be the business of the Interstate Com- 
merce Commission to work out these problems of eadiustea rates, 
so that railroads will understand that the barge lines are going 
to do this business in order to do it cheaper, and that they are 
going to be required to do it by the Interstate Commerce Com- 
mission, in order to relieve the country of this great burden. 
In other words, there is no excuse for the railroads insisting 
that they do all of the work in this country, when it can be 
done cheaper by some other means, and done more economically. 
The people are entitled to that. 

Mr. Eastman. That is a matter upon which I have not suf- 
ficient information to express any definite opinion, but-I think 
it probably is true that barge transportation on waterways 
like the Warrior River and the Mississippi River does not effect 
the same saving over rail transportation as you would have 
in the case of coastwise transportation on the Atlantic Ocean, 
for instance. I think the steamships that operate on the At- 
lantic coast operate very much more cheaply in comparison with 
the rail transportation than the barge lines can find it possible 
to do, principally due to the slowness with which they are 
compelled to operate. That eats up wages. Is not that the 
fact, Colonel? 

Colonel Ashburn. Yes, sir. 

Mr. Barbour. A ship in the Atlantic coastwise trade would 
a A larger cargo, too, would it not? 

r. Eastman. It would carry a larger cargo, and it would 
move faster. That is one of the great elements in cheap trans- 
portation—fast movement. If the same crew is necessary for 
a 20-day trip as for a 2-day trip, you can see what a saving 
there is in the shorter time. 

Mr. Dickinson. But the old barge system employing a man 
and a mule, was an economic system of transportation, and it 
is still used on the canal to haul coal from Cumberland to 
Washington. I presume they do it very economically, too. 

Colonel Ashburn. That:is a part of the system that never 
paid a cent for its barges that were built for them during the 
war. I think that what the government got during the war 
was about a dollar and a half per year for each barge. 

Mr. Eastman. I do not claim to be an expert on the cost 
of water transportation, or on anything else, for that matter, 
but it has occurred to me that there is not as much saving in 
the case of barge line transportation like this as there is in the 
case of somewater transportation. 

I was astonished when I got into this case. I had always 
conceived that the Mississippi River was a long straight water- 
way, running in such a way as to bisect the country, and when 
I found that the rail distance from St. Louis to New Orleans 
was about 688 miles, and that the distance by water was over 
1,100 miles I was astonished. It never occurred to me that any 
such thing was true. 

Mr. Dickinson. It makes lots of circles. 


The committee reported the appropriation bill with $29,650 
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for the effice expenses of the inland waterways service and made 
the following comment in its report: 
Although the appropriation in this bill, $29,650, for the in- 


land and coastwise waterways service provides only for the ex- 
penses of the Washington office and does not in any way reflect 
the results of the operations of the service, considerable infor- 
mation was brought out in the hearings relative to the opera- 
tions of this service. The hearings show that the Mississippt 
River section just about made expenses during the last year 
and that nearly $500,000 was lost on the Warrior River. Legis- 
lation is now pending before both the House and Senate upon 
which the policy as to the future operation of this service will 
be determined by Congress. 


COOLIDGE APPOINTS COMMITTEES 


The Trafic World Washington Bureau 


President Coolidge has appointed two committees to study 
the needs of the merchant marine and to recommend steps for 
co-ordination of railroad and ship facilities. The committee to 
study the needs of the merchant marine is. made up. of 
the heads of the treasury, war, navy and commerce depairt- 
ments and Chairman O’Connor of the Shipping Board and Presi- 
dent Palmer of the Fleet Corporation. The committee to study 
co-ordination of rail and water services will be composed of 
the Secretary of Commerce, chairman of the Commission, chair- 
man of the Shipping Board, President Palmer, and a practical 
railroad man and a practical shipping man yet to be selected. 

The selection of the committees was announced at the 
White House by a spokesman for the President after President 
Palmer had conferred with the President. Senator Jones, chair- 
man of the Senate commerce committee, suggested to the Presi- 
dent some time ago that such committees be appointed. 


The committee to study the needs of the merchant marine 
met with the’ President March 15. Those present were Secre- 
taries Mellon, Weeks, Hoover and Acting Secretary Roosevelt, 
of the Navy, Chairman O’Connor, of the Shipping Board, and 
President Palmer, of the Fleet Corporation. Mr. Palmer was 
selected to act as chairman. It was said after the conference 
that the committee went over the general merchant marine 
situation with the President, discussed the need of ships for 
the navy and army transport services, coast guard, lighthouse 
service and the Fleet Corporation. Mr. Palmer said meetings 
of the committee would be held from time to time. 

The ground to be covered by the two committees appointed 
by the President was outlined by Senator Jones, chairman of the 
Senate commerce committee, on recommendations made to the 
President, as follows: 





A committee should be appointed to work out a plan that will 
bring about closer cooperation between and a better coordination of 
rail and water transportation. This I believe to be vital, and, if 
closer coordination can be brought about, it will do more to develop 
our merchant marine than any other one thing. If I may, I would 
suggest as such a committee the chairman of the Shipping Board, 
chairman of the Interstate Commerce Commission, and the Secre- 
tary of Commerce, with possibly an expert rail man, shipping man 
and representatives from business, labor and agriculture interests. 
I doubt the wisdom of having the legislative branch represented upon 
this committee. It should do its work, formulate its plans and make 
its recommendations uninfluenced by legislative considerations, and, 
if legislation should be necessary, let Congress take its recommenda- 
tions and assume the responsibility of approving or rejecting them. 

There is another need that is vital. If we are to have a per- 
manent merchant marine, a careful and expert survey of our com- 
mercial and defense shipping needs should be made to determine at 
least the minimum of ships we must have and to what extent new 
and modern ships must be provided. Our ships are deteriorating 
fast. A plan of replacement must be formulated, approved and 
entered upon without delay. If private capital does not take over 
the routes we are operating and building ships to take the place of 
those that become obsolete, the government must do it, or we Will 
soon revert to the place on the sea we had when the war broke 
out. If the condition. of these services is uncertain, business will 
not wait for our ships to stop running, but will inevitably go to our 
competitors ahead of their decay. Congress has solemnly declared 
it “to be the policy of the United States to do whatever may bor 
necessary to develop and encourage the maintenance” of a mercha 
marine “of the best equipped and most suitable types of vessels sul- 
ficient to carry the greater portion or its commerce and serve as 4 
naval or military auxiliary in time of war or national emereenty 
A special committee should be set up to make this survey, formu - 
a policy and submit a detailed plan with the cost, if it must _ 
carried out by the government, so that you may be in a position 0 
make a concrete recommendation to Congress. This comm _ 
should be made up of one or more representatives of the Shipping 
Board and the secretaries of war, navy and commerce. 


The survey committee appointed by President Coolidge met 
with President Palmer, of the Fleet Corporation, chairman 
of the committee, March 19. The committee outlined prelim- 
inary plans for procedure and discussed ship needs for national 
defense and the transport services. Conversion of ships into 
motor ships also was considered. 





BOARD SELLS TANKER 


The Shipping Board has sold the oil tanker Shreveport, 
of 80,000 barrel capacity, to the Cities Service Refining Trans- 
port Company. The purchaser, a subsidiary of the Cities Serv- 
ice Company, will use the tanker for transporting California 
and Gulf Coast crude oils to the refinery of the Cities Service 
Refining Company at East Braintree on Boston harbor. 
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CARRIERS AND SECTION 28 
The Trafic World New York. Bureau 


Opposition to enforcement of section 28 and a decision to 
support steps for its repeal or suspension were the results of 
the meeting of the Eastern Railway Presidents’ Conference in 
New York Thursday. The executives expressed conviction that 
the operation of this section, effective May 20, would work 
serious inequalities in the rate structure of the country and 
also raise formidable operating problems. 

It was apparent after the conference, however, that the 
railroads do not intend to initiate a vigorous campaign against 
the measure, but will take steps to let their views become known. 

The effect of the vitalization of this part of the marine act 
on the carriers has thus far been a matter of speculation, but 
the executives of this region listened to an exposition of the 
problem by traffic experts and reached the decision that it 
could only result harmfully to the railroads. 

Those who presented the situation included R, N. Collier, 
chairman of the Trunk Line Association; G. H. Ingalls, traffic 
vice-president of the New York Central; and William H. Wil- 
liams, traffic vice-president of the Delaware & Hudson and 
chairman of the board of the Wabash. 


The chief difficulty seen in the situation from the. stand- 
point of the railroads was that it would serve as an inducement 
for railroads that run from the United States into Canada and 
back into the United States to patronize Canadian ports rather 
than those of this country. Under the marine act, it is pointed 
out, only that commerce is affected that is wholly within the 
United States, so that these border line carriers would not come 
under its provisions. Thus, for instance, a railroad engaged in 
the business of hauling flour from the Twin Cities to the Atlan- 
tic seaboard would be influenced to take advantage of the 
Canadian export rate and would deliver the traffic to Montreal 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and-THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
¢ point. type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 














SITUATION WANTED—Traffic manager or assistant; seventeen 
years’ industrial-railroad experience; through knowledge rates, claims, 
Is, C.. law; executive yom single; correspondence-interviews 
solicited. Address’ Box 635, Traffic World, Chicago, Ill. 


RR 

POSITION WANTED—Young. man’ of fourteen years’. general 
traffic and industrial railroad experience. Now employed. Acquainted 
Pittsburgh and middle west territory. Best of reference. Address 
H. B. C., Traffic World, Chicago, Ill. 


_ EXPERT SHORT LINE RAILROAD EXECUTIVE—Open for posi- 
tion due to present connection consolidating. Twenty years’ experi- 
ence with Class II line; six years as Traffic Manager and last eight as 
General Manager. Age 42. Qualified to handle all departments. 
Guarantee efficient and economical operation of short line property 


and development of territory. Address Box 631, Traffic World, 
Chicago, Ill. 








CERTIFIED TRAFFIC MANAGER—American Commerce Associa- 
tion. Thirty-one; family; A. B., LL. B.; Practicing attorney and in- 
dustrial traffic claim adjuster. Ready to appear before the I. C. C. 
Iam a hard worker seeking a position with. opportunity: rather than 


a ee salary: References. Address Box 629, Traffic World, Chi- 
cago, Ill, 





TRAFFIC MANAGER—Desires position with active organization. 
Have specialized in grain, grain products and oil traffic. Broad 
experience generally; capable and competent; references. Address 
Box 627, Traffic World, Chicago, Ill. 


WANTED—Freight bill reviser for overcharges. Must be -good. 
rg past experience. Address Produce Traffic Association, Kansas 
0. 





POSITION WANTED—Traffic Manager or Assistant; five years 
railroad experience; three years industrial; four years college trans- 
portation, thoroughly familiar all details of traffic department; rate 
adjustments and rates all territory, reparation and Loss & Damage 
Claims. Now assistant large corporation. Will organize department: 
age 26. A-1 references. Address Box 633, Traffic World, Chicago, IIl. 


COLLEGE TRAINED TRAFFIC MAN—BEight years’ railro ex- 
perience, desires position with private corporation; capable of taking 
full charge of traffic department. Employed at present time. Can 
et references. Address O. W. E. 623, Traffic World, Chi- 











fi FOR SALE—Two golden oak Shaw-Walker vertical freight tariff 
les, A-1 condition, each containing nine storage drawers and eight 
complete Wire file sections. Will sell F. O. B. St. Louis, Missouri, 
ery reasonable. Address J. A. Coffey, General Traffic Manager, Mis- 
Souri Portland Cement Co., Post Dispatch Bldg., St. Louis, Mo. 


thi WANTED—100,000 more shippers and carriers to help put the 
aves out of business with Edgar Security First Steel Seals. N 

oe peerings or catches to be manipulated in covering up theft. 
= = ment, The Edgar Stee] Seal & Manufacturing Company, 
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rather than some carrier running to the east coast. Among 
the carriers that would come under the exceptions to the pro- 
visions are the Michigan Central, the Wabash and the Pere Mar- 
quette. The Grand Trunk, on the other hand, crosses into Maine 
on part of its route. 

It is not the intention of the eastern carriers, it was learned, 
to enter any formal protest against the board’s decision, but 
the wheels have been set in motion by which their objections 
will be presented to the Commission much as they were recently 
in the case of the order for the installation of automatic train 
control. The traffic executives will undertake a thorough study 
of the problem and will report to the executives. The latter 
will then, it is understood, appoint a committee to lay before 
the Commission the railroads’ attitude. 

Representatives of eastern carriers are meeting this week 
in the offices of the Trunk Line Association preparing tariffs, 
to be effective May 20, carrying out the provisions of Section 
28 of the merchant marine act, which restricts preferential ex- 
port and import rail rates to goods shipped on American vessels. 
It is expected that they will be completed by May 5, as required 
in the order issued by the Commission. 

Possibility of an ocean rate war when the law becomes 
effective on May 20, is now considered remote, as the foreign 
steamship lines have decided to await the results of the sec- 
tion before taking action. Some effort to offset the advantages 
accruing to the American steamship lines is considered certain, 
but no definite plans have yet been developed. 


OBJECTIONS TO SECTION 28 


The Trafic World Washington Bureau 


Protests from England and Japan against the application 
of section 28 of the merchant marine act probably will be made 
to the United States, according to press dispatches from. those 
countries. Discussing the Japanese protests, Commissioner 
Thompson of the Shipping Board took the position that the 
protests were being made in an effort to protect the traffic agree- 
ments. between the Milwaukee and Great Northern and Japanese 
steamship lines and which the commissioner had pointed out 
previously would be abrogated by the application of section 28. 
At the present time it appears that Washington officials will 
take the position that application of section 28 is a domestic 
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matter and not one involved in treaty relations with other 
nations. 

Toledo millers have sent protests to members of Congress 
as to the inclusion of flour under section 28. 

Representative Davis of Tennessee, ranking Democratic 
member of the House committee on merchant marine and fish- 
eries, said while he had not studied the question of section 28 
in detail, he thought the Shipping Board could except ports that 
might be discriminated against if the section were applied to 
them. 

“As is usual with any plan to aid the American merchant 
marine, foreign opposition is making itself heard,” the National 
Merchant Marine Association says in a bulletin to members 
with regard to the application of section 28 of the Jones mer- 
chant marine act. “Reports have been circulated that confer- 
ence relationships between American and foreign lines will be 
severed and that a rate war will result. Ocean freights, how- 
ever, are not on a level that will leave leeway, even for the 
cheaper built and operated foreign vessels to slash prices with- 
out serious financial consequences. 

“In some quarters there is a strong belief that if Article 
8 of the proposed commercial treaty with Germany, which is 
to be a ‘model for treaties with other nations, is included in 
the agreement, it will be impossible to give preferential rail 
rates on goods carried by American vessels. It seems evident, 
therefore, that section 28 still has a gauntlet to run; and the 
treaty situation again calls attention to the dangers to American 
shipping contained in that document as it was drafted with 
the concurrence of the State Department.” 

Commissioner Thompson, of the Shipping Board, discuss- 
ing section 28 of the merchant marine act, March 18, said those 
who were protesting against the application of the section were 
overlooking the fact that the section was mandatory and only to 
be suspended when the Shipping Board was of opinion that there 
were not adequate shipping facilities under the American flag. He 
said when the board found that there were adequate shipping facil- 
ities under the American flag, there was nothing to do but to 
apply the section under the merchant marine act. At the same 
time, he said, the Shipping Board was heartily in sympathy with 
the use of preferential rail rates as an aid to the merchant 
marine. 

Asked why grain had been excepted from the application 
of the section, Mr. Thompson said the reason was that grain 
moved in large volume at particular periods of the year and 
that the board had in mind the necessity for not only adequate 
tonnage but also adequate service and regularity of sailings in 
connection with the movement of that commodity. He said the 
board excluded grain for the time being so as to permit a fur- 
ther survey to determine whether shipping facilities under the 
American flag were adequate to handle that commodity. 

Regarding the statement filed with the board by F. H. 
Price, on behalf of the National Millers’ Federation, Mr. Thomp- 
son said the query the board would put to him was whether he 
could point out where shipping facilities were not adequate un- 
der the American flag to handle flour shipments. 

Commissioner Thompson said application of section 28 
would break up the traffic agreements which the Chicago, Mil- 
waukee & St. Paul and the Great Northern had with Japanese 
steamship lines operating out of Seattle, and that, in his opin- 
ion, no action by the board would now be necessary to compel 
abrogation of those contracts. 

“This (section 28) is but a statutory application of a prin- 
ciple that has been the custom between American railroads and 
foreign shipping lines under a contract where the railroads 
would grant the through bill of lading only to vessels with 
which they had contractual relations,” Mr. Thompson said, add- 
ing that the effect of application of the section was to make 
the railroads give to American ships what they had given to 
foreign steamship lines. 

Asked as to whether the board had considered the effect 
of the section on export coal shipments for foreign destinations, 
Mr. Thompson replied with a question to the effect that if there 
were no export rates on coal, would that commodity be affected? 

Commissioner Thompson said Fayette B. Dow, of the Na- 
tional Petroleum Institute, had asked for a hearing with respect 
to the effect of section 28 on oil shipments. Mr. Dow will be 
heard by Commissioners Thompson and Plummer March 25. 

It is understood that the position of the institute is that 
the enforcement of section 28 as to oil shipments will be dele- 
terious to the interests of refiners of oil in the mid-continent 
field, especially the so-called independent or non-Standard in- 
terests because approximately 90 per cent of their shipments 
move in foreign flag ships, both as to tanker and case goods 
ships. W. H. Reed, of the Sinclair interests, joined Mr. Dow 
in the request for a hearing. 


NAWSCO LINE SERVICE 


Officials of the Nawsco Lines, operating in the intercoastal 
service, have pointed out in connection with the Shipping Board’s 
consideration of whether or not the board’s vessels allocated 
to the Nawsco Lines will be withdrawn, that the service of the 
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lines will be maintained without interruption. The Shipping 
Board, as reported in The Traffic World last week, has deferred 
pase with respect to withdrawing the board’s vessels from the 
service. 

Announcement has been made by the Nawsco Lines that 
they have joined services with the Dollar Steamship Line ip 
the intercoastal trade from Atlantic to Pacific ports. The 
Nawsco and Dollar ships operate from Philadelphia and Balti- 
more to Pacific ports. 


PACKERS AND SECTION 28 


The Trafic World Washington Buredy 


A committee representing the big meat packers conferred, 
March 20, with Shipping Board officials relative to the adequacy 
of shipping facilities under the American flag to handle the ex- 
ports of the packers when section 28 of the Jones act becomes 
effective May 20. C. B. Hutchings, representing the American 
Farm Bureau Federation, accompanied the committee, the fed- 
eration being interested in the. shipment of perishable farm 
products. 

The meat packers will submit detailed statistics as to their 
tonnage needs for shipments to United Kingdom and Continental 
ports. They are principally interested in adequate facilities to 
United Kingdom ports. 

After the conference, Commissioner Plummer said the Board 
would provide adequate facilities and that it was putting five new 
refrigerator ships into the United Kingdom service. These ves- 
sels formerly were army transports converted by the Board into 
fast freight ships. 

The committee representing the packers was composed of 
George A. Blair, of Wilson and Company; Edward Hines, of Ar- 
mour and Company; C. H. McCauley, of Swift and Company, 
and Norman Draper, of the Institute of American Meat Packers. 


TRANSSHIPMENT COAL RATES 


The Trafic World Washington Bureau 


Exporters of coal from the United States have raised the 
question, informally, as to whether the transshipment rates 
maintained by the railroads on coal, to tidewater ports are of 
such quality as to bring them under the condemnation of sec- 
tion. 28 of the merchant marine act, if and when the coal is 
destined to a foreign country, unless the coal is to go forward in 
an American ship. The rates are applicable, as a rule, to coal 
that is loaded into a vessel, regardless of the immediate or ul- 
timate destination of the ship. In name, there is no export or 
import rate on coal: That fact was brought out at the time 
northern New York and New England .were complaining about 
rates on anthracite to Canadg on the théory that Canada got her 
fuel on. export. rates lower than the charges on domestic coal. 

But there are transshipment rates, applicable on coal, from 
American ports to other American ports, which can be and are 
being utilized for the transportation of coal to foreign destina- 
tion, either as cargo or as bunker coal. The transshipment rates 
are from 25 to 50 cents per ton lower than the rates applying 
to the ports “proper.” That is the situation as to New Orleans, 
Hampton Roads ports, Baltimore and Philadelphia in particular. 
The rates to Hampton Roads, Baltimore and Philadelphia, used 
by the exporters,. are those applicable “outside the capes,” 
that is, beyond the capes at Hampton Roads as to shipments 
from the Hampton Roads ports and Baltimore, and beyond the 
capes of Delaware bay as to shipments from Philadelphia. 
They apply whether the coal is going to New York or to London. 

Inasmuch as they can be utilized on shipments to foreign 


destinations, they seem to come within the prohibition of the. 


first sentence of section 28 of the merchant marine act, That 
first sentence reads as follows: 


That no common carrier shall charge, collect, or receive, for. 


transportation subject to the Interstate Commerce Act of persons 
Or property, under any joint rate, fare, or charge, or under an 
export, import, or other proportional rate, fare, or charge, whic 


is based in whole or in part on the-fact that the persons or- 


property affected thereby is to be transported to, or has been 
transported from, any port in a possession or dependency of the 
United States, or in a foreign country, by a carrier by water 
in foreign commerce, any lower trate, fare, or charge than that 
charged, collected, or received by it for the transportation of 
persons, or of a like kind of property, for the same distance, 
in the same direction, and over the same route, in connection 
with commerce wholly within the United States, unless the ves- 
sel so transporting such persons or property is, or unless it 
was at the time of such transportation by water, documented 
under the daws of the United States. : 


If the section is to be enforced the coal men fear the inclina- 
tion of the railroads, the Commission, and the Shipping Board 
will be to include coal as one of the commodities on which the 
lower rates may not be applied unless it is to move out in an 
American ship. In the informal discussion of the matter that 
has already taken place it has been asserted that rates by 
American ships, on coal are so high that it would be out of 
the question to ship in them. 

There are two phases to the subject. The first is that the 
prohibition is against any lower charge based on the fact 
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Where Seventeen Railroads Meet the Sea—The Funnel Thru Which Pours 


Tonnage through the Port 
of Houston continues to in- 
crease. The statistics below 
speak for themselves: 


During the calendar year 
1923, fourteen hundred ar- 
rivals and departures han- 
dling 3,149,196 tons of import, 
export and coastwise freight. 


During the calendar year 
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The calendar year of 1923 
shows an increase in tonnage 
of 126% over the calendar 
year of 1921 and an increase 
of 55% over the calendar 
year of 1922. 
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through the Port of Houston 
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through the Public Belt Ry. 
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tions to main and assembly 
and distributing points. 


Modern wharf facilities de- 
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contemplated. 
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that the property is to be or has been transported “to or from 
any port in a possession or dependency of the United States, 
or in a foreign country.” The second phase is created by the 
language “or under any export, import, or other proportional 
rate.” That language implies that an import or export rate is 
a proportional rate. 

The transshipment rates apply between ports of the United 
States and are not limited or circumscribed by the expression 
“any port in a possession or dependency of the United States.” 
The ports of New York and New England are not of that kind. 
They are ports of the United States, between which foreign 
ships may not ply, except to complete loading or to finish un- 
loading. While the section implies that export and import 
rates are proportionals, the Commission has never so regarded 
them. In Conference Ruling 304 (b) it speaks of a proportional 
rate as part of the through charge on transportation wholly 
subject to the interstate commerce act, or the act to regulate 
commerce, to give the statute the name it bore when the ruling 
was made. 

No one of recognized standing as an authority, either on 
the interstate commerce law or the merchant marine law, has 
yet announced an opinion as to which body will have the duty 
of saying what the section means in respect of the trans- 
shipment rates on coal. ‘ 

The subject is doubly interesting, in view of the possibility 
of a ruling that the transshipment rates on coal may not. be 


utilized unless the coal goes forward in an American bottom, *: 


because Secretary Hoover, for more than two years, has: been 
trying to devise some scheme of railroad rates that will enable 
American coal operators to regain some of the foreign coal trade 
lost by them since the end of the war, to the British operators. 
According to assertions made by him and by the operators 
who were trying to obtain a reduction of $1 in rates on coal for 
export, the British not only regained all the coal trade in the 
Mediterranean lost by them to Americans in the war period, but 
they extended their overseas coal trade to such an extent they 
ousted American operators from West Indian and South Amer- 
ican ports where the latter had had undisputed control for 
twenty-five years prior to the war. 

The railroad traffic managers, who were in full sympathy 
with Secretary Hoover and the operators, could not see their 
way clear to make rates on coal for export, because, when they 
dumped coal into a ship at a port, they could not police the 
final destination. All they could do was to provide that, if the 
coal was going beyond the capes, it would be given such and 
such a rate, without regard to its ultimate destination. Any 
lowering of rates outside the capes, they pointed out, would 
have the effect of reducing rates to New York and New 
England. Thereby they would place in jeopardy their all-rail 
rates to the northeastern part of thé country and sacrifice 
revenues they could not give up and keep ahead of the sheriff 
and his red flag. 

The railroad» men also pointed out that it would be futile 
for them to undertake to make*one rate for cargo. coal and 
another for.bunkering. They tried that, they said, only to find 
that when the: bunker rate was lower than the cargo.rate, 
steamers found it necessary to use up practically. ali their 
space for bunkering purposes, leaving none for cargo coal. 
When the cargo coal rate was the lower, no ship ever required 
more than a handful of bunker coal. Ships put to sea with 
practically no admitted bunker coal. When they got to sea they 
found they had not enough bunker coal to carry them to their 
next port. Under the law of the sea, they took. the supposed 
cargo coal and used it in place of the bunker coal they did 
not take aboard at the port to which the cargo coal rate was 
the lower. In other words, coal to them was coal; regardless 
of what the railroad might do to differentiate between ¢argo 
and bunker coal, and they took the kind that bore the lower rate. 


AMERICAN MILLERS PROTEST 


The Trafic World Washington Bureau 


The Millers’ National Federation, through F. H. Price, its 
export agent, reinforced by J. C. Jeffrey and Robert E. Quirk, 
its counsel, has begun a fight for a modification of the situation 
brought about by the order of the Commission, acting as the 
rubber stamp for the United States Shipping Board, applying 
the terms of section 28 of the merchant marine act to a con- 
siderable part of the tonnage leaving American ports. The mill- 
ers protest against the discrimination against flour caused by 
the fact that wheat is exempted from the terms of section 28, 
while flour, the product, is not and is put at a disadvantage 
with the raw material. As they see the outcome of the enforce- 
ment of the part of the merchant marine law in question, 
American wheat, if it goes abroad at all, will go as the raw 
material, to be converted into flour by European millers. 

Two suggestions have been made, one remedial and the 
other palliative. The first is to have flour put on a footing 
of equality with wheat, that is to say, exempted from the terms 
of the Shipping Board’s certificate. The second is that the 
Commission postpone the effective date of tariffs to be filed 
by the carriers in obedience to its orders, for six months. The 





informal representations to members of the Commission and 
the Shipping Board are to the effect that the task of getting 
proper tariffs, rules and regulations to. govern the rail part 
of new transactions is one that cannot be performed in the two 
months allowed the railroads. Among the things to be worked 
out, it has been suggested, is a lengthening of the free time 
that is to be allowed, even on flour intended for dispatch on 
ships of American registry, under certain conditions. Flour 
for export now gets ten days’ free time. Flour carried on 
domestic rates is given only forty-eight. é 

In the protest of the Federation, submitted in the name of 
Mr. Price, the sufficiency of American ships for the carriage of 
flour is denied. That denial raises a question of fact with 
which the Shipping Board could deal, but with which the Com. 
mission, under the construction it has placed on ‘section 28, 
could not. The protest was addressed primarily to the Inter. 
state Commerce Commission. The men who came to Wash- 
ington to add their voices to the. written words of protest 
pointed out, among other tinhgs, that someone has got to make 
rules for the government of the railroads.in dealing. with the 
subject and that on that point the Commission was the only 


body that could speak with authority. In his _protest,. Mr, 
Price said: 


It having been proposed by the. United. States Shipping Board, 
under Commissioner Thompson’s resolution of Feb. 27, 1923, that there 


-is-now adequate American flag tonnage to carry all United States 
/ exports except grain to certain foreign countries, and that the Inter- 


state Commerce Commission should modify their suspension of sec- 
tion 28 of the merchant marine act 1920, the Millers’ National Federa- 
tion respectfully begs to protest against both propositions. 


The Millers’ National Federation has publicly declared in a con- 
spicuous manner its loyalty to the national mercantile marine and its 
desire to give preference to American ships, and the members of this 
federation have observed their pledges to the utmost. Nevertheless, 
they have not abandoned their old carriers for the obvious reason that 
at no time have there been sufficient American bottoms sailing with 
the frequency and regularity to which the trade has .been accustomed 


and which it needs. This is as true of the present time as it ever 
has been. : 


The principal markets for flour in Europe are the ports north of 
Bordeaux to Helsingfors, and including Great Britain and Ireland, 
and flour is a commodity on which there is a higher rate of railroad 
freight for domestic shipments than for export. 7 

American flour is generally sold on C. I, F. terms direct from 
milling centers to foreign ports. The time of clearance from the séa- 
board is specified. 

Export flour is sold at cost or on an extremely narrow margin 
of profit, and is always in direct competition with its own raw mate- 
rial, wheat, which is exempted by the United States Shipping Board 
from the provisions of their certification, and which in any event is 
almost always carried on lower freight rate than flour. 

Wheat is a seasonal freight and is carried in both tramp and 
liner steamers, whereas flour is an all year around freight and is 
earried in liner steamers only. Thus wheat can always benefit by the 
low tramp rate, and now the United States Shigging Board requests 
permission to continue and emphasize that situatio 


what be the flag of the carrying ship ees 


We protest against government discrimination against the flour. 


trade in favor of the raw grain. : 
It is essential that there must be regular services of steamers 
to the ports in our foreign flour markets at low competitive rates. ~ 
The steamers must sail as advertised, direct and “on time, to en- 


able the*miller far in the interior to make a contract..with assurances , 
that he will be able to comply therewith and not lay ‘himself open to; 


claims for breach of contract. 7 


Shipments are on through export bills of. lading @nd\on ships’ 


bills of lading. The through export form. of: bill of lading is issued 
in the interior by rail companies in connection with steamship freight 
eontracts and specify the line of steamers with which the contract 
has been made. Provision is made that if the shipment for any rea- 
son fails to go forward on the first steamer-after arrival it may 8° 
forward by a succeeding steamer. Another condition of this form of 
bill of lading is that the rail carrier is not bound to deliver in time 
for any particular market or steamer. °; Fei 

In the case of ships’ bills of lading provision is included in the 
bill of lading that the carrier may forward the shipment by a suc- 
ceeding steamer ofthe fine. 


A shipment intended for an American steamer may be delivered 
by the.rail carrier too late for that clearance or may be shut out of 


an American steamer and turned over to a foreign steamer; but = : 
miller has figured the lower inland freight in his C. I. F. price. If ; 


he had figured the higher inland freight rate he would have lost. the 
sale, Now the miller has to pay the additional-rate out of his own 
pocket, an amount, probably, several times more than the profit, or 
producing a loss in excess of an initial loss. 

At least two important steamship companies carrying to me 
ports of our principal markets operate both American and foreign 
flag steamers. : ; 

The Shipping Board does not provide adequate service to i ged 
ports. The larger percentage of our high grade flour, the supply ° 
which exceeds the home demand,’is* shipped to’ Great Britain. 
United States millers are handicapped through the enforcement “4 
section 28 of the merchant marine act the difference in price, althouf® 
it may seem small to many not familiar with export flour trade, is 
divert further business to Canadian mills. In this connection it i 
important to note that Canada last year exported to the United bed 
dom nearly 4,500,000 barrels of flour; the United States expor ay 
1,641,000 barrels. The American government imposes an import any 
on foreign wheat and flour for the protection of the American grow ~ 
and manufacturer, but in our opinion this proposed alteration in 
freight rates on flour will act in an opposite manner. - of 

It can be stated that. there: never can be a ‘fixed adequacy 
tonnage, and certainly not of tonnage of any one flag.. Tonnage ™" rt 
always be compared with the visible or expected quantity of ne 
and import freight. Adequacy of tonnage and adequacy of merc ot 
dise to be carried cannot be coincident or concurrent except for 5 
periods of time. transit 

ain,. exports. of flour-are quite onaceliy on milling-in-tran of 
railroad rates, effective in certain fixed directions to certain ports S 
export. If American flag steamers are not available, and higher ra 


m- by” previding , 
that wheat may always benefit by preferred railroad rates, no matter - 
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Loading Export Leaf Tobacco at Norfolk’s Municipal Terminal 


Norfolk and Tobacco 


Five years ago tobacco did not 


ing the tobacco 


season heavy 


figure conspicuously in the volume 
of Norfolk’s port commerce. 

Today Norfolk is America’s first 
tobacco port. 

This development was neither an 
accident, nor was it one of those 
peculiar and abnormal movements of 
tonnage that are sometimes encoun- 
tered. It was the result of a port 
condition that offered a more eco- 


movements are an almost daily oc- 
currence. In 1923 more than 225,- 
000,000 pounds of the commodity 
passed out of the harbor of Hamp- 
ton Roads for foreign ports. The 
bulk of this total was handled by 
Norfolk terminals. 

The same condition which has 
made Norfolk America’s first tobacco 
port is enabling shippers of a wide 


nomical opportunity to the shippers 


of this commodity. 

Two thousand per cent 
increase in five years is the 
remarkable record of this 
port in the movement of 
tobacco tonnage. In 1918 
Norfolk handled only 24% 


' per cent of America’s leaf 


tobacco exports. Today 
about half of the leaf exports 


-of the United States pass 


through this. gateway. 

A few days ago a single 
exporter shipped more than 
3,500,000 pounds of leaf 
tobacco from Norfolk to 
England in twodays. Dur- 


variety 


A Bit of History 


The Port of Norfolk 
had its beginning on 
a site of 50 acres, pur- 
chased by authority 
of the Virginia As- 
sembly in 1682, for 
“ten thousand pounds 
of good merchantable 
tobacco and caske.”’ 
The “‘Towne of Nor- 
folk” was established 
as a tobacco handling 
and shipping point. 
Then, as now, Norfolk 
was America’s first 
tobacco port. 


Ask 


of commodities, both ex- 
port and import, to effect 
greater economies and secure 
the maximum of dispatch. 

Investigate the port of 
Norfolk as it relates to your 
foreign trade problems. Ask 
for detailed information 
about rail freight rates, low 
handling, storage and insur- 
ance rates, absence of harbor 
and terminal congestion, 
quickness of dispatch, mild- 
ness of climate and other 
conditions which have made 
possible this port’s rapid 
development as a foreign 
trade gateway. 


NORFOLK PORT COMMISSION 


NORFOLK, VIRGINIA 


“Port of Quick Dispatch and Economical Handling’’ 
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are effective at such ports than at others, then millers who are ‘so 
situated are automatically discriminated against. 

Hereto attached is an analysis of the fixed liner sailings for the 
current month of March. Such an analysis is capable of being made 
for any month. By this analysis we show that there is not now an 
adequate supply of American flag ships from United States rts to 
the ports of our principal foreign markets, and which are included in 
the United States Shipping Board certificate. 

Not only is the rate of freight affected by the application of this 
section of the act, but all preferential rules and regulations such as, 
for instance, the free time allowed at seaboard, in which to make 
steamer connections. We now have ten days, but on a domestic 
basis we should have only 48 hours in case a shipment missed the 
American flag steamer and was carried in a foreign bottom. 

It is to be assumed under this section of the act, if made ef- 
fective, that all railroads would inflict the higher, or domestic rate, 
on export and refund any difference, only on proof that the shipment 
cleared on an American ship. Such a cumbrous and expensive ad- 
arent of rates, storage and demurrage charges needs no comment 
rom us. 

However, when and if there be adequate American liner tonnage 
to all the principal foreign ports, sailing regularly and direct, as 
advertised and as contracted, carrying at competitive rates, i. e., com- 
petitive with the steamers of the countries with which we do busi- 
ness, and with wheat, then the application of the expert differential 
to shipments forwarded in American steamers only may work more 
satisfactorily. It would mean a general, uniform, preferred export 
rate applicable to both the raw grain and its manufactured products, 
with which the millers would not disagree. 


ANALYSIS OF SAILINGS FOR MARCH FROM UNITED STATES 
ATLANTIC PORTS TO NORTHWESTERN EUROPE 


Liverpool— 

From New York, 9 foreign flag steamers, no American. 

From Boston, 4 foreign flag steamers, 1 American (S. S. West 
Queechie, 22d of March, from Baltimore, March 10). 

From Philadelphia, 4 foreign, no American. 

From Baltimore, 3 foreign, 2 American (West Queechee, sailing 
via Boston 12 days later; Deerlodge, March 21, sailing via 
Norfolk 4 days later). 

-*London— 

®rom New York, 5 foreign, 3 American. 

From Boston, 3 foreign, 1 American (Schoharie, March 15, from 
Baltimore). 

From Philadelphia, 2 foreign, I American (also to Hull). 

From Baltimore, 2 foreign, 2 American (including Schoharie, via 
Boston, 9 days later). 

*Special note with reference to London: The United States 
Lines’ steamers direct to London discharge at Tilbury. The 
Oriole Line, from Boston, Philadelphia and Baltimore (American 
flag), discharges at wharves on the Upper Thames, and all the 
steamers of the foreign flag lines referred to discharge at wharves 
on the Upper Thames. The principal buyers of flour specify those 
lines which deliver at wharves near to the city, for obvious rea- 
sons, and the precios exporters of flour are obliged, therefore, 
so to route their shipments to the exclusion of the United States 
Lines and any other lines that discharge at Tilbury. 

Manchester— 

From New York, 2 foreign, no American. 

From Boston, 3 foreign, 3 American (all via Baltimore and Hamp- 
ton Roads). 

From Philadelphia, 3 foreign, no American. 

From Baltimore, 1 foreign, 2 American. 

Bristol and Cardiff— 
from New York, 2 foreign, 4 American. 
Glasgow— 

From New York, 3 foreign, no American. 

From Philadelphia, 1 foreign, 1 American. 

From Baltimore, no foreign, 2 American. 

Belfast— 

From New York, 1 foreign, 1 American. 

From Philadelphia, no foreign, 1 American (S. S. Balsam, March 
15, from New York March 12). 

From Baltimore, no foreign, 1 American. 

*Hamburg— 

From New York, 8 foreign, 4 American. 

From Boston, 2 foreign (S. S. Emden, March 21, also sails from 
Philadelphia, Boston and Hampton Roads; S. S. Missouri, 
from Philadelphia, March 1); 3 American (two of which also 
sail to Rotterdam). 

Bremen— h 

From New York, 2 foreign, 4 American. ' 

From Philadelphia, 1 foreign (also via Baltimore 9 days later); 
no American, 

Norway— 

From New York, 2 foreign, no American. 

From Philadelphia, 2 foreign, no American. 
Sweden— . 

From New York, 5. foreign, of which 2 are from Baltimore and 1 
from Philadelphia; no American. 

Christiania and Copenhagen— 

From New York, 3 foreign, no American. 

From Boston, 1 foreign (also via Philadelphia and Baltimore); 
1 American (from Baltimore). 

Holland (Rotterdam)— 

From New York, 4 foreign, 3 American. 

ia | Boston, 2 foreign (1 sails via Baltimore); no American 

rect. 

From Philadelphia, 2 foreign (also via Baltimore); 2 American. 

From Baltimore, 2 American (via Antwerp). 

*Special note on Hamburg, Bremen and Copenhagen: A large 
important and regular trade in flour from America is that which 
goes to Baltic and Gulf of Finland ports, none of which, with 
the exception of ports of Sweden and Helsingfors, are reached by 
direct service and which is reached wholly by transshipping 
steamers from Hamburg, Bremen and Copenhagen. All of the 
transshipping steamers from Bremen are owned or controlled by 
the North German Lloyd and the transshipping steamers from 
Copenhagen are owned or controlled by the Scandinavian Amer- 
ican Line. These lines, with the exception of the North German 
Lioyd, which has close relations with the United States lines, 
utilize their monopoly of transshipping steamers to exclude any 
steamers other than their own from this service, but in the case 
of the United American lines to Hamburg the Hamburg Amer- 
ican line is, or is supposed to have, a working arrangement per- 
mitting that line to use transshipping services at equal rates. 
This trade to Baltic ports is in small parcels to bakers and whole- 
sale grocers who can only buy in small lots. 
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ST. LAWRENCE WATERWAY PROJECT 
The Trafic World Washington Bureay 


Following issuance of correspondence between the United 
States and the Dominion of Canada revealing an agreement be. 
tween the two governments for further study and investigation 
of the St. Lawrence waterway project, President Coolidge, late 


March 14, appointed the following St. Lawrence Commission of 
the United States: 


Herbert Hoover, Secretary of Commerce, chairman. 


a 
Wm. C. Breed, attorney at law, New York City, former presid 
New York Merchants’ Association. " viii: 


James E. Davidson, Bay City, Mich., vice-president, Ameri 
Ship Building Co., Bay Ci “i P erican 


ty. 
James Goodrich, Winchester, Ind., formerly governor of 
Indiana. 


James R. Howard, Chicago, Ill., formerly president, American 
Farm Bureau Federation. 


James D. Noonan, American Federation of Labor. 
Stephen B. Davis, Washington, D. C., counsel. 
Charles P. Craig, Duluth, Minn., executive secretary. 


A further member of the Commission will be chosen from 
the commercial community in the New England states. 


The President’s letter of instruction to Secretary Hoover 
reads as follows: 


In appointing the St. Lawrence Commission of the United States 


under your chairmanship I desire to set out my views as to the work 
that the Commission can properly undertake. 

It is my desire that the Commission should thoroughly consider 
the whole project in its economic and national aspects, should solicit 
the views of the various sections of the community, should be able 
to express an opinion as to whether or not the precast should be under- 
taken at the present time. If this judgment should be in the affirma- 
tive, then I wish the Commission to consider the formulation of such 
projects as might be submitted for international agreement on con- 
struction, finance and administration—all of which of course must be 
of a preliminary nature as a basis for formal negotiations with the 
Canadian government, and obviously subject to the views of Con- 
gress. 

In order that the work of the Commission shall be co-ordinated 
with the joint engineering investigations suggested in the correspond- 
ence with the Canadian government I am today asking that the War 
Department place under your direction the necessary engineering offi- 
cers and you will, as Secretary of Commerce, represent our govern- 
ment in these matters. 

The project of opening the Great Lakes to ocean going ships and 
development of the great power resources of the St. Lawrence River, 
on behalf of both the Canadian and American people, has been a hope 
long treasured by many millions of our people and it is in the 
desire that this matter, if it is sound and practicable, should be 
brought one step nearer to consummation that I am asking you and 
your fellow commissioners to serve in this matter. 


In connection with the announcement of the appointment of 
the new commission, the following summary of the situation with 
reference to the project was made public at the White House: 


The development of the St. Lawrence waterway for ocean-goin 
shipping, thus making every port on the Great Lakes an ocean port, 
and for the development of some two millions of electrical horse- 
power from the canalization works has been under active considera- 
tion of both the United States and Canada for many years. 

The first definite action taken by our government in the matter 
was the joint resolution proposed by the House Committee on Interstate 
and Forei Commerce in 1892. A resolution authorizing a prelmi- 
inary inquiry was passed in March, 1895. The preliminary commis- 
sion reported favorably on the feasibility and recommended a more 
detailed survey. In 1897 Congress authorized the survey by the 
United States army engineers, who made a favorable report in June, 
1900. Further interest was suspended pending the construction of 
the Panama Canal, but was again brought under discussion in 1909 at 
the time of the treaty providing for the appointment of the Interna- 
tional Joint Commission. Resolutions asking consideration of ¢0- 
operation with Canada were presented to the House and to the Sen- 
ate in 1913, but action was again suspended pending the great war. 
In 1919 Congress expressed a desire that the International Joint Con- 
mission investigate the problem and prepare an estimate of the cost 
of construction. This was done in 1920. The report of the Commis- 
sion was transmitted to Congress in 1922. On May 17, 1922, the Amer- 
ican government again ‘addressed itself to the Canadian government 
with suggestions for further action, a reply to which was received on 
January 30, 1924. The response of the American government, from 
which the present presidential commission springs, was transmitted 
on February 27, and the.reply of the Canadian government is issué 


ay. 

National attention to the development of this route has become 
greatly advanced by the legislation of 18 states, creating a council 
known as the Great Lakes-St. Lawrence Tidewater Association, in- 
cluding Ohio, Indiana, Illinois, Michigan, Wisconsin, Minnesota, — 
Missouri, North Dakota, South Dakota, Nebraska, Kansas, Colora o 
Wyoming, Montana, Idaho, Utah and Oregon, with the governors 0 
the states as members of the council. 

The opening of the St. Lawrence route would effect transporta- 
tion involving nearly 42 million of our population, and the_ large 
amount of electrical power is of vast importance to the contiguous 
age — report of the International Joint Commission to Congress 
n states: 

“Existing means of transportation are altogether inadequate. . 
permanent problem is furnished by the congestion at critical poln 
and the pressure of ‘‘peak’’ loads. e@ movement of commerce stops 
at Buffalo and has to go forward by rail, a transfer which places Z 
expense burden on the shipper which, in the case of the a 
often impairs or completely wipes out his profits. Development of t 
St. Lawrence route, it is predicted, would permit unbroken movement 
from lake port to Atlantic coast ports or to principal world ports % 
destination.” ion 

The conclusions reached by. the International Joint Commiss! : 
were that physical conditions were favorable for improvements = 
navigation which would be permanent and with low maintenat 4 
costs, that the total cost of improvement from Montreal to Lake im 
tario is estimated at $252,728,200, a the cost of develop! 
1,464,000 hydro-electric horsepower, that if improvements are car the 
on simultaneously it would be possible to complete them from 
time the work is begun, and that the total annual cost of operatit! 
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MERCHANDISE WAREHOUSES 
Located best te serve as your warehouse. Peol car distributien—=stere deer delivery. 


hei Le COTTER WAREHOUSE Company 


SYRACUSE, W. Y.! 
Flagg Storage Warehouse 


TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


Merchandise Storage and Pool Car 
ainsi Kes cers DiStribution — +, cxrroa 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


Kedney Warehouse Co. 


Merchandise Storage and Distributien 


Minneapolis—St. Paul—Grand Forks, N. D. 





Members A. W. A.—C. W. C.—Minn. W. A. 


Petry Express & Storage Co. lnc. 


TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 


Galt Block Warehouse Company 
PORTLAND, MAINE 
Storage, General Merchandise and Household Goods 
Storage ia Traaet on Flour’ Cereals and Canned Geode. 
Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 
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THE ONLY PUBLIC WAREHOUSE IN NEW ORLEANS 


located on the river front. Direct handling of import and export shipments between warehouses 
and ships without drayage charges. Modern concrete floored warehouses with connections to 
Mississippi Warrior Barge Line and all rail lines entering the city. No switching charges. 


THE COMMERCIAL WAREHOUSES 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


merchandise storage and Seen 
Prompt and Soiieees enous 
References: Any jobber, banker or Gaanpaation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


STORERS OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


Over austen 00 off points on Ciiesae, Annes & Bite Hie 
pity fom eg wepliioad weeny Direct delivery Truak Line 
floors via Chicago Tunnel. Ahh without enstane — 


SOO TERMINAL WAREHOUSE 


519 W. Roosevelt Road “The Economical Way” 
ALBANY, W. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


WACO, TEXAS [THE HEART OF TEXAS | 
Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


WAREHOUSE 


Your Stocks With Us 
150,000 Sq. Ft. Space 


DENVER 


Serves Twe Millieo Population 











Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
tocustomers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 


The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 
Poik Street Terminal, Pennsylvania System 
CHICAGO 





BETTER INVESTIGATE 


“At the Edge of the Loop” WILSON V. LITTLE, Supt. 
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maintenance, and a depreciation of these works, including power 
plants, would be $2,562,000. 

In his message to Congress in December of last year, President 
Coolidge said: 

“The time has come to resume in a moderate way the opening of 
our intercoastal waterways, the control of flood waters .. ., the 
development of the great power and navigation project of the St. Law- 
rence River. . . . These projects cannot all undertaken at once, 
but should have the immediate consideration of the Congress and be 
adopted as fast as plans can be matured and the necessary funds be- 
come available. 

“This is not incompatible with economy, for their nature does 
not require so much a public expenditure as a capital investment 
which will be reproductive, as evidenced by the marked increase in 
revenue from the Panama Canal. Upon these projects depen much 
future industrial and agricultural progress. They represent... . 
the addition of a great amount of cheap power and cheap ‘freight 
by use of navigation, chief of which is the bringing of ocean-going 
ships to the Great Lakes.”’ 


The correspondence made public by the State Department 
consisted of a note from Secretary Hughes to the British Charge 
d’Affaires at Washington, under date of February 27, and a note 
from the British ambassador in reply thereto under date of 
March 12. Secretary Hughes’ note follows: 


In your note of January 30, 1924, in regard to the project for 
joint action by the United States and Canada for the improvement of 
the St. Lawrence River between Montreal and Lake Ontario for 
navigation and the development of water power, you informed me that 
while the government of the Dominion of Canada desires to give 
further consideration to the suggestions brought forward in my note 
of May 17, 1922, to Sir Auckland Geddes with a view to carrying out 
the recommendations made by the International Joint Commission, 
the Dominion government is nevertheless prepared to act without 
delay on the recommendation for the enlargement of the Joint Engi- 
neering Board which assisted the Commission in making the investi- 
gation of the project and to appoint additional engineers to the board 
with a view to having it undertake the preparation of a final report 
——. the engineering features of the whole project, including its 
cost. 

You informed me also that the government of Canada intends to 
form a committee which will in consultation with the Canadian mem- 
bers of the Joint Engineering Board, inquire fully from a national 
standpoint into the wide questions involved inthe: project. 

In reply permit me to say that this government is gratified to 
learn that the Canadian government hopes shortly to be in a position 
to take further action on the proposals made in my note of May 17, 
1922, and meanwhile is especially pleased to be advised that the gov- 
ernment of Canada intends to create a commtitee for the purpose 
described in your note. This government, similarly, will immediately 
constitute a national committee which will in consultation with the 
American members of the Joint Engineering Board make adequate in- 
quiry from a national standpoint into the questions involved to the 
end that the project for the improvement of the St. Lawrence River 
for navigation and the development of its water power may be carried 
forward as speedily as possible, 

This government is glad to give its assent to the suggestion that 
the Joint Engineering Board should be enlarged and, in response to 
the request of the Canadian government for its view as to the number 
of additional engineers which should be appiontéd, suggests that two 
engineers be added to the board by each government, the membership 
of the board thus being increased to six, three of whom would be rep- 
resetnatives of the United States and three would be representatives 
of Canada. In connection with this enlargement of the board it may 
be noted that the first of the recommendations made by the Interna- 
tional Joint Commission was that the governments of the United 
States and Canada enter into an arrangement by way of treaty for 
a scheme of improvement of the St. Lawrence River between Mont- 
real and Lake Ontario. It would appear that the Commission dia 
not contemplate that negotiations for a treaty should be postponed 
until after a report should be made by an enlarged board of engi- 
neers, but that negotiations should forthwith be opened that the 
proposed works between Montreal and Lake Ontario should “be based 
be gr: the report of the Engineering Board” accompanying the report 
of the Commission, and that the governments should have the benefit 
of the advice of an enlarged Board of Engineers before a “final deci- 
sion” should be reached. 

This government would propose that the instructions to the 
enlarged Engineering Board should be prepared in joint conference 
by the two advisory committees which the governments of Canada 
and the United States intend to establish, as indicated in your note 
and this reply, and that the two committees should accordingly be 
empowered to meet in joint conference for the purpose of formulat- 
ing such instructions. However, the instructions would be given to 
the Board of Engineers by the governments and the report of the 
engineers would be made to the governments, 


As it appears that the report of the Board of Engineers of June 
24, 1921, while of a preliminary character, as contemplated in their 
instructions, nevertheless presented a general plan believed to be 
practicable in its main features, this government would desire to have 
included in the first instructions to the enlarged board the two funda- 
mental questions whether the scheme for the improvement of the St. 
Lawrence waterway which the board presented in its report of June 
24, 1921, is practicable and whether the estimates of costs made by 
it require revision. The time within which the board should make its 
report should, as was suggested by the Canadian government, be de- 
termined in advance and stated in the instructions. It is believed 
that the fundamental questions can be reported upon within a short 
time. If the suggestion that the instructions to the Joint Engineering 
Board be prepared by the two advisory committees in joint confer- 
ence be acceptable to the Canadian government the appointment of 
technical officers especially for this purpose as proposed by the Can- 
adian government would not be necessary. 


This government further suggests that the two committees be 
empowered to meet from time to time in joint session in order to 
prepare supplemental instructions for the Board of Engineers as occa- 
sion may require, and to consider and develop the broader aspects of 
the whole matter so that each committee may be as helpful to the 
other as possible. 

This government is hopeful that the oe proposals will be 
acceptable to the government of Canada and I should be pleased if 


arrangements can be made by telegraph for publishing them simul- 
taneously at Washington and Ottawa. 


The note from the British ambassador follows: 


I have the honor to inform you that the government of Canada 
have had under consideration the contents of the note which you were 
so good as to address to Mr. Chilton on the 27th ultimo in connec- 
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tion with the proposed improvement of the St. Lawrence River water. 
way, and they concur in the suggestion of the government of the 
United States that two additional engineers be appointed by each 
government to the Joint Bugesing ard whose membership yili 
thus be increased to six, three members thereof representing the 
United States and three representing the Dominion of Canada. The 
Canadian government desire me to express_regret, however, that 
owing to the death on the 3d ultimo of Mr. W. A. Bowden, the late 
Canadian member of the board, all three Canadian representatives 
will have to be new appointees. 

The Dominion government have noted the proposal of the Uniteq 
States government that the national committees to be appointed by 
the two governments concerned should meet from time to time for 
the purpose of formulating the terms in which_the matters to be 
enquired into by the enlarged Joint Engineering Board should be de- 
fined. In this connection I would Pog out that the intention of the 
Dominion government in constituting a national committee is that 
the ‘body in question should. be advisory to the government of Canada, 
and it is felt that to impose upon this body, at all events at the 
outset, the duties suggested would be inconsistent with the purpose 
which it is intended to serve and would change the character of the 
said body from one gy national to one of international signifi- 
cance. The government of Canada consider that the terms of refer- 
ence can, at least in the first instance, be settled quite adequately ang 
in all probability more promptly in the manner set forth in the 
note which Mr, Chilton had the honor to address to you on January 
30 last, and they desire me to express the hope that the government 
of the United States will concur in this view. Immediately upon be- 
ing advised to that effect the government of Canada will be ready to 
appoint a technical officer for the purpose named, and in the event 
of the government of the United States considering the appointment 
of more than one such officer to be desirable, they would have no 
objection to making an additional appointment. 

The government of Canada are gy agreeable to the inclusion 
in the first instructions to the enlarged Joint Engineering Board of 
the two fundamental questions referred to in your note under reply, 
namely, whether the scheme for the improvement of the St. Lawrence 
waterway which the Engineering Board submitted in their report of 
June 24, 1921, is practicable and whether the estimates of the costs 
put forward by the board require revision. On their part, the Domin- 
jon government would suggest that among other matters, the board 
should be directed to inquire into the extent to which the water levels 
in the river at and below Montreal, as well as the river and lake 
levels generally, may be affected. ‘ 

The Dominion government desire me to suggest that, subject to 
the concurrence of the United States government, this correspond- 
ence may be released on the night of Friday, the 14th instant, for 
publication simultaneously in Washington and in Ottawa on the 
morning of Saturday, the 15th instant, and in_ these circumstances | 
have the honor to request that I may be favored with the views of the 
United States government on this matter as soon as possible. 

Secretary Hoover announced this week that the St. Law- 
rence Commission of the United States would meet in Washing- 
ton in the near future. The commission will hold hearings on 
the subject assigned to it for investigation. Secretary Hoover 
is confident that the project will be carried out either in the 
present or next generation. The secretary planned to confer 
March 20 in Chicago with governors of middle western states 
and former governors and the executive committee of the Great 


Lakes-Tidewater Association in connection with the project. 


OCEAN FREIGHT RATES STRONG 


The Trafic World New York Bureau 


Strength in North Atlantic charter rates due to the scarcity 
of vessels here and weakness on the Pacific as a result of the 
slump in Japanese trade and the consequent surplus of ships 
were the outstanding features of the market last week. 

Despite the expectation of shippers that there would be a 
reaction in tramp rates, which caused many of them to defer 
fixtures, no such tendency developed. Only a few vessels were 
available for North Atlantic trades as these were barely suf- 
ficient for the limited amount of freight offered, the shipowners 
demanded top prices. Any substantial increase in shipments 
would undoubtedly result in still higher figures. 

Prevailing charter rates are about fifty per cent above the 
low prices of last summer, but are still low compared with 
normal times. The rates are not yet high enough to bring out 
the volume of shipping tied up here and abroad. Rates 0 
regular liners are also advancing, but are unsatisfactory from 
the viewpoint of the steamship lines, whose vessels must col- 
os operation regardless of the tariffs and the volume of 
reight. 

A move to advance berth rates from the North Atlantic t0 
Continental ports last week failed because ofthe insistence 
of the Shipping Board for a differential in favor of its slower 
cargo steamers. Differentials have been established in the 
intercoastal and South American services, but the European con 
ferences have refused to recognize this principle. 


Only two grain charters were reported locally last week. 
These were at 18% and 19 cents a 100 pounds to West Italy. 
Berth rates to the United Kingdom and the French Mediter 
ranean were down about one cent a 100 pounds compared with 
previous figures, Continental rates were unchanged. 


The coal trade was quiet, as shippers did not care to meet 
the prevailing rates. Quotations remained at about $2.74 
a ton to West Italy and about $3.30 to $3.50 a ton to West Italy 
for March and April loading. Rates to Rio and the Ene 
Plate ranged around $3.65 to $3.75 a ton, according to Func, 
Edye & Co., although shippers offered lower figures. 

Three trans-Atlantic charters were reported in the sugar 
trade. One was a small March vessel from Cuba at 26 shillings 
or San Domingo at 28 shillings a ton to the United Kingdom; 
second at 28 shillings, nine pence a ton from Cuba to the 
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Attention, Traffic Managers 


We have handled, without inter- 
ruption, for as long as .15 years, 
the large majority of factory 
stocks in this field — indicating 


how effectively our organization 
could serve YOU. 


Write for information 


Spokane Transfer & Storage Company 


SPOKANE, WASHINGTON 





TAYLOR EDWARDS 


Transfer and Storage Co. 


Members: 
American Warehouseman’s Asso. Central Warehouseman’s Club 


Merchandise Distributors 
DISTRIBUTION CARS _ POOL CARS. 


Furniture Packed, Shipped 
Delivered, Forwarded or stored. or Stored 
No Switehing cg. on Carloads. Established 1905 


FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 


EMLEY’S 
FREIGHT AUTHORITY 


carries 


Rates, Routings and Tariff Authorities 
via 


ALL RAIL (Standard and Differential), RAIL 
and WATER, OCEAN and RAIL, LAKE and © 
RAIL (Standard and Differential), CANAL 
and LAKE and ALL WATER. 


FROM The principal manufacturing points 
in Official Classification territory. 


TO All Interstate points in the United 
States having a population of one 
thousand or more. 


Vast number rates carried in the reverse direction, also 
many Intrastate rates. 

Rates kept current by monthly supplements. 
Accurate, complete, simple, concise and unique. 

No one interested in rates can afford to be without it. 
Subscription includes special rate service. 

Book sent on approval. 


EMLEY FREIGHT RATES CORPORATION 
256 Broadway, New York City 

























“WHAT RAILROAD DO YOU USE 
FROM CHICAGO—WEST?” 


is a question frequently asked. 


“THE BURLINGTON, OF COURSE.” 


is a common answer. 


OMAHA 
DENVER 
KANSAS CITY 





ST. PAUL 
| MINNEAPOLIS 
ST. JOSEPH 








Through Cars to California 
(via Scenic Colorado) 








Through Trains to the Pacific Northwest 
(via Mississippi River Scenic Line) 
P. S. EUSTIS 


Passenger Traffic Manager 
547 West Jackson Street, Chicago 


ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 


flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the ILLI- 
NOIS NORTHERN RAILWAY for manufacturing and 
other business. 

Chicago rates apply to and from all industries. 


Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
606 S. Michigan Ave., Chicago, Illinois. 
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United Kingdom for March or April loading; and a third at 24 
shillings, six pence from Cuba to Marseilles for April loading. 
The Cuba-United States trade was dull. 

The withdrawal of several trans-Pacific steamers by the 
Shipping Board was announced last week. These were vessels 
allocated to the Columbia Steamship Co. for the Puget Sound- 
Oriental trade. As intercoastal lumber rates were strong and 
trade active, several steamers were placed in this service by 
private lines at around $15 a 1,000 feet, which was considered 
a satisfactory figure. 

The following new and changed rates have been established 
by the U, S. Intercoastal Conference on westbound commodities: 

Glycerine in iron drums or cylinders reduced from 70 to 55 
cents per 100 pounds in carload lots, and from $1 to 85 cents 
less than carload. For wooden dowel sticks, pins, etc., a rate 
was made of 85c c.l, and $1.15 1l.c.l.; on coir mats 80c c.l. and 
$1.25 lel. A new rate was made for figs in bags at 65 c.l. 
and 95c l.c.l The minimum weight on steel burial vaults was 
reduced from 16,00 to 12,000 pounds. Dry pipe cement will take 
the rate of 65c c.l. and 90c l.c.l. Open steel flooring or steps 
$1 cl. and $1.50 lc... For syphon bottles fitted with syphons 
the c.l. rate will be $1.25 and l.c.l $1.55. 


BOSTON NOT TO SUFFER 


The Traffic World Washington Bureau 


Leigh C. Palmer, president of the Fleet Corporation, has 
announced that apprehension on the part of New England ship- 
pers that the port of Boston would suffer as the result of the 
consolidation into one service of the three Scandinavian serv- 
ices of the Fleet Corporation is unwarranted. He said the fact 
that the firm of Moore & McCormack, of New York, had been 
designated as the single managing operator of this consolidated 
service, after careful study of the qualifications of the three 
operators, did not mean that that firm would in any way slight 
the port of Boston in its service. The consolidation, Mr. Palmer 
added, was made on purely business-like and economic grounds 
and was destined to render a more flexible service for all North 
Atlantic-Scandinavian ports. 

Under the direction of the Fleet Corporation, Moore & Mc- 
Cormack will have an experienced agent in Boston to maintain 
close contacts with shippers who desire to send their goods out 
of the port of Boston, and Boston shipments will be handled 
with promptness and dispatch, Mr. Palmer said. 

The consolidation of these three routes is the first of a 
series of consolidations, Mr. Palmer explained, that must of 
necessity be put into effect, not only because of the reduced 
appropriations available for the use of the Fleet Corporation, 
but also because by these consolidations a much more effective 
general cargo service to and from American ports, under Amer- 
ican flag ships, will be developed. 

As an evidence that the Fleet Corporation recognizes the 
importance of the port of Boston, it was decided that the Fleet 
Corporation office in Boston should no longer be subsidiary to 
the New York office, but was of sufficient importance to be es- 
tablished as an independent office, reporting direct to Washing- 
ton, Mr. Palmer said. 


TACOMA CONFERENCE ON SECTION 28 

Cancellation by the Commission of its suspension order rela- 
tive to section 28 of the merchant marine act, effective May 20, 
presents a definite problem to Pacific ports. Realizing that no 
definite plan of action by Pacific coast interests has been sug- 
gested, the Tacoma Chamber of Commerce, which has been 
actively identified with consideration of the effect of this meas- 
ure, has called a conference at the Tacoma Chamber of Com- 
merce April 3 and 4, to which all interested parties on the Pa- 
cific coast are invited. 


STEVEDORING COMMITTEE APPOINTED 


Decision was reached at a conference between President 
Palmer of the Fleet Corporation, and representatives of man- 
aging operators of government vessels, March 19, to appoint a 
joint committee to consider matters arising in connection with 
the duties of stevedores. The members representing the oper- 
ators are Oakley Wood, Barber Steamship Lines; W. F. Taylor, 
Export Transportation Company; and Mr. Dykeman of Trosdal, 
Plant & La Fonta. The members of the joint committee rep- 
resenting the Fleet Corporation are W. E. Griffith, manager 
of the department of operations; H. Y. Saint, chairman of 
the stevedoring committee; R. H. Overstreet, secretary 
of the stevedoring committee; F. G. Belsito, supervisor of the 
stevedoring committee, and L. Van Middlesworth, manager of 
purchases and supplies. The operators may select two addi- 
tional representatives. 


SHIPPING CLAIMS REJECTED 


The United States Court of Claims this week dismissed the 
claims of German shipping companies against the United States 
for seizure of German vessels, including the Vaterland and re- 
named the Leviathan, in the period of the war. Twenty-six 
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vessels were involved and the claims aggregated $325,000,000, 
including $37,000,000 for the Vaterland. The effect of the 
court’s decision was that, under the circumstances under which 
the government came into possession of the ships, and under 
the war-time legislation of the United States and the peace 
treaty between the United States and Germany, German na- 
tionals could not sue the United States. 


INVESTIGATION OF BOARD 

A resolution limiting the expenses of the special committee 
that will investigate the Shipping Board and Fleet Corporation 
to $25,000 was agreed to by the House this week. 

Representative Blanton, of Texas, who opposed the adoption 
of the resolution directing that an investigation be made, said 
there “ought to be a stop to such wasteful appropriations.” He 
believed that most of the $25,000 would go to a high-priced 
lawyer that the committee would employ, but on being assured 
that the committee did not intend to hire a lawyer, Mr. Blanton 
withdrew a point of no quorum and the resolution was agreed 
to without further debate. 


CONSOLIDATION CONFERENCE 


President Palmer of the Fleet Corporation conferred March 
18 with representatives of the managing operators of Shipping 
Board vessels in the north Atlantic-United Kingdom services 
with reference to consolidation of the services into one service. 
J. H. Winchester & Co. was represented by J. B. Smull, Win- 
chester Noyes and A. J. Morris. Moore & McCormack were 
represented by E. J. McCormack, A. V. Moore and R. C. Lee. 
The Export Transportation Company was represented by W. D. 
Taylor, The Blake Steamship Company was represented by 
W. A. Blake. The Baltimore Steamship Company was repre: 
sented by W. H. Stayton. President Palmer heard the argu- 
ments presented by the operators and took their suggestions 
under advisement. Representatives of the port of Norfolk were 
to be heard by President Palmer with reference to the con- 
solidatign plans. 


FLEET CORPORATION DIRECTORS 


R, A. Gibson has been appointed director for the Fleet Cor- 
poration for Argentina and Uruguay, and Clifford W. Smith, 
formerly secretary of the Shipping Board, who was assigned to 
the Brazil office of the Fleet Corporation several months ago, 
has been appointed acting director for Brazil. Mr. Gibson, who 
formerly was in the Washington office of the board, has his 
headquarters at Buenos Aires, and Mr. Smith has his headquar- 
ters at Rio de Janeiro. President Palmer, of the Fleet Corpora- 
tion, was director for South America before being called to 
Washington by former Chairman Farley and Mr. Smith went 
to Brazil to act as his assistant. 


RIVERS AND HARBORS 


The House committee on appropriations, in its report on the 
War Department approriation bill for the fiscal year ending 
June 30, 1925, has recommended an appropriation of $37,250,000 
for the maintenance and improvement of river and harbor works. 
This was the amount proposed by the Director of the Budget. 
The committee said the annual report of the chief of engineers 
stated that a total of $44,932,965 could be used to advantage in 
the next fiscal year. However, the committee said, General 
Taylor, assistant chief of engineers, shared the view that the 
appropriation of $37,250,000 would provide ample funds in the 
work in the next year because there would be an unexended 
balance of approximately $33,000,000 on July 1, 1924, the esti- 
mate of $44,000,000 having ben made when it appeared there 
would be a balance of $7,000,000. 

The full amounts of the Budget estimates for flood control 
on the Mississippi and Saeramento rivers, $10,000,000 and $500; 
000, respectively, were recommended by the committee. 


TO NEGOTIATE NEW AGREEMENT 

President Palmer of the Fleet Corporation has requested 
C. H. Potter, president of the United States Ship Operators 
Association, to appoint a representative to meet with a repre 
sentative of the Fleet Corporation to discuss the terms of a new 
managing agency agreement to take the place of the present 
MO-4 agreement. Mr. Palmer said his view was that the matter 
could be expedited in that way. He said the committee of two 
could reach a tentative agreement, then confer with the prin- 
cipals on each side and then submit the results of such negotia- 
tions. He said”he desired a new agreement that would be fair 
to the government and fair to the operators. 


THROUGH BILLS OF LADING 


“There are many advantages and economies offered shippers 
to Mexico by the use of through bills of lading and by routing 
shipments via Tampico or Vera Cruz,” says the transportation 
division of the Department of Commerce in a statement col 
tinuing as follows: 


Such bills are issued in connection with shipments» from Ne¥ 
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Ss INDIANAPOLIS, IND. 
ATLANTA 
GEORGIA 
















Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 


TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 


Security Warehouse Company 


100,000 Square Feet Floor Space 
“Bankers of Merchandise”’ 





Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 


DENVER, COLORADO 


1,500,000 SQUARE FEET 
of 


Medera Firepreof Warehouse Space in Les Angeles and at the Pert 
ef Les Angeles 


ed =. 4 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 
Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 


Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased fer Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


Cetten Pressed to High Density 
Special equipment for the proper handling ef various commodities 


Steamer Space boeked when requested 


We can im some capacity and would that 
complete your file by requesting the Fates fer our servies. 


Bonded for $100,000.00 


UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 
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York, Philadelphia, New Orleans, Galveston, Texas City, Port Ar-. 
thur and Orange, via Tampico and Vera Cruz, and in connection 
with shipments from New York and New Orleans, via Tampico and 
Vera Cruz, to interior points in Mexico, 

The use of through bills of lading enables shippers to receive 
from their banks the value of their merchandise and shipping ex- 
penses long before shipments reach their destinations. Rebilling 
at Mexican ports is avoided, and goods move forward readily upon 
despatch by Mexican customs authorities, resulting in an appreciable 
saving of time compared with shipments billed locally to Mexican 
ports. Freight charges from ports of entry can be billed forward, 
collect from consignees, and claims for shortage or damage in transit 
can be adjusted in less time, as shipments are only out of the jurisdic- 
tion of the carriers while passing through the customhouses at the 
ports of entry. 

Shipments are not subject to extra charges for handling, cartage, 
etc., as would usually be the case if they were billed locally to Mexican 
ports and then rebilled to the interior. Furthermore, goods routed 
via Tampico to Mexico City and Pachuca, and goods routed via 
Vera Cruz to Mexico City, Pachuca, Puebla, San Marcos, Irolo, and 
all other points competitive with the Mexican Railway or other lines, 
have the benefit of lower freight rates, inasmuch as goods so routed 
are, exempt from the surcharges on freight rates of 20 per cent on 
carloads and 15 per cent on less than carloads, made effective by 
the. National Railways of Mexico on February 24, 1924. 


CERTIFICATES OF ORIGIN REQUIRED 


The Department of Commerce has been advised that a con- 
siderable number of shipments of goods from the United States 
are being held in Spanish custom houses because of failure of 
having attached properly issued certificates of origin. The cer- 
tificates must conform to the wording of the official Spanish 


customs classification for each product, the department was 
advised. 


CURRENT AMERICAN SHIPBUILDING 


On February 1, 1924, American shipyards were building 
or under contract to build for private shipowners 112 steel 
vessels of 139,884 gross tons, compared with 227 steel vessels 
of 158,163 gross tons on January 1, 1924, according to the De- 
partment of Commerce. 


There were 19 wood vessels of 6,414 gross tons building 
or under contract to build for private shipowners during the 


same period, compared with 8 wood vessels of 1,990 gross tons 
on January 1, 1924, 


PARCEL POST TO CANADA 


Paul Henderson, second assistant Postmaster General, has 


issued the following notices with respect to parcel post to 
Canada: 


To serve as a basis upon which to adjust accounts between 
Canada and the United States of parcel-post packages dispatched 
and received, a count will be made at United States exchange post 
offices and in railway post offices dispatching parcels to and re- 
ceiving them from Canada, the count to be made during the 
period April 1 to April 7, both dates inclusive. 

In case any United States exchange post office or railway 
post office concerned has not received instructions with respect 
to the count and the report to be made in connection therewith, 
application should be at once be made to the Second Assistant 
Postmaster General, Division of Foreign Mails, or to the appro- 
priate superintendent, Railway Mail Service, for such instructions 
in order that all post offices and railway post offices required to 
go - | ao be prepared to make the count during the period in- 

cated. 

Effective April 1, 1924, one customs declaration will accom- 
pany each parcel-post package mailed in Canada addressed to 
the United States as well as each parcel mailed in the United 
States addressed to Canada. 

he item “Canada” on page 173 of the annual Postal Guide 
for 1923, section 225, on page 223 of the same Guide, and that 
portion of the international (foreign) parcel-post list appearing on 
Page 19 of the November, 1923, Postal Guide, are modified ac- 
cordingly. 

Parcels weighing 4 ounces or less, paid at the rate of 1 cent 


for each ounce or fraction, need not have customs declarations 
attached, 


MONTREAL PORT PLANS 


The Trafic World Ottawa Bureau 


There has been considerable comment on the. action of the 
Montreal Harbor Board in creating the position of director of 
trade and transportation abroad, which has been given to M. P. 
Fennell, who has been general manager of the port during the 
present administration. In announcing the appointment, the 
chairman of the board said: 


Mr. Fennell goes abroad somewhat in the quality of a pioneer, for 
such a service to the commerce of Canada has never been undertaken 
before. The commissioners entertain high expectations with regard 
to the advantage which they expect will accrue to the port and to 
the St. Lawrence route from the activities of the director of trade 
and transportation abroad. Our own continent provides tonnage out- 
bound over this route in yearly expanding volume. That is not 
enough; to secure the highest efficiency, to reduce such disparity in 
tonnage rates as exists at times in favor of other ports, to attract 
bottoms other than those of the regular liners and to counteract and 
ultimately remove the discrimination in marine insurance rates, we 
need to stimulate the movement of inbound eo There are in- 
calculable possibilities in the diversion over the St. wrence route, of 
a substantial share of tke cargo, running into millions of tons, 
originating on the continent of Europe and destined to the interior 
of the continent of America. Our facilities and advantages over all 
other ports on the Atlantic for handling this inbound cargo with 
cheapness and celerity are not so well known to shippers in Europe 
as they are to shippers! on this continent. 
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Commissioner Daoust and myself, during visits which we lately 
made to Europe, found opportunity for investigating these probabilj- 
ties at first hand and in some detail. We became convinced that not 
only could much good be got from the instituting of an intensive 
publicity abroad, but that it was a duty which the harbor owes to 
the commerce of Canada to take up such a service and to carry it 
out on broad lines. There is abroad an infinite variety of import and 
export agents and bureaus, chambers of commerce and shipping, 
boards of trade, marine associations and the like which, or whose 
members, originate and direct the movement of cargo across the 
Atlantic. It is surprising to find how meagre is the information among 
them of the advantages which the St. Lawrence route offers to 
shippers, even to Canada; much less were they aware of the premier 
facilities provided by Canada in her great ocean terminals at Montreal] 
and in her highly developed system of river, lake and rail transport 
for reaching all of the Great Lakes and middle west regions. 


The attitude taken in official circles at Ottawa is not wholly 
favorable to this move on the part of Montreal. Mr, Fennell is 
receiving $9,000 a year and liberal expense allowances. Canada’s 
official trade commissioners abroad should receive somewhere 
around $5,000, and restricted expense money. The Montreal Har. 
bor Commission operates on money loaned by the Dominion goy. 
ernment, and already there have been criticisms from western 
shippers of the way it carries on its operations, which, the 
shippers claim, are reflected in the port charges. 


CANADIAN EXPORT GRAIN 


The Trafic World Ottawa Bureay 


Before the Royal Grain Inquiry Commission at Winnipeg, 
an all-Canadian route for Canada’s export grain and rates that 
woud prevent the annual diversion of more than half this busi- 
ness via the Buffalo-New York route were discussed. J, B. 
Dalrymple, vice-president in charge of traffic, Canadian Na- 
tional Railways, was examined by the commission with special 
reference to some arrangement of rates and routes that would 
keep this domestic export traffic on Canadian railways, and on 
Canadian ships from Canadian ports. Mr. Dalrymple said he 
believed the movement of grain from Vancouver had come to 
stay. In time, it would reduce the quantity going down the 
lakes and through the United States. The commissioners asked 
him if he did not think the Canadian seaports should have a 
chance to develop. 

“In Quebec,” he said, “you find indignation, and in Halifax 
and St. John there is even mutterings of secession,” The Amer- 
icans, he thought, must be laughing because Canada pays them 
from fifteen to twenty million dollars a year for carrying the 
grain which Canada could transport on her own lines. He 
thought that, in view of the fact that the Canadian National was 
a railroad built, owned and operated by the government, the 
rate for grain should be made low enough to divert this grain 
traffic from the alien routes into which it has drifted. 

Mr. Dalrymple said he hoped the commission would make 
clear, once and for all, the point as to whether the railways 
were warranted in making such rates as would confine this 
Canadian export grain to Canadian ports. “We do what we 
can,” he said, “to make accommodations, and the rates are 
equal, if not better, here. The shipper routes his grain where 
he wishes. Rates are the same in winter on both Canadian and 
American routes, but in the summer there is the water route.” 

The commission suggested that the Canadian National make 
a through rate to haul this grain and have the government 
make some concession in compensation. It did not see any 
way to get the country settled up except by freight rates that 
would enable the farmers to get their products to market 
cheaper. It advised the railway men to get into conference, and 
the witness said he would be pleased to. Mr. Dalrymple in- 
sisted that there was nothing secret in the making of rates, and 
that railway rate-emaking measures were always well known. — 

Asked why a rate approximating the Crows Nest tariff 
should not be effective from the lakes to Quebec, to compete 
with the Buffalo-New York route—which was the reason the 
Transcontinental Railway was built—Mr. Dalrymple said that 
half a cent reduction from the Georgian Bay ports to Montreal 
was put into effect to keep grain from the United States route. 
Rates break at the lakes for the east from the west. There 
were no through rates. Asked why the Canadian National could 
not go further in rate reductions if the United States compe 
tition was the only obstacle, the witness said the winter rate 
to Buffalo was usually less than that to Georgian Bay ports. 


CROWS NEST RATES 


The Trafic World Ottawa Bureos 


It is semi-officially stated here that when the end of the 
suspension of the Crows Nest rates comes, July 6, the gov 
ernment will take no action for further suspension and the. 
old scale of rates will, consequently, again come into — 
The reasons for anticipating this are partly political. The life 
of the government depends on the support it receives ~— 
the Progressive party in the House. It has been preparing 
make some tariff concessions, but these have raised some OP 
position in influential quarters within its own ranks and yer 
may, therefore not be so extensive as has been anticipate 
Something additional must be done to pacify the Progressives, 
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FIREPROOF SE 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 


Merchants Southwest Fireproof Warehouse Company 
1 East Grand Avenue 












ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 









B. R. & P. Warehouse, Inc., ®°ct¢*te= 
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FORT WORTH, TEXAS 
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and it is stated that the concession granted will be to allow 
the one of the low freight rates under the Crows Nest agree- 
ment. 

That agreement, which has been much discussed in Parlia- 
ment for the last three years, was entered into between the 
Dominion and the Canadian Pacific Railway in 1897. By it the 
railway agreed to give certain concessions in freight rates in 
return for certain federal assistance in the construction of the 
Crows Nest line. The agreement was suspended during the 
war period and that suspension was continued by the Parlia- 
ment of 1922, except as to grain and flour, this suspension be- 
ing renewed for a further year from July 6, 1923. 

If the old rates are returned to, it will make a big differ- 
ence in the revenues of the railroads—estimated by the roads 
themselves as high as eight or ten million dollars a year, 
although this may be an overestimate. The putting of the old 
rates into force will probably cause some embarrassment for 
the government, not only from the advocates of the railways, 
but from representatives of the maratime provinces, who will 
make this an opportunity again to press for reductions. 


CANADIAN CAR LOADINGS 


The Trafic World Ottawa Bureau 


Car loadings at stations in Canada continue to increase 
aggregating 57,520 for the week ending March 8 as against 
57,059 for the previous week. Grain loading fell off slightly, 
coal loading remained practically unchanged, while lumber, 
pulp and paper, and other forest products showed increases. 
Compared with the corresponding week last year, the increase 
was 8,953 cars, 8,138 for eastern Canada and 815 for western 
Canada, There have been 504,594 cars loaded since the first 


of the year, as compared with 458,389 for the corresponding 
period of 1923. 





CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


Eastern Canada 
For the week ended 


-——1924—_-——_—_—__ 
Feb. 23 Marchi March 8 





‘Commodity— 























Cars Cars Cars 
Grain and grain products............eeeeees 2,018 2,489 2,424 
EBVO GOCE ccccccce Movahe Hes tAeeheeeeseewree 804 1,484 1,148 
RE aa ee ee ee 1,671 3,956 4,200 
DD <anee eOdvaweedEaeeTossew seeteu Pose sheet te 198 224 206 
DT nod weahetaheebevereeesesceasenennaes 2,365 1,768 3,090 
TESLA LD TE 3,714 3,786 4,419 
ES EEE EE plate arbea - 2,086 2,046 2,249 
SEmeee TOUOUE BPOOEUMCES. ccc ccccccccccccceeces 1,655 2,069 2,174 
Mth th ieG lees caec-engéiensace¢oesoe asad misleve 513 667 56 
meee. Ba ©. Bask cccctveccenseseeues 7,770 10,249 10,638 
TODO oo. tc absdweseve cds nctecetan een 7,358 10,326 9,500 
rr fs. 2 eee ee oe 0,152 39,064 30,611 
Total cars rec’d from connections...... 30,269 34,786 36,519 

Total cars loaded for corresponding 
WO, : DOE sicacee ee ceh cvect cee cage 30,251 30,449 32,473 

Western Canada 

Commodity— 

Grain and grain products..........seeeeeeee 5,323 6,163 5,506 
BeUO GIO cc ccevcuaaieamewesweeee SE ee 910 1,078 1,130 
BEE  cteis ode vceds + eutnd oehees ob eleesuer rune 1,993 1,448 1,226 
ser os tues equ: éhine-+ Baas Ba0 103 51 64 
En. .06s4 ear c4 tcc Weds bao ee Choe 6 4Gb00. UNS 927 937 825 
EE c.0-016.6.4 0 0 064.00 COMES Sale ON tees 697 739 593 
, 2 ea eee eee 303 226 184 
ee a.” a ee oe re 1,710 1,783 1,824 
RE SS Sree rr res. eee ee 356 335 358 
een. Be ©. Baesccdecccccvccecesoses 2,861 3,124 3,337 
PPE. ok viks Veweetcceccsedeceguecteeee 1,595 lll ,862 
Wee GONe WAC, «.60cccccctdasessees oss 16,778 17,995 16,909 
Total cars rec’d from connections...... 3,281 3,157 2,956 

Total cars loaded for corresponding 
WOOO, BOED soc ccnccuesevaeweseacecss 13,989 13,759 16,094 

Total for Canada 

Commodity— 

Grain and grain products......ccccccccccees 7,341 8,652 7,930 
GO ted Gese Deedee oceeechcesberenees 1,714 2,562 2,278 
EL com e% Sink AURIS vince vue e cneusanss-4awe 3,664 5,404 5,426 
NE is sh ORUs «eins 60s 08d Cees pene ebesecee 301 275 270 
EE © (hae tcieh s Oheses¢' cd. edteabhesecne eee e- 8,292 2,705 3,915 
5 Ree gia 64. Gu aaeta be 4,411 4,525 5,012 
Pulp and paper......... r Sewemeb en see neue 2,389 2,272 2,433 
Gener TOGGHE BYOGUCES 2... cccccccccccsiccece - 3,852 3,998 
OS RS ED ee ee are) Serene 1,002 921 
DI, BA GR Bae cicccesecsreesneeceoss 10,631 13,373 13,975 
IE hain dS 0 cnctes shescesdeadeeeg vee 953 12,437 11,362 
po ER ee eee 46,930 57,059 57,520 
Total cars rec’d from connections..... 33,550 37,943 39,475 

Total cars loaded for corresponding 
WOE, GED Bib odseetvhccanWoevssetaes 44,510 44,208 48,567 


ALBERTA COAL RATES 


The Trafic World Ottawa Bureau 


The application made by the government of Ontario to the 
Railway Commission for a lower rate on coal carried from 
Alberta to the eastern provinces does not find much favor with 
Sir Henry Thornton, president of the Canadian National Rail- 
.way. When asked as to his attitude on the matter, he said: 


The result of our experiment last summer is rather disappointing. 
We were willing to do our part and reduce the rate from $12.70 to 


THE TRAFFIC WORLD 





Vol. XXXIII, No. 19 


$9 a ton. As it has worked out, this reduction is being useq as 
a crow-bar to secure further reductions. If that is the course to pe 
pursued, will will have to oppose reductions, in the interests of the 
finances of the road. However, it is a matter of icy. If the 
people, who own the road, want Alberta coal carried free, 


it 
done, providing they are willing to make up the deficit trout 
taxation. 





FREIGHT RATES IN PARLIMENT 


The Traffic World Ottawa Bureay 


The debate on the speech is still going on in Parliament 
and a good deal of it still centers about the railways. From 
the western members come constant reminders that there 
must be further reductions in freight rates, while the Maritime 
Provinces are voicing a general discontent with regard to the 
business going through the port of Portland. Almost every 
speech made in the House contains :this sentence: “This 
brings me to the question of transportation.” The general 


western complaint regarding rates was pretty well summarized 
by one member, who said: 


Those of us who live in western Canada find when we come to 
ship our produce that the Railway Commission fixes the rates to the 
Great Lakes. From that point, across the Great Lakes, the rates 
are fixed by a combine of two men, and from there on the rates are 
supposed to be fixed by the competition between American and 
Canadian roads, but we are well informed that there is a combine 
between the American and Canadian roads, and that they refuse to 
lower the rates. Then at the ocean we have an ocean combine fixing 
the rates. Summing up, in shipping our goods we are up against a 
series of hopeless combines, and under such conditions it seems ab- 
surd to expect that a protective tariff wall is going to benefit the 
farmers very greatly. 


The member for West Edmonton, whose constituency rep- 
resents about one-half of the province of Alberta and runs into 
the Peace River country, which is about the best of the unsettled 
portion of western Canada, gave an interesting picture of 
the railway situation there. The railway system that serves 
that constituency centers in Edmonton and there are three 
railways, one running to the west, one to the northwest and one 
to the north. “Though in a geographical sense,” he said, we 
are tributary to the western coast to Vancouver and Prince 
Rupert, owing to the railway system we have developed in 
the Dominion of Canada we are made tributary to Fort William 
and Montreal,” several thousand miles distant. He is asking 
to have a railway built that will put a base on the triangle, con- 
necting up those three railways, and running in a westerly and 
northerly direction from Edmonton, that will connect the Cana- 
dian National running west to Whitecourt, the Edmonton and 
Dunvegan Railway to Grande Prairie in the heart of the Peace 
River country, and other points in the Peace River country to the 
Canadian Naational somewhere east of the Rocky Mountains. 
He warned the government that people were now leaving the 
country for lack of such facilities as he asked. He described 
the possibilities for such a line as follows: 


It may be said that we cannot afford this expenditure at the 
present time, but I want to point out that we have in that district 
the very products that have been furnishing a large tonnage for 
the railways of Canada from Edmonton westward to the coast. fFor- 
merly the Grand Trunk Pacific and the Canadian Northern were in 
competition, but there has been a consolidation into one system west 
of Edmonton to Redpath Junction. To a point 150 miles west of 
Edmonton the territory is revenue producing, but from there to the 
coast there is not a large revenue producing territory at the present 
time. The statement has been made from time to time that in order 
to make the National Railways pay they must obtain tonnage. 
Very well, in the territory of which I speak there is a splendid 
opportunity to obtain tonnage. We have coal, timber and wheat 
in that area in abundance, and there is the possibility of pro- 
ducing wheat in tremendous quantities. I have here comparisons 
of the quantities of the total railway freight carried for October, 
1923, and October, 1922. I find that the total amount of products 
hauled by all the railways, and loaded at Canadian stations, were: 
Agricultural, 15,751,874 tons; products of the mine, 12,353,153 tons, 
products of the forest, 8,695,722 tons; manufactures and miscellaneous, 
11,636,183 tons. According to the statement of October, 1923, of the 
total of 4,205,335 tons of agricultural products, 3,142,953 tons represent 
wheat; bituminous coal is represented to the extent of 1,006,442 tons 
out of a total of 1,969,922 tons loaded. When we come to forest 
products we find there is also a very large percentage of the tote 
loaded in that division. Here is a chance for the minister of rail 
ways to construct a branch that is at present productive and wi 
be for all time to come, that is not a duplication of another —_— 
and that will go a long way towards helping to solve the prob = 4 
resulting from the lack of business so far as our National Railway 
are concerned. 


This member, Mr. Kennedy, expressed pleasure with the 
showing the Canadian National was making. He pointed out 
that there was a duplication of hundreds of miles of track west 
of Edmonton of costly construction that was absolutely worthless 
and yet interest had to be paid on the bonds. The Canadian 
Pacific had only one line through the barren country north 
of Lake Superior, while the Canadian National is under the 
handicap of maintaining and paying interest on two roads 
through that region. “If we have deficits,” he said, “we = 
attribute them to the fact that we have two systems inste 
of one to maintain... Yet in spite of that, very satisfactory 
progress is being made on our National Railways.” ' 

Referring to freight rates, he said, that, until the west £0 
freight rates that were just about the same from coast to coast, 
there would never be anything like real satisfaction or T 
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unity between the various provinces of Canada. Referring 
to the judgment of the Board of Railway Commissioners on the 
freight rates case in 1921, when the chairman of that body said 
that, “on account of the strong financial position which the 
‘Canadian Pacific Railway has occupied in the business life of 
Canada for many years, any rate arrangement should be such 


as to leave them in a position to earn their dividend of 7 per 
cent,” Mr. Kennedy said: 


There is a ypemeivle involved here that I claim is very danger- 
ous. I do not know any reason why capital invested in a railway 
should be more sacred than capital invested in agriculture. The 
Canadian Pacific Railway is not any more needful to this dominion 
than the billion of acres of farmland in the country. I cannot think 
of any reason, and I would like somebody to suggest any, if there is 
-any, why money invested in a railway should be secured by the 
guaranteeing of its dividends by a board created by this parliament, 
and the rest of the people have to accept almost any condition, work 
for nothing but the barest kind of a living, in order to provide those 
dividends. That is the principle that we will have to face in this 
Dominion of Canada, and it is one of the things we will have to set 
right before we can have the unity that is so much desired by all 
of us in this parliament. 


The relationship between the government and the Canadian 
National Railways was discussed in Parliament this week by 
‘Mr. McLaren, member for St. John, New Brunswick, who also 
had something to say regarding the attitude of President 
Thornton to the situation in the Maritine Provinces. Referring 
to the former subject, he said: 


It seems to me that there is a great deal of what may be termed 
loose thinking and loose speaking about the relationship between the 
Canadian National Railway Board, the government and the country. 
The government says a good deal along this line: We will give the 
railway board a free hand. Now that is an inaccurate expression, 
and in a matter where it is so important to maintain the exact rela- 
tionship between the railway board, the country, and the government, 
I think we should have something more explicit than simply the 
words ‘‘a free hand.’”’ Under the act the railway board is appointed 
for the operation and management of these railways; for the opera- 
tion and management, that is all. I presume, then, that if you say 
it has a free hand, it is a free hand under the conditions as ex- 
pressed, that is, in the operation and management. But the board, 
if you read the act, is also subject to conditions and restrictions as 
imposed by the governor in council. The government, however, have 
imposed no conditions and po restrictions through order in council, 
and none are filed in that office. In other words, the government 
have not exercised any supervision or given any directions to the 
railway board. I do not mean that there should be small restric- 
tions; I mean something above and higher than the question of 
operation and management. There is an opportunity there, and I 
presume that when the act was drawn it was put there for that 
purpose, in order that the government could exercise its functions on 
the higher ground of the best policy having regard to the conditions 
of the country, and that that idea be expressed and conveyed to the 
railway board. 

Mr. MacLean (South York): Is there any provision in the act 
which puts that responsibility upon the government? 

Mr. MacLaren: The act states that the board has conveyed to it 
the operation and management of the railways. I say that the gov- 
ernment has the power of limiting, of restricting, of supervising the 
action of the railway board. It is laid down so in the act, and here 
there is an opportunity for the government to express a high policy 
regarding the greater matters of transportation in this country. 
also say there has been up to the present, no such policy conveyed 
to the railway board. It is not necessary, of course, for the govern- 
ment to do that; they may have no policy. I presume they have not 
or they would so express it. In reality, one looks on the railway 
board as an organization which should not be interfered with in any 
way in matters that come legitimately within their powers unless, 
of course, something occurs which must be criticized. Politics must 
not enter into the management, but no one wishes that politics 
should enter there. I did not know where to place my honorable 
friend from Cumberland yesterday when he spoke of indirect ap- 
pointments by the government to the railway system. That is a 
matter a little too vague in character to try and enlighten the 
house upon. 

Now, as I say, while the government has this authority to gov- 
ern, it is not free to take any policy it sees fit regarding the rail- 
ways. The railway board is subject to the government, and the gov- 
ernment is subject to the statutes that have been previously passed 
by parliament, and that I believe is a very important pofMt. The 
government itself is not free; it is limited by statutes which have 
previously passed parliament. I should therefore ask what these 
railway acts are. My friend (Mr. Logan) yesterday referred to them, 
and said that some of the provisions had come within his knowledge 
only within the last few weeks. This to us is somewhat surprising 
as he is looked upon as the defender of the rights of the maritime 
provinces. If it is true in his case there are probably many other 
members of the house who are not familiar with these acts. I there- 
fore ask honorable members to refer to the acts in question and see 
exactly what is contained therein. I will not attempt to quote them, 
I did so last year, but I again draw the attention of the house to 
three acts in particular. 

One is the National Transcontinental Railway act of 1903, another 
is the act sqreacing aid toward the construction of the Canadian 
Northern Railway of 1911, and the third is the act respecting the 
Canadian Northern Railway System of 1914. These acts were passed 
during the periods of both the Liberal government and the Conserva- 
tive government. There is no way by which the present goverrt- 
ment or the opposition can decline to accept responsibility for éne 
or more of them. 


If honorable members will take the opportunity of reading these 
statutes they will be surprised, I believe, at all they contain. They 
may vary in degree, but even the powers conveyed by one or any of 
the three are very great and would have an enormous influence on 
the trade of this country. They all lay down that unrouted freight 
is to be passed over our Canadian railways to Canadian seaports. 
Large financial assistance, in some cases enormous financial assist- 
ance, was granted these railroads, and in return the companies un- 
dertook to do certain things. You will find the conditions all set 
-forth in the statutes, but for one thing they undertook that unrouted 
freight should be forwarded over Canadian railways to Canadian 
ports with a view of building up a great national policy regarding 
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transportation in this country. That being the case when the goy. 
ernment took over the system of railroads it took over the commit- 
ments as well as the lines. Therefore I would submit that under aj 
Canadian governments the control and conduct of our railway sys. 
tem must be subject to what is contained in these three acts, | 
have never heard any member of the government refer to this mat- 
ter, nor do I know how the government views this question. I ask 
the minister of railways—I would ask the prime minister if he were 
present—to take the opportunity of giving the house and the country 
a clear statement regarding this matter. Does or does not the goy- 
ernment’s consent to and accept these commitments as authoritative 
and as governing the actions of the railway board and _ themselyes 
in the management and operation of these railways? ‘Will the min- 
ister of railways convey to the public his interpretation? I think it 
is fair to ask for it. If it is the view of the government that these 
matters are authoritative, and therefore capable of being put in 
action, that is something that will effect the interests of our coun- 
try to a very great degree. If by any chance, on the other hand. it 
does not appeal to the minister, I can assure him that the country 
will demand it. It is a request which is considered right, and the 
people are looking for the fulfilment of these promises and condi- 
tions. It is more than a simple matter of an agreement or con- 
tract between the railways and the government; it is also really the 
assent of parliament to a great. policy. When those acts were 
adopted this house was assenting to the policy being laid down and 
being accepted, that transportation so far as possible should be over 
our Canadian rails and through our Canadian ports. 


In carrying on their attack on freight rates in the west, 
members of the Progressive Party have been quoting statistics 
to show the heavy increases which have taken place in the last 
ten years in both rail and water transportation rates. ¢. W. 
Stewart, a Progressive member from Saskatchewan, claimed 
that transportation rates on the Great Lakes had increased 
400 per cent between 1913 and 1923. He said the average 
increase in that period on wheat to Georgian Bay ports was 
from 2.28 cents to 4.13 cents a bushel. The minimum was 
nine-tenths of one cent, and the maximum six and a quarter 
cents a bushel. The figures from the head of the Lakes to 
Montreal, he said, were in the same proportion. In 1913, the 
rate was 5.35 cents a bushel, and in 1922 it was 10.60 cents, 
The minimum rate over the period was 3.59 cents, and the 
maximum, 12.63 cents a bushel. 

Railway rates, he said, were also high compared with pre. 
war times when the farmers produce was approximately the 
same price as today. Taking Saskatoon as the shipping central 
point to western Canada, he stated that the rate per 100 
pounds of grain from Saskatoon to Fort William was 24 cents 
in 1913. In 1920 it was increased to 38 cents, and thereafter 
ran as follows: 1921, 36% and later 33%; 1922, 24 cents, 
being put back in July of that year to the original basis of 
the Crows Nest rates. The rates from Fort William at the 
head of the Lakes to eastern points were increased as follows 
from 1913 to 1923: To Ontario, from 20 cents per 100 pounds 
to 37%; to Quebec, from 25 to 3714; to Montreal, from 20 to 
37%; to Halifax, 32% to 57; to St. John, 30 to 55%. 


HOUSE DISCUSSES THORNTON 


The Traffic World Ottawa Bureau 


Some interesting references were made to Sir Henry Thorn- 
ton in the debates in the House this week, and the Minister of 
Railways, Hon. George R. Graham, made a spirited defense of 
him and of the Canadian National system. It was probably 
induced by the fact that politics have entered largely into the 
attitude of certain politicians towards Sir Henry, and many 


rumors have been set afloat regarding him and his work here. 
Said Mr. Graham: 


Certain references have been made to the Canadian National 
Railways. While I do not intend to enter into any lengthy discussion 
of that great national undertaking, I do wish to say a word or two. 
It is the greatest undertaking of its kind in the world, and it is 
the longest line of railway. The difficulties surrounding its manage- 
ment, semi-parliamentary and semi-private, are very great; no one 
understands them better than I do. The present management has a 
task unprecedented, a task that was not imposed on the former 
management. Sometimes we are apt to forget, in making _com- 
parisons, that in former years, prior to the time that Sir Henry 
Thornton became president of the Canadian National Railways, there 
were two systems, managed by two boards with two presidents, the 
Grand Trunk, and what then comprised the Canadian National Rail- 
ways. These two have been merged, and the load upon the president 
at the present time far surpasses the load placed on the shoulders 
of the head of any other railway system in the world. To amalga- 
mate* these two staffs, to get them in working order, to bring together 
men who had been keen competitors in the years gone, by was a task | 
itself that would try the mettle of any man, however great. Tha} 
friction cannot be wiped out in a few days or in a few months, bu 
the management of the road and the service that it gives are, 
think, an evidence of the fact that these wrinkles are fast beiné 
ironed out. ; — 

Some. person has said that the President of the Canadian Nation’: 
Railways makes mistakes. So he does. There is only one be 
of people that make no mistake. They are dead. The live man, ind 
man who is alert and who is putting every pound of energy beh ot 
his job, is sure to make mistakes. If the errors made by the meaner 
ments of private companies were discussed year by year before vet 
House and the country, it would be found that Sir Henry Thorns 
had made fewer mistakes than the average man who manages Paris 
concern. I think it was a mistake at that time_to acquire the to 
building; I have no hesitation in saying that—Liberalism_ is ms 
express its opinion. But it will not be so grievous a mistake as The 
people are trying to make the country and the world utie* 
greatest enemies of the Canadian National Railways are nos pork 
among the men who honestly oppose government ownership; as, take 
enemies are those who, while pretending to be its frien al of 
advantage of every opportunity to decry it. A sample: A 
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DAILY 


TRAFFIC WORLD 


is as nearly complete as it is possible to make it. 
Every day it comes to you, by first class mail 
with 


Lists of abstracts of tariffs filed with the 
Interstate Commerce Commission. 


Complete lists of embargoes as issued 
by the American Railway Association 
at Chicago and Washington. 


Dockets of proposals for rate changes 
to be considered by the various car- 
riers’ rate committees. 


Abstracts of fourth and sixth section 
applications and orders. 


Suspension orders, released rate orders, 
steamship sailings, and 


THE MOST COMPLETE, PROMPT AND AC- 
CURATE NEWS ACCOUNTS AVAILABLE 
OF DEVELOPMENTS IN TRAFFIC AND 
TRANSPORTATION MATTERS. 


Subscribers for THE DAILY TRAFFIC 
WORLD AND TRAFFIC BULLETIN also re- 
ceive, without extra charge, copies of the 
weekly Traffic World and the weekly Traffic 
Bulletin. Thus, nothing is left undone that 
will make for completeness of information and 
convenience for the subscriber. 


Then, there is the personal service from Washington 
recently augmented, performed without charge for 


Daily subscribers. That ought to interest you espe- 
cially, 


A series of sample copies and full 
details will be sent without obligation 
on your part. 


THE TRAFFIC SERVICE CORPORATION 


418 S. Market St. Chicago, Ill. 


Ton a 
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AC ie : 
Gt ULE aD 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS— MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 

Tacoma, Seattle and other Pacific Coast Ports. 

issued from Gulf Peris to Hawaii, Australia, New 
Indies, for Transhipment at San Francisce. 


Through bills of la from Pacific Coast Perts te Mexico, Cuba, Porte 
Rice, West Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 
Steele Bide. SWAYNE & HOYT, Ine. 18 Moore St. 


Sarisome St. New York City 
P) Cal. 





NAWSCO LINES 


mouar INTERCOASTAL 


PORTLAND, ME. 
PHILADELPHIA BOSTON 
d 


LOS ANGELES 
SAN DIEGO 
SAN FRANCISCO 


VANCOUVER 
Sailings Every Ten Days 


NORTH ATLANTIC AND WESTERN S. S. CO. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 

NEW YORK: 11 Meere St. BALTIMORE: American Bidg. 
PHILADELPHIA: 136 Se. 4th St. PITTSBURGH: 601 Bessemer Bidg. 
PORTLAND: 36 Exchange St. 

CHICAGO Representative: R. W. Preadfect, Harris Trust Building 


THE ROBERT DOLLAR COMPANY | 
Pacific Coast Ports 


FREIGHT 
SERVICE 


PORTLAND 
ASTORIA 
SEATTLE 
TACOMA .- 


OAKLAND 
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those very large meetings held in the province of Quebec—perhaps 
more than one—which my right hon. friend attended, he had with 
him a former colleague—a colleague on the weekly instalment plan, 
I might say, because he was there but a very short time, This 
gentleman had the temerity, in the presence of my right hon, friend, 
to refer to Sir Henry Thornton as a “foreigner’’; to say that the 
Government of Canada had appointed a foreigner to manage the 
Canadian National system. I want to ask this House, since when 
did a British subject become a foreigner? Why was it said? A little 
cheap clap-trap in order to make the railway men of Canada and 
the people generally believe that we had brought in a foreigner to 
manage a national enterprise. Sir Henry Thornton originally was an 
American. Trained on one of the best-managed railway systems in 
the world, the Pennsylvania Railroad, he went to the Old Land and 
was given very important work by the allies during the war; and 
so competent was he in that work that His Majesty the King called 
him in and knighted him in recognition of his services to the allies. 
This man comes to us a British subject not by birth, but by choice. 
And, forsooth, in order to get a few hand-claps and to make capital 
against him, an ex-minister of the Crown of the Dominion of Canada 
refers to him as a “foreigner.’’ The people, Sir, resent that kind of 
thing. Our forefathers, a great many of them, were foreigners, but 
they came to this country and applied themselves to its develop- 
ment, and the sturdy race we see in the Dominion of Canada today, 
is the offspring of these men whom the gentlemen, a former minister 
of the Crown, would describe as “foreigners.” 

Mr. Meighen, leader of the Conservative party (opposition), 
suggested that Hon. Mr. Monty (one of his former ministers from 
Quebec) was using the word in its French sense as “stranger,” 


but Mr. Graham would not accept this. He added: 

I am making no plea for Sir Henry Thornton, but what I ask the 
people of Canada to do is this: Give the manager of the road, the 
president and the board who have undertaken this great work on 


behalf of the people of Canada, at least the same chance for suc- 
cess, as is given the manager of a private company. 


Referring to the suggestion that the capitalization of the 
Canadian National Railways be reduced—a favorite idea of the 
Progersssive part—Mr. Graham said. 


That is a very large question, and I just want to place this 
viewpoint before the House. There are many securities out against 
the units that form the Canadian National System, and to write down 
the capitalization would be to retire these units. It is not as easy 
@ proposition as it looks. It must be remembered that the Inter- 
colonial railway, the Prince Edward Island railway, the National 
Transcontinental, and the Hudson Bay railway are not in the capi-. 
talization. These roads have no capitalization, having been con- 
structed by the government. There have been certain amounts 
charged to the railways, but they are put in what is called the in- 
active list and are paying no interest at the present time. It might 
be possible some day to consider the ae of writing off these 
amounts, which are charged to the Canadian National System as loans, 


EXPRESS RATE INVESTIGATION 
The Trafic World Ottawa Bureau 


Some interesting evidence was forthcoming on Canadian 
Pacific Railway finances at the express rate investigation, which 
is still going on here. In the examination of Mr. Lloyd, chief 
witness for the Express Traffic Association, G. G. McGeer, chief 
counsel for the province of British Columbia, developed the fact 
that the accounts of the Dominion Express Company (which is 
a subsidiary of the Canadian Pacific Railway) could not be 
segregated to show operating expenses or revenue in any of 
the rate zones. In an extended analysis of the Canadian Pacific 
Railway annual reports and balance sheets, Mr. McGeer under- 
took to show that, by the annual report of 1889, the company 
had constructed railway to the value of $35,000,000; cash, 
$25,000,000, and about 25,000,000 acres of land. In the 1922 
balance sheet he showed by the examination of Mr. Lloyd that 
the company’s assets had increased in value over and above 
operating expenses, dividends, and interest on fixed charges, to 
about $400,000,000. The shareholders had received seven per 
cent dividends, besides three per cent annually from the sale 
of lands. The surplus operating revenues over expenses and 
dividends and all other charges amounted to 129 millions, 
which, Mr. Lloyd said, was the amount remaining after the 
surplus had been written down by 39 millions, making a grand 
total of surplus operating revenue of 168 millions. In 1914 the 
Cc. P. R. issued to shareholders short term note certificates to 
the value of 52 millions. For this the company received 41 
millions in cash, but paid interest to shareholders on eleven 
millions they never received or an annual interest charge of 
$660,000, making a grand total paid to shareholders as a bonus 
of $16,000,000, or, as Mr. McGeer put it, “a sixteen million dollar 
melon was cut for the shareholders at the expense of the 
Canadian people.” 

This charge was objected to by Mr. Phippen, counsel for 
the railways, but Chairman Carvell suggested that this was 
not the first melon participated in by shareholders and pro- 
moters of the Canadian Pacific. It was shown that some of the 
stock of the Canadian Pacific on which a ten per cent dividend 
was paid was bought as low as 25 cents on the dollar, but on 
the average the stock sold at 107. 

Mr, Geary, representing the city of Toronto at the inquiry, 
endeavored to show by his cross examination of the express 
company officials that by an improper allocation of expenses the 
statements filed by the express companies showed a loss, when 
the facts were that the Dominion Express Company was mak- 
ing a profit. Asked why the companies charged higher rates 
in western Canada than in the east, Mr. Lloyd said the Com- 
mission had so ordered. The exhibits of the Dominion Express 
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Company show a loss of $637,000 last year, and the witness 
said that from the accounts there was no way to tell whether 
this loss was made in the west, on the prairies, or in the eagt, 
There was no way of segregating operating costs as the bagis 
of the rates to be charged in the various zones. 

Mr. Phippen, for the companies, presented the annuaj 
financial statement for 1923 as evidence for an increased rate. 
This was protested by opposing counsel on the ground that 
the application was based on the 1922 operations, and that the 
express figures could not be disassociated from the railway 
figures. Chairman Carvell admitted the figures, but pointed out 
that, without the figures as to the car mile cost of operations 
over the same period, the statement was not convincing. Mr. 
Phippen said that the main feature in the application was as 
to whether the company was making sufficient revenues or not 
for services rendered, and in order to understand the position 
of the companies, the figures were necessary. The statement 
showed a gross revenue of $12,176,927, and a net operating loss 
for the year of $548,148. The general manager of the Dominion 
Express Company said his company was the only one which 
paid the railway company fares for the carrying of the mes. 
sengers who travel with express cars. The American Express 
Company paid the railways on a cost plus basis, and payment 
of carrying fares for messengers was not necessary. Mr. Geary 
claimed that the Dominion Express Company had over-appro- 
priated $130,000 to meet loss for damages, an amount which 
should materially reduce the deficit shown by the company, 
Asked if the capital of the company had been impaired by the 
over-appropriation, the manager said it had been in the past. 

“You are asked to give the company ten per cent on the 
money it has lost,” said Mr. Geary to the board, and Chair. 
man Carvell commented: “Money it lost on carrying the public 
business.” The Chairman said the company must be considered 
as a part of the Canadian Pacific Railway, and not as a separate 
entity. 

The evidence showed that the Dominion Express Company 
entered into a new contract with the Canadian Pacific Rail- 
way in January, 1922, by which the guaranteed amount paid 
by the express company to the railway was increased from 
$225,000 a month to $450,000. By this new contract the express 
company paid the C. P. R. $191,000 more in 1922 than they 
would have under the old guaranty. 

On examination as to the actual costs of railway operation 
borhe by the express company, it was stated that the account- 
ing methods followed by the C. P. R. were on the general plan 
put forward by the U. S. Interstate Commerce Commission. 
The cost of express cars, it was stated, had increased from 
$3,500 in 1897 to $16,900 in 1918, and $30,000 in 1922. The 
cost of first class passenger cars had increased from $7,500 in 
1897 to $44,000 in the same time. The length of life of passen- 
ger. and express cars was about the same. The majority of 
express cars now in operation were built before 1916. It was 
stated that express business obtained abroad by foreign offices 
did not benefit the users of Canadian express who bear the cost 
of maintaining the overseas agencies. 


JANUARY RAIL REVENUES, ETC. 


The Commission’s official statistics on revenues and ex- 
penses of class I roads for the month of January, 1924, and 
1923, follow: 


Item: 1924 1923 
Average number of miles operated.......... 235,928.21 235,778.10 
Revenues: agli 

I ac cleiaacasasss 0 area's bia ai ovale aiasiiaie ohne aiateaore $333,576,473 $367,025,807 

Se TEE ELE GS Sees st *91,730,046 791,136,572 

. | Se Ss een ere 7,887,194 7,445,644 

IEE, a ccccre hice dosieed Pte cs cate ocietios t noted 10,916 

All other transpertation ..oreccccccccccce ,713, 0,299, 

Incidental — OE EES 9,685,405 10,074,730 

pS SE ae) ee ee 1,081,891 ’ 597 

SON Tin KOE sce cccesvesce 07,667 . 19 vo08 

Railway operating revenues.......... 468,976,632 502,541, 
Expenses: " ts 885,419 

Maintenance of way and structures...... 55,308,385 52, 3713 

Maintenance of equipment............... 110,331,476 123,0 or 

ENE in ceenceaiusiinaedee oeteg ntee'o 8,093,550 14 
Miscellaneous Operations .......-....eeeeeee 4,213,007 a vst 
GENEID solos ocr orcdacnie roe erie waeen 193,729,414 208,485, 38 

III seine eo iisg cc cons canoe decniog-asis ciesieiere 14,381,750 18,589, 

Transportation for investment—Cr....... 1,073,196 a 5I6 

Railway operating expenses.......... 384,984,386 10 ee 7 
Net revenue from railway operations........ 83,992,246 eH 1'302 
Feallway tax AcOrialac sos cdcvcpicdiccvsdicicnec ces 25,886,171 , 99629 
Uncollectible railway revenueS...........+.++ 156,35 67 950,452 

Railway operating income............ 57,949,721 ~ 46.0 
Equipment rents—Dr, balance............++. 5,107,136 405389 
Joint facility rent—Dr. balance..:............- 1,561,421 61128917 

Net railway operating income....... 51,281,164 | 
Ratio of expenses to revenues (per cent).... 82.09 





* Includes $2,758,602 sleeping and parlor car surcharge. 
+ Includes $2,786,394 sleeping and parlor car surcharge. 





TO EXTEND LINE : 

The Hampton & Branchville Railroad & Lumber Come 
has applied to the Commission for authority to extend its re 
approximately 12 miles from Smoaks to Canadys Cross Roads, 
8S. C. 


March 





(541,899 
885,419 
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Dollar Line 


The magnificent new fast PASSENGER 
and CARGO Steamship 


“PRESIDENT HARRISON” 


Sails from NEW YORK, April 3, 1924 
(and a sister ship every fourteen days thereafter) to the ports of 
Los Angeles | Honolulu Shanghai Manila Penang 
San Francisco Kobe Hong Kong Singapore Colombo 


“S. S. PRESIDENT MONROE” 


Sails from SAN FRANCISCO, April 12, 1924 
(and a sister ship every fourteen days thereafter) to the ports of 
Honolulu Shanghai Manila Penan 
Kobe Hong Kong Singapore Colom 
Direct Sailings also to Java Ports 


THROUGH BILLS OF LADING—For the convenience of Exporters and Importers, 
throuuh bills of lading will be issued at point of s <j men from all interior points 
in the United States and Canada to Foreign ports and from foreign ports to interior 
destinations in the United States and Canada, via New York, Boston, San Fran- 


cisco or Vancouver. 
Regular Sailings Unsurpassed Facilities 





Dependable Service 


For all information"as to rates and space, apply to any of offices named below. 


DOLLAR STEAMSHIP LINE 


NEW YORK CITY CHICAGO, ILL. 
15 Moore Street 112 W. Adams St., Cent. 0906 
Stewart Bldg. SAN FRANCISCO. . ..Rebert Dollar Bldg. 
LOS ANGELES St. 
W. Bute St b Bide. 





Of the sixteen railroad lines 
entering Peoria, the Peoria 
and Pekin Union Railway 
Company, a terminal and 
switching line, is the con- 
necting link used in the in- 
terchange of all the traffic 
between Eastern and West- 
ern lines and the greater 

rtion of traffic between 
orthern and Southern lines 
passing through the Peoria 
gateway. 


Efficient switching service 
se ae the following rail- 


way Co. 


INQUIRIES SOLICITED 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
WESTBOUND SAILINGS 
Baltimore New York Norfolk 


SANTA CLARA ...... Mar. 24 Mar. 27 Mar. 29 
SANTA PAULA...... Mar. 31 Apr. 3 Apr. 5 
*ECUADOR ......... Apr. 4 Apr. 11 Apr. 12 
| pee Apr. 4 Apr. 17 Apr. 19 


THEREAFTER EVERY WEEK 
EASTBOUND SAILINGS 
San Francisco Los Angeles 
*COLOMBIA....... Mar. 25 Mar. 27 
SANTA MALTA .... Mar. 29 Mar. 31 
SANTA BARBARA... Apr. 5 Apr. 7 


THEREAFTER EVERY WEEK 


*Calling at Manzanillo, San Jose de Guatemala, La Libertad, 
Corinto, Canal Zone, ¢ Havana (Eastbound), Baltimore (East- 
bound), Norfolk and New York. 


FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. NEWPORT sails from San Francisco April 8 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., nan Angeles, Calif. 


ALSO OFFICES IN 
I oooss.srcunlen Ln Building Norfolk..... Southgate Fwd. & Stg. 
Baltimore....... Equitab ing Cleveland...... 630 Engineers Bldg. 
Chicago........ 142 So. Clark Street 





Transfers of traffic between 
these many line-haul carriers 
are made within a few hours 
by the use of the facilities of 
the Peoria and Pekin Uni 
while a much longer ae | 
is required for such inter- 
change of traffic through 
some of the larger and con- 

gested gateways. Traffic is 
handl ed with sufficient dis- 

patch to avoid congestio 
Sean affording regular an 
expeditious service in 
movement of all through 
traffic. 


Peoria and Pekin Union Railway 
has unexcelled 


PEORIA & PEKIN UNION RAIIWAY Ga 


UNION STATION =~ PEORIA, /4kL- 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and of National Reporter 
System, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Statue Held Not to Authorize Carrying of Freight on Return Trip 
from Transporting Dairy Products Without Certificate of 
Convenience for Vehicle: 

(Supreme Court of Washington.) That Rem, Comp. Stat. 
Sec. 6387, Subd. D, does not require a certificate of public con- 
venience for a vehicle exclusively transporting dairy products 
from the point of production to the market, does not allow one 
engaged in this trucking to carry freight on the return trip from 
the market to the point of production without the certificate. — 
Davis et al. vs. MacKay, 222 P. Rep. 491, 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from R 


eporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Vessel Held Unseaworthy, Where Leakage of Oil Was Due to 
Defective Tanks: 


(Circuit Court of Appeals, Second Circuit.) Where a leakage 
of 11 per cent. of a cargo of oil was due to the fact that the oil 
tanks were defective, the vessel was unseaworthy.—The G. R. 
Crowe, 294 Fed. Rep. 506. 

Charter Party Held to Exempt Steamer from Liability for Leak- 
age: 

In a charter of a tank steamer for transportation of a cargo 
of oil containing a general warranty of seaworthiness, a further 
clause that “the steamer is not to be accountable for leakage” 
held to modify the general warranty and to relieve the steamer 
from liability for leakage.—lIbid. 


Harter Act Prohibits Limiting Liability for Negligence Not Ap- 
plicable to Charter of Full Capacity of Ship; “Common Car- 
rier”; “Bill of Lading or Shipping Document”: 

A charter is not a “bill of lading or shipping document,” 
within Harter Act, Sec. 1, 2 (Comp. St. Sec. 8029, 8030), pro- 
hibiting inserting in any “bill of lading or shipping document” 
covering shipments between ports of the United States and for- 
eign ports any clause limiting liability for negligence, and that 
act has no application to a charter party giving to charterer the 
full capacity of the ship. In such a case, owner is not a “common 
carrier,” but a bailee to transport as a private carrier for hire.— 
Ibid. 

Bill of Lading Issued by Master to Charterer Contracting for 
Full Capacity of Ship Held Merely Receipt: 

A bill of lading issued by a master to a charterer, who has 
contracted for the full capacity of the ship, is merely a receipt, 
and not a contract.—Ibid. 

Master Not Authorized to Alter Charter by Bill of Lading: 

The master is not authorized to change or modify the char- 
ter by a bill of lading.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) : 





LOSS OF OR INJURY TO GOODS 


Provision for Notice and Claim for Damages for Fall in Market 
During Interstate Transportation Delay, as Condition 
Precedent to Recovery, Forbidden: 

(Supreme Court of Minnesota.) Where the wrongful delay 
in the interstate transportation of merchandise by a common 
carrier has resulted in loss to the shipper due to a fall in the 
market price of the commodity, the Cummins Amendment of the 
Carmack Amendment to the Interstate Commerce Act of Feb- 
ruary 4, 1887 (U. S. Comp. St. Sec. 8604a), forbids the incorpora- 
tion into the shipping contract of a provision for notice to and 
filing of claim with the carrier as a condition precedent to recov- 
ery of damages by action.—Gamble-Robinson Co. vs, Chicago, 
R. I. & P. Ry. Co., 196 N. W. Rep. 938. 
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Shipper Entitled to Bring Suit on Bond of Cartage Contractor t, 
United States: 

(Supreme Court, Appellate Division, Second Department.) 
Where a bond to the United States insured against all loss oy 
damage to merchandise while in the custody of the cartage eop. 
tractor conveying imported articles from the ship to appraisers’ 
warehouse, held, that a provision of the bond that no person 
“whose name is not disclosed in this agreement shall be admitteq 
to any share or part of this contract or any benefit to arise 
therefrom” does not exclude a shipper from bringing suit op 
the bond, in view of United States Criminal Code, Sec. 112 (U.s 
Comp. St. Sec. 10282).—United States ex rel. Matthews vs. Mas. 
sachusetts Bonding & Ins. Co. et al., 202 N. Y. S. 867, 

Can Be Sued Only In So Far as Jurisdiction Is Conferred on 
Court of Claims: 

The United States cannot be sued for loss of imported goods 
while being transported from the ship to appraisers’ warehouse 
by government contractor, except in so far as provision for such 
a proceeding is provided by the jurisdiction conferred on the 
Court of Claims.—lIbid, 

Cartage Contractor, Conveying Imported Goods to Appraisers’ 
Warehouse, Liable for Loss, in Absence of Explanation: 
The cartage contractor, conveying imported goods from the 

ship to appraisers’ warehouse, whether regarded as carrier or 

bailee, is liable to shipper for goods lost while in its possession, 
unless an explanation is given by it which satisfies the jury that 
the loss was without its fault.—Ibid. 

Instruction Relating to Defense That Goods Were Stolen Before 
They Came Into Contractor’s Hands Held Not Error: 

In shipper’s action on a bond insuring against all loss or 
damage to merchandise while in the custody of the cartage con- 
tractor conveying imported articles from the ship to appraisers’ 
warehouse, an instruction relating to a defense that the goods 
were stolen before they came into cartage contractor’s hands 
held not error.—Ibid. 

BILLS OF LADING 

Carrier Delivering Goods to Owner Without Surrender of Bill 
of Lading Not Liable Where Shipper Paid: 

(Supreme Court of Minnesota.) If a carrier delivers the 
goods to the true owner without a surrender of an order bill of 
lading, and the shipper who retained the bill was paid for the 
goods, the carrier is not liable to the shipper merely because it 
failed to get the bill before it delivered the goods.—Banik vs, 
Cc. M. & St. P. Ry. Co., 147 Minn. 175, 179 N. W. 899, followed 
(Weinstein vs. Davis, Director General of Railroads, 196 N. W. 
Rep. 933). 

Subsequent Payment of Claim Does Not Make False Representa- 
tion That Claim Paid by Which Amount Obtained Goods: 
The agents of the carrier induced the purchaser of the goods 

to pay the amount of a draft attached to the bill of lading by 
representing that the shipper had made a claim for the price of 
the goods and that the carrier had paid the claim. In fact it had 
not been paid but was paid later. Held, that the representation 
was not made good by such subsequent payment.—Ibid. 

Shipper Cannot Maintain Conversion Against Carrier for Deliver 
ing Shipment Without Obtaining Bill of Lading Where 
Wrongfully Using Proceeds of Draft on Purchaser: 
There was no error in the instructions to the jury or in the 

rulings on the admission of evidence.—Ibid. 

Reasonable Diligence Held Shown by Carrier, in Establishing 
Identity of Car Before Delivery thereof to Consignee: 
(Supreme Court of Ohio.) A carrier was not liable for 

refusal to deliver the car after arrival at destination, because the 

number of the car did not correspond with the number of the 
order bill of lading, where it telegraphed the consigner for 
instructions, and before receiving an answer released the city; 
such act being an exercise of reasonable diligence in establishing 
the identity of the car before delivering it to the plaintiff— 
Toledo & O. C. Ry. Co. vs. Giha, 142 N. E. Rep. 375. 


WOLF CASE LITIGATION 
é The Trafic World Washington Bureas 


A motion to permit arguments on the rule laid down in 
the Wolf case has been filed in the Supreme Court of the United 
States by James G. Wilson, attorney for the defendant in error 
in No. 122, San Francisco & Portland Steamship Co. vs. A. J. 
Parrington, and No. 123, James C, Davis, agent, United States 
Railroad Administration vs. A. J. Parrington. The two case 
are known as the Parrington case. In their way, they have 
become almost as famous as the case of Jarndyce vs. Jarndyce, 
but for a different reason. They involve the question of the 
right of a shipper to sue in the courts, without first cominé 
to the Commission; the meaning of the fourth section provision 
in the constitution of California; the venue of suits thereunder; 
whether the fourth section had any bearing on rates made 
by the Director-General; and, what is now the important que 
tion, as to the beginning of proceedings for the recapture 0 
overcharges collected by a railroad from a shipper. 

Mr, Wilson moved for permission to argue the rule in the 
Wolf case because of a rule of the court forbidding the discu® 
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From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 
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sion of a rule in a decided case, without such permission. He 
made the point in his motion that the legislation of Congress 
subsequent to the accrual of Parrington’s right of action made 
the rule in the Wolf case inapplicable. 

John F, Finerty, for the Railroad Administration, has filed 
a brief in opposition to the motion for permission to argue the 
rule traversing all the claims made in behalf of Parrington 
and reaching the conclusion that whatever contention is made 
in behalf of the defendant in error he had no right to bring the 


~ suit in which he was victorious in the lower courts. In his 


brief, Mr, Finerty, in part, said: 


So far as Section 206 (c) is concerned, the defendant in error 
is in the paradoxical position of contending for the right to main- 
tain this suit in court under the provisions of Section 206 (a) 
without preliminary complaint to the Interstate Commerce Com- 
mission, while at the same time claiming the benefit of the period 
of limitation allowed by Section 206 (c) solely for the filing of 
complaints with the Interstate Commerce Commission. 

The Director General concedes that Section 206 (c), unlike 
Section 206 (a), does not limit but extends the period of limitation 
previously provided by the Act to Regulate Commerce, but this 
extension is confined to the filing of complaints with the Inter- 
state Commerce Commission. Moreover, the Director General 
has contended in his brief previously filed herein, that Section 
206 (a) does not apply to a claim for damages against the Presi- 
dential Agent for violation of the Fourth Section, or of any 
section of the Interstate Commerce Act, so as to permit a suit 
to be filed originally in court, but that such a claim being for the 
collection of a rate “otherwise in violation of the Interstate Com- 
merce Act,” must under the specific provisions of Section 206 (c) 
be filed with the Interstate Commerce Commission. It is true 
that on argument, Counsel for the Director General conceded 
that suits for violation of the Fourth Section could be brought 
in court without preliminary complaint to the Interstate Com- 
merce Commission. Because of lack of time, however, Counsel 
did not argue the further question whether such suits could be 
so brought against the Presidential Agent, nor would such an 
argument have been strictly germane since it was the Director 
General’s principal and ultimate contention.that the Fourth Sec- 
tion could have no application whatever to him. 

It does not, therefore, seem appropriate for the Director Gen- 
eral, in connection with this discussion purely of the question 
of limitations of actions, to discuss further the question whether 
any action at all will lie against him under Section 206 (a) for 
a violation of the Fourth Section, or whether as against him, as 
distinguished from a carrier, the remedy for such a violation 
is exclusively by complaint to the Interstate Commerce Commis- 
sion under Section 206 (c). It will suffice to say in this respect 
that if Section 206 (c) does apply, the defendant in error is out 
of court, and if it does not, the limitation period provided by it 
is irrelevant to this suit under Section 206 (a). 

It is obvious, therefore, that the validity of the Wolf case 
has not been affected, so far as the Director General or the Presi- 
dential Agent is concerned, by any subsequent legislation, and par- 
ticularly by anything in Section 206 (a) or Section 206 (c) of the 
Transportation Act, or the amendment to Section 16 of the Inter- 
state Commerce Act. 

On the other hand, if this court should desire to reconsider 
the validity of the decision in the Wolf case, itself, irrespective 
of subsequent legislation, the Director General would, of course, 
desire an opportunity to present his views in this connection. 


In his brief in support of the motion for an opportunity to 
argue the rule in the Wolf case, Mr. Wilson said that case was 
decided on the principle of uniformity, but that if it was allowed 
to stand it would be the cause of the greatest lack of uniformity. 
He said the Wolf case was begun before the transportation act 
was passed. In regard to the Parrington case, he said there 
was no statutory period of limitation to actions begun under 
sections 8 and 9 so far as the United States were concerned 
and that therefore the Oregon six year statute of limitations 
was the only one that could have been invoked. The suits were 
begun long before that period had elapsed. 

While the motion in the Parrington cases may -be bound 
by the scope of the contentions made in the brief filed in 
support of it, the inclination among attorneys who have taken 
an interest in the Wolf case rule, is to believe that, if the court 
is inclined at all to open up the matter, it will open the sub- 
ject to the widest extent. Therefore, it has been suggested, 
that the National Industrial Traffic League and other shipper 
organizations, with propriety, might offer briefs on the subject 
of the Wolf case rule, as friends of the court. 


UNDERCHARGE RULE CASE 


The Trafic World Washington Bureau 


The question whether the Director-General is bound by the 
three-year limitation contained in paragraph 3 of section 16 
of the interstate commerce act in the collection of undercharges 
alleged to have accrued in the period of federal control was 
argued in the Supreme Court of the United States March 14, in 
No. 517, James C. Davis, Director-General of Railroads, as agent, 
respondent, vs. E. I. Du Pont De Nemours & Co., on writ of 
certiorari to the United States Circuit Court of Appeals of the 
Highth Circuit. The Director-General was represented by George 
B. Pugh of Little Rock, Ark., and the petitioner by Clifford H. 
Browder, whose name was on the brief for the petitioner, with 
C. A, Cunningham and Z. B. Harrison, the last two mentioned 
being counsel who handled the matter in the lower courts. 

Director-General Davis, acting on the advice of A. A. Mc- 
Laughlin, his solicitor, contends that the paragraph in question 
does not apply to him, because the intent of Congress to subject 
the Director-General, as the agent of the government, to the 
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three-year limitation, if there was any such intent, is not Clearly 


set forth in the law. -Mr. Browder, taking the other side, cop. 
tends that the language of the paragraph is clearly retrospective 
that is, that it applies to shipments moving in the period 
federal control and that the intention of Congress to subject the 
government, as the operator of the railroads, ta the law applicable 
to carriers, is unmistakable. The Director-General, on the othe 
hand, contends that the case is the last effort on the part of 
shippers to escape from the fact that the operation of the rajj. 
roads, in- the period of federal control, was the discharge of g 
governmental function, to which the immunity of the sovereign 
attaches, except when the contrary is manifest. 

One of the points made by Mr. Browder against such a vain 
construction of the paragraph, as he said the Director-Genera| 
was putting forth, was the fact that several hundreds of rail. 
roads were not taken under federal control, but that joint rates 
were maintained by the federal controlled and the non-controlleg 
railroads. As to shipments made on such joint rates, he asked, 
would section 16, paragraph 3, be applied to some portion of the 
through rate, and a state statute of limitation applied to another 
part? If so, he asked, what part of the through rate would be 
barred by each statute. 

“It seems to me that that demonstrates the utter absurdity 
of attempting to exempt federal control roads from setcion 16, 
paragraph 3,” said Mr. Browder. In construing the section, said 
he, the “courts must assume that Congress acted intelligently 
and intended something other than absurdity by what was done.” 
The quoted language was taken from the opinion of the court 
in United States vs. Southern Pacific Ry. Co,, 230 Fed. 270, 275, 


STATE STATUTE OF LIMITATIONS 


The Trafic World Washington Bureas 


The Supreme Court of the United States, March 17, granted 
a petition of the Director-General of Railroads for a writ of 


. certiorari in No. 819, James C. Davis, Director-General of Rail- 


roads, as agent of the United States, vs. Corona Coal Company. 
Counsel for the petitioner, in their petition, said: 


This is a petition for a writ of certiorari to the Court of Appeal, 
Parish of Orleans, state of Louisiana, to review a judgment by the 
court, wherein that court held: 


First, that the federad government when selecting a state court 


for the purpose of enforcing its rights is amenable to state statutes 
of limitations; 


Secondly, that where a federal statute is in conflict with a state 
statute of limitations, and the issue is before the state court, the 
state statute must prevail, and 


Thirdly, that Congress clearly intended to subject the govern- 
ment while in control of common carriers, under emergency legisla- 
tion, to state laws and liabilities not inconsistent with the federal 
control act (40 Stat. L., 451). 


Counsel said the ultimate question which the writ presented 
for solution was “whether or not the agent appointed by the 
President under and by virtue of the transportation act, 1920, 
is subject to a state statute of limitations in prosecuting in a 
state court a claim for the recovery of money due to the Rail 
road Administration.” 

The Director-General filed suit against the Corona Coal 
Company on March 38, 1923, alleging that on January 9, 1920, 
respondent’s tugboat damaged to the extent of $201.84 a wharf 
that was part of the physical property owned by the Morgan's 
Louisiana & Texas Railroad & Steamship Company, a common 
carrier then under federal control. 

The First City Court of New Orleans dismissed the suit 
on the ground that it was barred by the Louisiana statute pro- 
viding a limitation of one year within which actions ex delicto 
might be brought. The Court of Appeal for the Parish of Or 
leans, to which the case was appealed, held that the agent of 
the President was bound by the state statute of limitation. 


VALUATION CASE ADVANCED 


The Supreme Court of the United States, March 17, granted 
a motion of the government to advance No. 633; Delaware & 
Hudson et al. vs. United States of America et al., in which the 
Delaware & Hudson is seeking an injunction against the use by 
the Commission of the tentative valuation of the carrier's prop- 
erties issued by the Commission. The case was assigned for 
argument on November 10 or as soon thereafter as the case 
might be reached. 


INTEREST ON CLAIMS 
The Traffic World Washington Bureo 


H, C. Lust of Chicago has written to Senator Cummins, br 
is now in Florida, suggesting an amendment to the Comme 
amendment part of section 20 of the interstate commerce - 
which would provide that on loss and damage claims paid -— 
than six months after filing, the railroad should pay — 
on the period in excess of the six months. In other words, 4 
change the law so that, unless the carrier paid within - 
months, it would have to pay seagate! in addition to the amow 

aid for losing or damaging the goods. : 
. In his letter to Mr. ie Fath Mr. Lust said the great mé@ 
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jority of lost and damage claims were filed on grain, live stock 
and perishable produce, in which the farmer had a great interest. 
The outstanding claim file of any perishable produce house, he 
said, would be approximately equal to the amount of the capital 
employed by it. That is to say, if a produce house had a capital 
of $100,000, the amount of its loss and damage claims pending 
with the railroads, as a rule, would be equal to $100,000. He 
suggested that if such claims were paid within a reasonable 
time the payments would be equivalent to that much capital 
added to the business. Additional capital, he said, would enable 
a produce house to make more advances to the growers served 
by it. He said that, in the case of a commission merchant 
acting merely as a broker, the senator would find, if he had 
the time and opportunity to make an investigation, the claims 
filed by the broker on behalf of growers would be equal to 
their entire profit for a season. 

He said that if the interstate commerce act were amended 
so as to require the paying of interest on loss and damage 
claims, after what the Commission had ruled would be a rea- 
sonable time for investigation and payment, the railroads would 
begin to pay such claims promptly, “to the great benefit of the 
shipping public.” In concluding his argument intended to con- 
vince the Iowa senator, Mr. Lust said: 


The shipping of perishable produce is largely supervised by men 
who seasonally travel, from one district to another and frequently 
change employers. When claims are declined after a long period 
of time such as I have outlined, and suit is brought on such claims, 
it takes another year before the case is reached for trial. Since 
of ee the plaintiff has to prove that the shipment was in 
good condition when delivered to the initial carrier, it is very ob- 
vious what a task confronts the litigant in his search for witnesses. 

The uniform bill of lading recites that the shipment is re- 
ceived “in apparent good order (contents, and condition of contents 
of packages unknown).’”’ In a number of jurisdictions, it is held 
that the recital in parenthesis nullifies the preceding language and 
makes it necessary for the plaintiff affirmatively to show that the 
shipment was in good condition and that the recital in the bill of 
lading if put in evidence does not establish a prima facie case. 
Therefore, it is necessary for the litigant to search all over the 
country in order to find the field man or loader who was con- 
versant with the condition of the shipment at point of origin. 

By compelling carriers to investigate claims and either pay or 
decline them within the reasonable time of six months ruled by the 
commission, a claimant would be given a fair opportunity to litigate 
his rights, which opportunity he is deprived of at the present time. 

The proposed amendment should also include a provision that 
where the goods are exposed to view, such as lettuce, beets, carrots, 
and the like in hampers or crates, not boxed and _ hidden from 
view, that the recital in the bill of lading is a prima facie evidence 
that the shipment was in good condition when received by the car- 
rier at point of origin, and the same rule of course should also 
apply to shipments of live stock and grain in bulk which are per- 
fectly visible when loaded. 


NEW ENGLAND DIVISIONS CASE 
The Trafic World Washington Bureau 


The Commission has re-opened, for further hearing and con- 
sideration, No. 11758, Bangor & Aroostook et al. vs. Aberdeen 
& Rockfish et al., commonly known as the New England divi- 
sions case. The re-opening was on petition of the Delaware & 
Hudson, for a modification of the Commission’s order, upon peti- 
tion of the Central of New Jersey for amendment of the order, 
and upon the supplemental petition of the carriers in the south- 
ern group for a modification of the amended order, dated March 
28, 1922. The further consideration is to be of the issues pre- 
sented in the petitions. 

The re-opened case has been assigned for hearing at Wash- 
ington, April 8, before Assistant Chief Dxaminer Charles F. 
Gerry. In addition to the hearing on the issues in the peti- 
tions upon which the reopening was based, hearings will be 
resumed on the petitions listed, as follows: 


Cross petition of complainants for instructions as to the applica- 
tion of and for amendment to the Commission’s order. 

Petition of carriers in the western district to modify the amended 
order entered herein on the 28th day of March, A. D. 1922. 

Petition of carriers in the southern group for modification of the 
amended order entered herein, dated March 28, 1922. 


GRAIN CASE ARGUMENTS 


The Traffic World Washington Bureau 


Arguments scheduled to occupy the last three days of this 
week were begun before the entire membership of the Com- 
- mission March 20 in No. 14393, Public Utilities Commission of 
Kansas vs. Atchison, Topeka & Santa Fe et al., and No. 15263, 
the Commission’s investigation into rates on grain and grain 
products. 


Parker McCollester, for the eastern railroads, and Clyde M. 
Reed, for the complainant in the formal case, occupied the whole 
of the time allotted for the first day. Other assignments of time 
were made to W. R. Scott for the Kansas City Board of Trade, 
Cc. T. Vandenover for the South Minnesota Mills, W. T. Dickin- 
son, A. B. Enoch, F. B. Townsend and R. J. Hagman for the 
western lines; R. J. Spinning for the state of Washington; H. H. 
Sanborn and Mr. Hagman on the Mountain-Pacific phases of the 
subject; Henry Thurtell for carriers in the southern group; J. C. 
Jeffrey for the National Federation of Millers; F. A. Towner and 
Parker McCollester for the eastern carriers. 
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Mr. McCollester, in his first argument, said that the easter) 
carriers could not afford any reduction in the rates on ex-lake 
grain and that a ten per cent reduction would cost them $1,000, 
000 loss in revenue. He said the rates were now lower than 
those established by General Order No. 28 and that no shipper 
= that part of the country had appeared to ask for any reduc. 

on. 
A. his argument, Mr. Reed. reviewing the evidence, in part 
said: 


The main points in this case are as follows: 

1. The economic condition of agriculture. 

2. The reasonableness of the present rates On grain and hay, 

3. The ability of the western railroads to stand a reduction in 
rates. 

Agriculture is in bad shape. That statement has been oft-re. 
peated, but a full consciousness of the seriousness of the situation 
has not yet reached the country. The gravity of a continuation of 
the present conditions upon the welfare of the whole country cannot 
be overestimated. 

Agriculture is our largest industry. For three years it has been 
transacting business at a loss. It cannot continue to do so in- 
definitely Not since 1866 has the exchange value of the principal 
farm crops, expressed in terms of other commodities, been as low as 
in the last three years. Prices were lower, expressed in dollars and 
cents, in the 80s and 90s but everything else was low, too. The 
farmer now is getting substantially his pre-war price for grain and 
hay, but when he uses his grain and hay dolars to buy other com- 
modities he finds them worth only about 67 cents. 

Witnesses from Kansas, Missouri, Oklahoma, Nebraska, Minne- 
sota, North Dakota and South Dakota have explained in more or less 
detail the situation in each of these states and today I speak for 
all these states, as well as for Kansas. The situation in Kansas is 
not materially different from that of the other grain states of the 
west. We have told of bank failures; frozen credits; inability to 
liquidate indebtedness; increase in chattel and real-estate mortgages; 
foreclosures and transfer of ror from debtor to creditor without 
the necessity of legal proceedings; of decreases in bank clearings and 
bank resources, both actually and 
tions of the country. 

The principal business of what are known as the western grain 
states is the production of grain and live stock. These are heavy 
commodities of relatively low value. The marketing of our surplus 
represents the principal income of the people of these states. No 
people in the world, engaged in this business on a comparable scale, 
move their surplus so many miles by railroad to find a market. The 
wheat grower of Argentine, Australia, India and Russia lives and 
produces in a fringe around the seaboard. The Kansas wheat farmer 
is in the heart of the continent and must move his products substan- 
tially 1,000 miles to find a consuming market in the industrial sec- 
tions of America or to the ocean’s side where his grain takes ship 
to the old country. 

Transportation at reasonable rates is absolutely essential to the 
very existence of the western grain grower. On a production for 
which he receives his pre-war price he is paying freight rates from 
40 to 95 per cent higher than before the war. The traffic will not 
stand it. Freight rates are not the only thing wrong with the grain 
grower but they are one of the important things. 

As compared with the pre-war freight rates, those on grain and 
hay_ have been increased in the same percentage as those upon com- 


modities which range from 50 to 150 per cent in value above the pre- 
war price. 


as compared to the industrial sec- 





MODIFIED PROCEDURE CASE 


Suggestion has been made that No. 15681, the Armstrong 
Manufacturing Co. vs. Aberdeen & Rockfish et al., be placed 
upon the modified procedure docket. The suggestion has been 
made to W. P. Tingley for the complainant, and to F. W. Smith, 
R. C. Fyfe and E. H. Dulaney, the chairmen of the three classifi- 
cation committees, the case being one involving classification. 





BIG SHIPMENT OF FEED 


A shipment of 45 carloads—25 tons to the car—of animal 
feeds was started from the Grain Belt Mills Company, St. 
Joseph, Mo., February 29, on the Burlington Railroad, for deal- 
ers in Alabama, Georgia, Mississippi, Tennessee, North Caro 
lina and Florida. The shipment made up an entire train and 
is said to be the largest of its kind ever made. In co-operation 
with the Grain Belt Mills, the Burlington arranged a special 
schedule for the train, which was all composed of new equipment, 
and designated as the “Leap Year Special,” because of the day 
of its departure. Wire reports were made as the shipments 
progressed until the final destination, North Carolina, was 
reached. 





CHANGES IN DOCKET 


Hearing in No. 15585, Miller Petroleum Co. et al. vs, Ahna 
pee & Western Ry. et al., assigned for March 19, at Kansas 


City, Mo., before Examiner Gault, was postponed to a dale 


to be hereafter fixed. 

Hearing in I. and S. No. 2045, cotton and cotton linters, 
southwest via rail-and-water to eastern points, assigned for 
March 20, at New Orleans, La., before Examiner Worthingto, 
was postponed to a date to be hereafter fixed. 





TELEPHONE CONSOLIDATION 


The Commission has issued a certificate approving acquis 
tion by the Southwestern Bell Telephone Company of conte 
the Kansas City Telephone Company by purchase of CaP 
stock. 
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Union Pacific 


-it follows Natures highway to the Pacific Coast 
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HE instinct of the buffalo and the red man first 

found the easiest route—nature’s highway—across 
the Continental Divide. Their main trails became the 
path of the Covered Wagon—the Overland and Oregon 
trails of the pioneers— and finally the route of the 
Union Pacific. 












This great transcontinental system reaches by its 
through trains the whole Pacific Coast from Puget Sound 
to Mexico, providing a service known everywhere for its 
high standard of excellence and dependability. 


Traffic Agencies 


Complete information regarding passenger and freight service 
cheerfully furnished by any Union Pacific representative. 
Offices are maintained at principal cities throughout the country. 
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CHEYENNE, WYO........ 1605 Central Ave. MINNEAPOLIS, MINN... ...125 S. Third St. SALT LAKE CITY, UTAH.... 10 S. Main St. 
CHICAGO, YLL......... 58 E. Washington St. NEW ORLEANS, LA.....226 Carondelet St. SAN DIEGO, CAL......... 4th and Plaza Sts. 
CINCINNATI, O. ........ .... 4th & Vine Sts. BOW TW etik, Bee We svcvecccse 280 Broadway SAN FRANCISCO, CAL. ...... 673 Market St. 
CLEVELAND, O..E. 9th St. and Euclid Ave. OAKLAND, CAL.......... 433 Fourteenth St. SEATTLE, WASH.......... 1405 Fourth Ave 
COUNCIL BLUFFS, IA......... 37 Pearl St. OCEAN PARK, CAL............ 149 Pier Ave. SIOUX CITY, IOWA,....... 520 Nebraska St. 
DALLAS, TEX...... Commerce & Akard Sts. ee, MITA ooidss ccssecccscns 390 24th St. SPOKANE, WASH ........ 727 Sprague Ave. 
DENVER, COLO........ 601 Seventeenth St. PASADENA, CAL. ...... 403 E. Colorado St. ST. JOSEPH, MO., Frederick Ave & Felix St. 
DES MOINES, IA................ 209 Fifth St. PHILADELPHIA, PA.....15th & Market Sts. me >) « A 611 Olive St. 
DETROIT, MICH. .. 127 Lafayette Bivd., W, PITTSBURGH, PA. Smithfield St. & 6th Ave. TACOMA, WASH............ 106 S. Tenth St 
FRESNO, CAL., Tulare St. & Van Ness Ave. PORTLAND, ORE........... «. Pittock Block TOT CO, Gr Sevticcseccckoees 69 Yonge St. 





W. H. MURRAY, General Passenger Agent, Omaha, Nebraska C. J. LANE, General Freight Agent, Omaha, Nebraska 
D. S. SPENCER, General Pass. Agent, Salt Lake City, Utah 
WM. McMURRAY, Gen’l Passenger Agent, Portland, Oregon 





J. A. REEVES, General Freight Agent, Salt Lake City, Utah 
H. E. LOUNSBURY, General Freight Agent, Portland, Oregon 
T. C, PECK, Gen’l Passenger Agent, Los Angeles, California W. F. LINCOLN, General Freight Agent, Los Angeles, Cal. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons de with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer = rela’ 

blems. We do not desire to t the place of 

mp ie in his work. 

e right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contem eee ° a 

dress Questions an wers Departmen 
Traffic Service Corporation, Colorado Building, W. 










traffic man but to 


t, 
ashington, D.C. 





Liability of Carrier for Loss of Tarpaulins Used as Covers on 
Carloads of Coal Transported in Open Cars 

Illinois. Question: Coal loaded at mines on the X Railroad 
in Illinois, destined to A, Illinois, on the Y Railroad is covered 
with tarpaulin and proper notation made on the bill of lading. 

Tariffs naming rates on coal do not provide for tarpaulin 
and no transportation charge is made therefor except to the 
extent it is included in the net weight of the shipment. Under 
these circumstances are the carriers liable for loss of tarpaulin? 

Answer: Ordinarily, coal is transported in open cars, and 
a carrier is liable for the loss of coal therefrom, regardless of 
the fact that by reason of the coal being transported in an open 
car it is exposed to greater risks of loss than if it were loaded 
in closed cars. 

If it is essential and not merely desirable that the coal be 
covered it can be loaded in a closed car, and the carrier may, 
we believe, insist upon it being so loaded, if it wishes to avoid 
liability for the loss of tarpaulins used as covers for such coal. 

Therefore, if a carrier accepts for transportation, without 
exception, a carload of coal covered with a tarpaulin it, in our 
opinion, is liable for the loss of the tarpaulin, if the tarpaulin 
is lost while the shipment is in the course of transportation 
and not after the car has been unloaded, 


We know of no decisions of the courts covering the question. 
Limitations—Collection of Undercharges 

Pennsylvania. Question: We have noted your various 
answers regarding the time limit of three years after delivery of 
shipment allowed the carrier within which to bring suit for 
the recovery of freight charges or balances due them and desire 
to ask your opinion on two cases which we have just had 
lately. 

No. 1.—We received a car of potatoes from Florida in May, 


1920, for which the railroad company has just recently presented 
freight bill. 


No. 2.—We received a car of California oranges in the latter 
part of 1917, for which freight bill was immediately rendered 
by the railroad company for about one tenth or even less of the 
total freight charges. In 1922 bills were presented for additional 
charges and just within the last few weeks another bill was 
rendered for alleged undercharges. 

Are we to infer that if we desired to take the same position 
as the railroad companies are doing in regard to the payment 
of claims that have run over the two year limitation, that in 
each of these instances, the bill for the car of potatoes and 
the bills for undercharges on the oranges, payment could have 


been refused by us and the railroad company would have been 
unable to collect same? 


As we are always billing to pay our just freight charges 
due, we simply want this information to at some time or other 
refer to claim agents when they become arbitrary in settlement 
of just claims. 

Answer: The three year period of limitation has run.as to 
the shipments in question and if pleaded as a defense would in 
an action by*the carrier for the charges alleged to be due, bar 
a recovery. 

So far as the two year limitation covering overcharges 
is concerned the carriers’ action in refusing to pay claims 
after the expiration of that time seems, in general, to be based 
upon their understanding that the decision in the Wolf Case, 
261, U. S. 133, prohibits the payment of such claims, and not a 
desire to withhold the payment of just claims. 

The bills which have been introduced in Congress, if amend- 
ed in the manner suggested by the Legislative Committee of the 
Interstate Commerce Commission, (see page 598 of the March 
8, 1924, Traffic World under the caption “Wolf Case Legislation), 
if enacted into law, will, however, satisfactorily dispose of this 
matter and permit of the payment of such claims by the carrier, 
Freight Charges—Right of Carrier to Withhold Delivery of Ship- 

ment at Non-Agency Station for Prepayment of Charges 

North Carolina. Question: A carload shipment was made 
from a point located on railroad “A” to a point located on rail- 
road “B,” being prepaid, account of destination a non-agency 
station. After the car had been delivered to railroad “B” and 
placed on the siding at the non-agency point, a message was 
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received from the agent at point of origin requesting the delivery. 
ing line to either withhold delivery to consignee or collect tota} 
amount of freight from the consignee, owing to the fact that the 
shippers had gone into the hands of a receiver and their checx 
given at point of origin became worthless, It is our understand. 
ing that a straight bill of lading shipment becomes the property 
of the consignee and we would like to know if the agent of 
railroad “B” could have legally stopped delivery of the ship. 
ment until consignee paid the freight, in case he had been able 
to catch the car before being placed at the non-agency siding or 
could the agent, after car had been placed, hold same, pending 
payment of freight charges. 

Answer: Carrier “B” could, in our opinion, have lawfully 
withheld delivery for payment of freight charges, but could not 
yave legally withheld delivery if charges had been tendered. A 
carrier may require prepayment of freight charges on any ship. 
ment, but may waive prepayment and collect charges at destip- 
ation. It has a lien on the goods for its freight charges and may 
withhold delivery of the goods until the freight charges are 
paid. If, however, delivery is made and possession of the 
goods is taken by the consignee, it loses its lien and must 
bring suit to recover its charges, if the shipper or consignee 
refuses to pay them. 

Perishable Freight—Liability of Carrier for Failure to Furnish 
Refrigerator Service 

West Virginia. Question: A shipment of flour paste ten- 
dered carrier with notation in bill of lading “subject to box car 
service” and was handled to destination without undue delay, 
Upon arrival the paste was frozen, due to the unusually cold 
weather, and question arises as to whether the carrier is re- 
sponsible. 

Answer: For the shipment of goods of a perishable nature, 
such as fruit or vegetables, milk, butter, etc., it. has been held 
that the carrier undertaking their transportation must furnish 
cars specially adapted to the preservation of such’ goods during 
the time required for their transition from the place of ship- 
ment to the place of destination.—Beard vs. Illinois Central 
R. R. Co., 44 N. W. 800. 

Other cases hold that a railroad by its contract to carry 
safely does not insure perishable freight against the effect of 
temperature encountered by it during the period ordinarily re- 
quired by it for transportation, unless the circumstances under 
which the contract of carriage is made are such as imply an 
undertaking to that extent on the part of the carrier, or that 
there are tariff provisions which specifically authorize such a 
contract of carriage. See Brenninson vs. Pa. R. R. Co., 110 
N. W. 362; Pac. Fruit & Produce Co. vs. No. Pac., 186 Pace. 
852 (Wash.); Clements vs. D. & R. G., 219 S. W. 660. ; 

As to the duty of a carrier to furnish refrigeration service 
for less-than-carload shipment, see Longo Fruit Co. vs. Illinois 
Traction System, 38 I. C, C. 487. 


Misquotation of Rate—Erroneous Advice as to Routing of Ship- 
ment Constitutes 

Georgia. Question: There was a shipment of cotton orig- 
inating in a Tennessee point which a certain carrier could 
have told the shipper or rather the representative of the ship- 
per, could properly go through Sheffield. Through error they 
advised shipper to let shipment move through Decatur, Ala. 
with the result that a much higher rate had to be assessed 
through that gateway on business moving to the Carolina ter 
ritory. 

We attempted at first to get them to pay the full amount 
of the resulting overcharge which they declined to do, and 
first stated that they would pay their proportion of the over 
charge which was the result of the error of their division 
freight agent and id@al agent in informing our client that the 
through rate he had im mind could be protected, but since 
that time they have deélined to do even this, claiming their 
legal department had ruled that regardless of what error Was 
made that the only legal rate could be charged, : 

Will you refer us to some fuling covering this matter - 
suggestion as to what is the best course to pursue, as our — 
is out over $200 on this transaction and, if possible, we woul 
like to make some recovery for him. 9 

Answer: In Independent Supply Co. vs. C. & P. R. R. Co., ; 
I. C. C. 86, the Interstate Commerce Commission held tha 
where shipments are routed in accordance with specific instruc 
tions, the fact that one of the carriers advised such routing 
cannot be considered the basis for an award of reparat 
citing Poor Grain Co. vs. C. B. & Q., 12 1. C. C. 418 (4 é 

See in thig connection our answer: to New York on bet 
696 of the March 15, 1925, Traffic World under the captio 
“Misquotation of Rates—Liability of Carrier.” _ sal 
Delivery—Carrier Liable in Conversion for Delivery to 0 - 

Than Consignee Named in Bill of Lading Except Upo 

Order of Shipper pill 

Missouri. Question: We respectfully submit a sample - 
of lading concerning which we will appreciate a reply from yee 
to the following questions, which have important bearing on 
settlement of a claim now pending in this office. aid 

Can you quote an authority whereby the carrier is obliga 


March 
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‘to deliver only on surrender of a written order from Henschen 
Fruit & Produce Company? 

Can you quote an authority by which the carrier can be 
held for the value of the property when delivery is made to 
I. R. Hendricks, without taking up the bill of lading or the 
written order of shipper? 

The classification permits this kind of billing on the 
part of the shipper, but we cannot find the authority governing 
the carrier’s obligation, when billed in this manner, and which, 
while being a straight shipment, is in effect the same as a 
shipper’s order transaction. 

Answer: The duty of the carrier is not merely to convey 
safely the goods intrusted to it, but also to deliver them to the 
party designated by the terms of the shipment, or to his 
order, at the place of destination.. This duty to deliver to the 
proper person is absolute. If the carrier delivers goods to a 
person not entitled to receive them it is liable to the person who 
is entitled to them for conversion, rendering it immediately liable, 
regardless of a subsequent destruction of the goods by act of God, 
and irrespective of its good faith in making the delivery. No 
question of care arises, for in such case the carrier acts at its 
peril, and is liable regardless of negligence. Nor is it material 
to the carrier’s liability that it was entitled to retain the goods 
until the freight was paid—North Pennsylvania R. Co. vs. Com- 
mercial National Bank, 123 U. S. 727; Southern R. Co. vs. 
Webb, 39 Sou. 262 (Ala.); Chicago, etc. R, R. Co. vs. Pfeifer, 
119 S. W. 642 (Ark.); Furman vs. Union Pac. R. R. Co., 13 
N. E. 587 (N. Y.); S. S. Co. vs. Lumber, etc. Co., 284 Fed. 513; 
Bank vs. Rogers, Brown & Co., 273 Fed. 529; Payne vs. Card, 
275 Fed. 26; Amber vs. Payne, 239 S. W. 588 (Mo.); Marshall, 
etc., Grain Co. vs. Kansas City, etc., R. Co., 75 S. W. 638 (Mo.); 
American Storage, etc., Co. vs. Wabash R. R. Co., 123 S. W. 964; 
Watson vs. Hoosac Tunnel Line Co., 13 Mo. Ap. 263. 

We have not been able to locate cases directly in point, 
but under the principle of the cases cited above, it seems certain 
that a carrier would be held liable for delivery to a party other 
than the consignee named in the bill of lading, except on the 
written order of the shipper. 


Personal Notes | 


The Little Rock (Ark.) Traffic Club has been organized with 
a roster of 332 members. The formation and growth of the club 
has been unusu- 
ally rapid. Less 
than a month ago 
several traffic 
men of Little 
Rock conceived 
the idea of the 
organization and 
mailed notices to 
forty of their ac- 
quaintances who, 
they believed, 
might be inter- 
ested. Everyone 
invited attended 
the first meeting 
and in three 
weeks the consti- 
tution and by- 
laws were drawn 
‘up and approved. 
In the election of 
‘officers, 312 votes 
were cast. Offi- 
cers elected were 
as follows: Pres- 
ident, Ray M. Mc- 
Williams, general 
freight agent, the 
Missouri ‘Pacific; 
vice-president, H. H. Hunt, assistant general passenger agent, 
the Rock Island; secretary and treasurer, Charles B. Bowling, 
traffic manager, the Arkansas Cotton Growers’ Co-operative Asso- 
ciation. Directors for the first year are: S. L. Nunnelly, com- 
mercial agent, the Illinois Central; J. T. Webb, general agent, 
the Clover Leaf; A. W. Aylin, district freight agent, the Mis- 
souri Pacific; W. W. Knight, traffic manager, S. P. Davis Com- 
pany; Guy Malone, traffic manager, O’Leary Produce Company; 
and S. Y. West, president, S. Y. West Company. The accom- 
panying photograph is of President McWilliams. 
A. D. Pendleton has been appointed division freight agent 
of the Pennsylvania at Indianapolis, succeeding H. C. Shepard. 


J. B. McCorkle has been made division freight agent at Terre 
Haute. 
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William F. Vail has been appointed traveling freight ang 
passenger agent at New York City, of the Wabash, succeeding 
W. H. Farley, resigned. 

M. Walsh, formerly manager of the Brunswick, Ga., Traff 
Bureau, has been appointed secretary-traffic manager of thg 


Dothan, Ind., Chamber of Commerce, succeeding J. H. Alldredge, | 


resigned. 

C. W. Dickinson has been made traveling freight agent of 
the Illinois Central, with headquarters at Cleveland, succeeding 
F. A. Smith, resigned. 

Frank H. Pyke, for thirteen years division freight agent of 
the Delaware, Lackawanna & Western, with headquarters jy 
Syracuse, has resigned, effective April 1. He will become aggo. 
ciated with Stephen D. Rice, industrial traffic counselor, undep 
the name of the Rice-Pyke Corporation, at Syracuse. 

C, E. Millson has been appointed general traffic agent of the 
Missouri & North Arkansas Railway, with headquarters at Chat. 
tanooga. 

E. C. Ferguson has been appointed traffic manager of the 
Central Coal and Coke Company. The office of assistant traffic 
manager has been abolished. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Minneapolis met March 18. M. |, 
Countryman, vice-president and general counsel of the Great 
Northern, talked on “Present Day Transportation Problems.” 


The Traffic Club of New England held its monthly meeting 
at Boston, March 18. R. M. Washburn, former state senator, 
spoke. The club has been invited by the Boston Export Round 
Table to attend a conference at the Boston City Club, March 
28, when Harry W. Knowlton, packing engineer of the Weyer- 
haeuser Forest Products Corporation, St. Paul, will speak on 
the theory and practice of export shipping and on the proper 
construction of shipping containers. 


The Milwaukee Traffic Club will meet, March 24, at luncheon 
at the Hotel Pfister. Major General William G. Haan, U. 8. A 
(retired), will speak on “Industrial Mobilization.” 


The Indianapolis Traffic Club has cancelled all arrange 
ments and invitations for its meeting, April 2, in observation 
of “New York Central Lines Night,” out of respect to Alfred 
H. Smith, late president of the New York Central, who was 
killed when thrown from his horse, March 8. He was to have 
addressed this meeting. 


The Marion Traffic Club held its annual banquet, March 


20, at the Harding Hotel. J. A. Troke, D.D., spoke on “Medi- 
cine of Mirth.” 


The Paris (Tex.) Traffic Club held its first open meeting 
February 26. Speakers were George Gibson, traffic commis 
sioner, Dr. F. L. Wear, and John Dirmeyer, formerly claim 
adjuster for one of the carriers. A musical program completed 
the entertainment for the evening. 


The Norfolk Portsmouth Traffic Club met, March 14. MJ, 
Caples, vice-president of the Seaboard Air Line, talked on “The 
Growth of Our Railroads.” D. A. Dashiell, vice-president of the 
club and traffic manager of the F. S. Royster Guano Company, 
read a paper on “Overcharge Claims.” The club unanimously 
adopted the following resolution: 


Whereas, the business interests of the country demand adquate 
and efficient transportation service, which it is believed is to be best 
secured by permitting the railroads to be given a fair trial to operate 


_under the provisions of the Act of Congress, known as the Transports 


tion Act of 1920, in order that it may be seen whether their earn 
will be sufficient to enable them to adequately and econom 
handle the increasing business of the nation: Nor 
Now, therefore, be it resolved: That it is the belief of the i 
folk-Portsmouth Traffic Club of Norfolk, Virginia, that it is to this 
best interests of the business, not only of this city, and ~ 2 ihe 
state, but of the country at large, that no changes be made tthe 
Transportation Act at the present session of congress, and eo . 
railroads be allowed to continue to operate, under the existing h 
portation laws until such time as experience may show that ¢ 
in the present laws are necessary or desirable. : to the 
Resolved further: That copies of this resolution be sent 
senators and representatives of Virginia, in congress. 


The Pacific Traffic Association met at San Francisco Marth 
18. Samuel O. Dunn, editor of the Railway Age, spoke. : 
ing with the relation of a possible freight rate reduction 
the public and to the railroads, he said in part: 


The most paradoxical fact in regard to the entire railroad = 
ation is that so many producers of commodities and sh hte 
freight are seeking to limit and reduce the profits the railway’ 
earn, upon the veer” 4 that this will bring about substantial reoy, 
of freight rates. e truth is, that the profits the rie .* 
allowed to earn have extremely little effect upon their rate aa 
they have a vital relationship to the service the roads Car mit 
The success of the most radical schemes of regulation to lic med 
reduce railway profits that are now being advocated by Phave very 
such as Senator La Follette and Senator Brookhart, woul tit would 
little effect upon the rates shippers would have to pay, u 
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meeti ry : 
senaiall ’ | R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
Round | p@ are strategic traffic pivots, linked by the rails of the Penn- 


. March sylvania System. 

Weyer: : 
eak on 
| proper 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


U. 8, AL ie ek You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


arrange : ee In each city is a dependable warehouse facility of the Penn- 
ervation a s sylvania System, providing a modern storage and distributing 
> Alfred var ® establishment with up-to-date methods, reasonable non-discrimina-. 
rho was Mie Ates oh tory rates, and unsurpassed service. Negotiable receipts are issued 


to have rrne and low insurance rates are procurable. 


= Carrying stocks in these thoroughly reliable facilities will 
March —~ please your trade in the territories served by these circled cities 
1 “Medi: and minimize your traffic costs. 


_ Consign your cars in care of the warehouses listed below and 
meeting ¥ enjoy modern storage and distributing service par excellence. 
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Dosmaane Warehouse Co., Pittsburgh, Pa. Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
1 reductions Th 1, ystone Warehouse, Harrisburg, Pa. Pan Handle Storage’ Warehouse, Cincinnati, O. 
xilways a Terminal Warehouse Co., Baltimore, Md. Philadelphia Tidewater Terminal, Philadelphia, Pa. 
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have a very great and destructive effect upon the ability of the rail- 
ways to render good and paryeete transportation service. Now, 
a reduction of even 5 per cent in rates, if it were all taken out of 
the profits, or ‘net operating income,” of the railways, would reduce 
it by $326,000,000 annually, while the total dividends paid by the 
railways during the last five years have averaged only about $277,- 
000,000 annually. Is anybody insane enough to believe if the rates 
of the railways were so regulated as to wipe out all that part of 
their profits from which they pay dividends, that investors would be 
willing in future te buy either their bonds or stocks? The certain 
and inevitable effect would be immediately and comeneeey. to stop 
the flow of new capital into the railroad business, and thereby to 
arrest the development of the railways which must continue, if they 
are to be able to handle increased business. 





The Traffic Club of Utica met March 11 at the Hotel Ma- 
jestic. Hugh Smith, of the Better Business Bureau, New York 
City, spoke on “Advertising, the Common Carrier of All Busi- 
ness.” Arrangements were made for the April meeting when 
the Utica Club will try out a new policy of meeting with other 
clubs to bring before them the current transportation problems. 
The April meeting will be with the Exchange Club of Little 
Falls, New York. G. C. Woodruff, general freight agent of the 
New York Central, will be the speaker. The Utica Club held 
its third annual meeting February 12. The following officers 
were elected: President, R. F. King, American Hardwall Plaster 
Company; first vice-president, J. L. Wolfe, Frisbie-Stansfield 
Knitting Company; second vice-president, H. S. Ormsbee, Brun- 
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ner Manufacturing Company; secretary-treasurer, C. B. Darri. 
grand, Utica Chamber of Commerce. The board of governor, 
is: George Booth, Savage Arms Corporation; B. J. Scholl, Brup. 
ner Manufacturing Company; D. F. Freeman, D. H. Burrg 
Company, Little Falls, N. Y.; H. G. Bulkley, Foster Manufae. 


turing Company; J. M. Page, of the New York, Ontario & 
Western. 





The Traffic Club of Memphis met March 17. 


Captain GT 
Fitzhugh was the speaker. 





The Trenton Traffic Club held its annual meeting and bap. 
quet March 19. The officers elected are: President, J, ¢ 
Brady, traffic manager, Westinghouse Lamp Company, Trenton: 
vice-president, Frank H, Appleton, traffic manager, Lenox, In. 
corporated; secretary, G. E. Mace, traffic manager, Trento, 
Chamber of Commerce; treasurer, W. G. Thomas, traffic map. 
ager, Trenton Potteries Company. 


CONSOLIDATED CLASSIFICATION DOCKET 
In the Traffic Bulletin of March 22 is printed Docket No, 13 
of the Consolidated Classification Committee for hearings of 
the Official, Southern, and Western Classification committees jp 
New York, April 8, Chicago, April 15, and Atlanta, April 22. 


Docket of the Commission 





Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


March 24—Los Angeles, Cal—Examiner Kephart: 
1 Los les Lumber Products Company vs. Southern Pacific. 
16618—Klein-Simpson Fruit Company vs. Director General. 

March 24—New York, N. Y.—Examiner Carter: 

15394—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 

15405—The t Foods, Inc., formerly the Nucoa Butttr Company, 
Inc., vs. C, R. R. of N. J. et al. 

March 24—Argument at syachingten. mm €: 

Finance No. 3137—In the matter of the application of the A. T. 
& 8, F. x. Co. for a certificate of public convenience and ne- 
cessity authorizing it to construct an extension to its line of rail- 
road Kay and Osage counties, Okla. 

14627—American Box Board Company vs. Director General, Pere 
Marquette Ry. et al. 

14629—Armour & Company vs. L. & N. R. R. et al. 

14820—W. B. Ahern Brokerage Co. et al. vs. A. C. L. et al. 

“are. 24—Savannah, Ga.—Commissioner McNanamy and Examiner 
ver: 

13569—Southeastern Sugar Investigation. 

10642—Chamber of Commerce, Montgomery, Ala. et al va. Direc- 
tor General, L. & N. R. R. et al. 

10622—-Mobile Chamber of Commerce & Business League et al. 
va. Director General, L. & N. R. R. 

11682—CChamber of Commerce, Selma, Ala., et al. vs. Director 


meral, L. & N. R. R. et al. 
11714—Hannah Distributing Company et al. vs, Ill, Cent. R. R., 
Director General, et al. 
11769—Meridian Traffic Bureau et al. vs. Director General, A. & V. 


Ry. et al. 
14391—The American Sugar Refining Co. et al. vs. L. & N. et al. 
18387—Savannah Sugar — Corp. vs. A. & R. R. R. et al. 
' 14480—Greenwood amber of Commerce et al. vs. L. & N. R. R. 


et al. 
' 15523—W. G. Baker vs. L. & N. R. R. et al. 
Portions of fourth section application No. 10992 et al., filed by 
Florida East Coast Ry. and numerous other carriers, relating 
to rates on sugar, from New Orleans and other producing — 
in Louisiana, and from Savannah, Boston, New York, - 
delphia, Baltimore, and other points on Atlantic seaboard to Ky., 
Tenn., Miss., Ala., Ga., Fla., N. C., S. C.,and La. etc. 
March 24—Mobile, Ala.—Examiner Worthington: 
i. and &. Ne. 2031—Handling charges on shingles at Virginia, South 
a No. ost Chest l tal orde h 
. No. rst supplemental order)— } charges on 
shingles at Virginie, South Atlantic and Gulf porte.” “e 
March 24—Nashville, Tenn.—Examiner Seal: 
American Tri-State Paper Box Company, J. D. Goodpasture 
vs. L. & N. R. R. et al. 
March 24—Pittsburgh, Pa.—Examiner Cheseldine: 
18329—Pennsylvania Sand & Gravel Producers Association ve. B. 
Oo. R. R. et al. 
March 24—Sioux City, Ia.—Examiner Gault: 
16864—Hanford Produce Company vs. Amer. Ry. Express Co. et al. 
March 25—New York, N. Y.—Examiner Carter: 
*15563—United Paperboard Company, Inc., vs. C. R. R. of N. J. et al. 
March 25—Nashville, Tenn.—Examiner Seal: 
15292—' c Bureau of Nashville vs. L. & N. R. R. et al. 
March 25—Argument at Wash on, D. C.: 
be Et nia : or Operators’ Association vs. Aberdeen & Rock- 


et al. 
14714—"Whitaker Glessner Company et al. vs. C. & O. Ry., Director 


Mn tee et al. 

| ‘American Fibre Package Company division, American Box 
Board Company vs. C. & N. W. Ry. et al. 

March 26—Mobile, Ala.—Examiner Worthington: 

16615—Mobile Chamber of Commerce and Business League vs. A. 

& V. Ry. et al. 

March 256—Chicago, Ill._—Examiner Griffin: 

® 1. and S. No. Routing on paper from Michigan to Illinois and 
Wisconsin points. 


March 26—Washington, D. C.—Examiner Davis: 

Finance No. 3459. In the matter of the application of the St. Louis 
Southwestern Ry. Co. of Texas and the Stephenville North & 
South Texas Ry. Co., for authorrity for said two lines to extend 
the term of the existing lease from the Stephenville North & 
South Texas Ry. Co. to the St. L. S. W. Ry. Co. of Texas of 
its railroad and other railway properties and appurtenances. 

March 26—New York, N, Y.—Examiner Carter: 
' 15554—Steinhardt & Kelly vs. Erie R. R. et al. 
March 26—Argument at Washington, D. C.: 
13892 (and Sub. Nos. 1 to 6, Incl.)—Dallas Waste Mills vs. St. L 
S. W. Ry. et al. 

March 26—Portland, Ore.—Examiner Kephart: 

bay agg Service Commission of Oregon vs. Central Paelfie 

y.e ‘ 

March 26—Sioux Falls, S. D.—Examiner Gault: 

15000—Sioux Falls Live Stock Exchange et al. vs. Santa Fe Ry. et al. 
March 26—Chicago, Ill.—Examiner Griffin: 

15484—-Victory Bag & Paper Company vs, Santa Fe Ry. et al. 
March 27—New York, N. Y.—Examiner Carter: 

‘ 15580—General Baking Company vs. P. R. R. et al. 
March 28—Argument at Washington: 

1. and 5- No. 1998—Coal, Buffalo, Black Rock and Suspension Bridge, 


March 28—Chicago, Ill.—Examiner Griffin: 
13283—General Gas Light Company vs. A. G. S. R. R. et al. 
March 28—San Francisco, Cal.—Examiner Kephart: 
‘153083—Los Angeles Lumber Products Company vs. Southern Pacific. 
farch 28—Pensacola, Fla.—Examiner Worthington: 
15598—The Pensacola Chamber of Commerce of Pensacola, Fia., vs. 
& N. R. R, et al. 
March 29—Argument at Washington, D. C.: 
14548—Rail-lake-and-rail rates between United States points via 
Canadian lines. 
March 29—Wahsington, D. C.—Examiner Hunter: 
* |. and S. No. 2067—Transit privileges on apples and pears at East- 
ern points. 
March 29—New York City, N. Y.—Examiner Carter: 
* 1. and S. No. 2065—Matches, Bellefonte, Pa., to Chattanooga, Tem. 
group points and: Knoxville, Tenn. 
March 29—Portland, Qre.—Examiner Kephart: 
1 Northwestern Live Stock Shippers Traffic League vs. B. 4 
&P. Ry. et al. 


March 31—Fort Worth, Texas—Examiner Disque: . . ; 

74. ie S. No. 2047—Grain from Western Trunk Li poipts to Texas, 
Assigned for the purpose of hearing testimony of Texas Pr 
testants.) ey 

March 31—Washington, D. C.—Examiner Pattison: ' 

* Val. Docket No. 159, in re tentative valuation of the property ° 
the New York, Philadelphia & Norfolk Railroad Co. 


March 31—Argument at Washington, D. C.: 
14831—Winding Gulf Colliery Company vs. C. & O. Ry. et al. 


March 31—Little Rock, Ark.—Examiner Seal: 
15587—Arkadelphia Milling Company vs. Mo. Pac, R. R. 
March 31—Binghamton, N. Y.—Examiner Carter: 
15243 Sub No. 1—Levene’s Sons vs. Erie R. R. 
15250—Levene’s Sons vs. D. L. & W. et al. 
March 31—Montgomery, Ala.—Examiner Worthington: ial 
15476—The Hobbie Elevator Company et al. vs. L. & N. R. Rv et 
March 31—Chicago, Ill.—Examiner Griffin: io 
15576—John F. Jelke Company et al. vs. C. & N. W. Ry. et al. 
March 31—Duluth, Minn.—Examiner Gault: O. Ry 
a Duluth Chamber of Commerce vs. C. St. P. M. & 0. * 
et al. 


April 1—Washington, D, C.—Examiner Cummings: pt 
Fourth Section Applications Nos. 11914 and 12081, filed by *. 
Davis, concerning rates on bituminous coal from points in 

to points in Michigan, etc. 
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General Offices: 
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FASTEST STEAMERS ~—___ 
BETWEEN SAN FRANCISCO —, 
AND THE ORIENT 


enna ee 
nl 


PLACING ASIA 


By 


+ THE PIONEER TRANS-PACIFIC LINE. 


% ESTABLISHED 1867 


s 


\ 


. Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight 


Foreign 
From San Francisco to Honolulu, Yokohama, Kobe, Trade 
pecanags Ba re and Manila Dept. 


April 15 San Fancisco, 
at Shippers’ 
Service 
June 10 Always 
and every 1 4 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 
For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 


Managing Agent U. S. SHIPPING BOARD 
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Ra yl sae as ek a Sean a 


~” Take the shortest cut to ~ - 
“Your consuming Markets ‘\, 


WE BRIDGE THE GAP 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


afXNSYLVA Ny, 
RAILROAD 
SYSTEM 


Duquesne Warehouse Co., Pittsburgh, Pa. 
Segtinn Wisden, Mestidnae, Pe, Fort Erie Warehouse & Docks, Erie, Pa. 


Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
Pan Handle Storage Warehouse, Cincinnati, O. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. idadely 


Philadelphia Tidewater Terminal, Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 








780 
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The $5,000,000 Santa Fe Terminal 


Building at Your requirements for the South- 


west can be fulfilled in any of its 
four Units. 


Dallas, Texas UNIT 1. Nineteen story modern model finish office 


building and adjoining, ten story wholesale 
wr rooms equipped for carrying smail 
stocks. 


e 
Located in the UNIT2. BONDED PUBLIC WAREHOUSE. Occupied 
by THE DALLAS TRANSFER COMPANY. 


heart of ft he city General warehousing, distribution and pool car 


service. Members American Warehouse- 
men’s Association and American Chain of 
Warehouses. Approximately 275,000 square 
feet. 


UNIT 8. Cold storage warehouse for perishable prod- 
ucts—1,500,000 cubic feet capacity—Occupied 
by the Southern Ice & Utilities Co. 


Babson says: 


“The time will come when 
Texas will have the largest pop- 
ulation of any State in the 
country. Wase are the North- 


TINIT 4. To be occupied by National Distributors. 


All Units connected by five submerged railroad 


ern manufacturers and jobbers tracks entirely out of the way of surface operations 
who are now laying their plans and interferences, through underground tubes. 


%) 


with this future in view. 

Office Building and Showroom Unit completed Jan. 
1, 1925. Cold Storage Unit Completed Sept. 1, 1924. 
Bonded Storage Warehouse Unit completed July 1, 
1924. 


The Buyers’ Center 





Contract for space in any of its Units by applying to: 


Dallas Transfer Company, Dallas 
Southern Ice & Utilities Company, Dallas 
Terminal Building Corporation of Dallas 
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WEST ELEVATION; FOUR COMPLETE UNITS OF THE SANTA FE BUILDING 
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San Antonio, Tex. 


J. C. Mangham, 
Gen, Frt. Agt., 7Z 
San Antonio, Tex. 


J. B. Brooks, 
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- G BF. A, "Chickae\ha 
San Antonio, Tex. 
H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
om. Agt., 
San Antonio, Tex. 


A. R. Canfield, 
Com. Agt., 
Houston, Tex. 


y McAlester 
Lop, 


Little Rock, 
L/ 
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SPEEDY, 
ACCURATE, 


AND 
ACCOMMODATING 
PERFORMANCE 


Making close connection wih the Freight Service on all principal lines with which we connect; 


our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 











FROM List of Direct Connecting Rail Lines: 
face... ——_.... | 83%hrs. rs.  26hrs. Sa | a, Aransas Harbor Terminal Railway 
Houston... .. 





aacie 1 20 . Fredericksburg & Northern Ry. 
32yghrs. | .....;... 2a < : Gulf Coast Lines 
SanAntonio' 23 * 


Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 


ssouri, t Texas Ry. 
FROM Southern Pacific Lines 
a LLU ULM eee San Antonio, Uvalde & Gulf R. R. 
umsas City ressees . ¢ 314 da 460 “a RY San Antonio Southern R 
emphis.. | |||... e 





4 
34 


St. Louis Southwestern By.(Cotton Belt) 
S Land 
Proportionate service to above is rendered to all intermediate points. 


y: 
Trinity & Brazos Valley Ry. 
exas Mexican Ry. 
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HOSPITALITY fa 

the 

The SOUTHERN PACIFIC LINES serve the South C0 
and West—two sections famous for hospitality. lag 


So is the SOUTHERN PACIFIC. 


If you find a grouch on the SOUTHERN PACIFIC 
LINES make a note of it; he is a curiosity. 


Reet eee ee 6h IF IC. UOLINES 


